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RAILROAD CONSOLIDATION 


We have advised, in these columns, that railroad 
executives appearing before the Commission in its hear- 
ings on its plan for railroad consolidation, ought to take 
occasion to express their real sentiments, if they are 
opposed to general consolidation, rather than merely to 
express their opinions as to what the plan of consolida- 
tion ought to be, if there is to be consolidation. A few 
have done so. We-had hoped that more would follow. 
But it seems now that it may be useless for them to 
attempt it. President Loree, of the Delaware and Hud- 
son, attempted to do it and was checked by Commissioner 
Hall, who suggested that the witness, in the interest 
of time, direct his testimony to the subject with which 
Congress had mandated the Commission to deal—which 
is, of course, the formation of a plan for consolidation. 


If that is to be the policy of the Commission in the 
hearings, then we believe the country will not get the 
real views of the railroad executives who are competent 
to discuss the subject. Of course, railroad presidents 
may put out their views as individuals and some of what 
they say will be published here and there, but the news- 
Papers will not be so likely to print their statements, is- 
sued in that way, for the reason that they will not be 
news, as part of a proceeding before a government body, 
but simply interviews about a subject in which the news- 


Papers to which they are offered may or may not be 
interested. 


The rail executives may still get their views before 
Congress in an effort to have the law amended, and we 
hope they will do so. The country must not be allowed 
to think that the railroads are favorable to consolidation 
and differ merely as to the details of the plan—and that 
is what it will think if the Commission’s apparent policy 
is continued and nothing else is done. Congress now 
thinks it has made a step in the solution of the railroad 
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problem by providing for consolidation. It must be con- 
vinced that the country does not think so. Perhaps the 
Commission will still allow persons who appear before it 
to state briefly their opposition to consolidation as much, 
if they do not take much time. That would help and it 
should be done, if possible. 

We realize that our suggestion that there should be 
a movement for amendment of the consolidation sections 


of the law is somewhat inconsistent with our position 


that there ought to be no tampering with the law at this 
time—that we ought to put up with what is bad in it 
for fear that, if agitation for change is begun, we may 
lose the good in it. But we regard this feature as an 
exception. If the consolidation provisions of the law are 
not changed, we shall have consolidation upon us, or the 
railroads will be barred from such consolidations as are 
in the public interest because they may not be in har- 
mony with the plan to be decided on by the Commis- 
sion. The subject is to come up in Congress anyhow 
in an attempt to make general consolidation compul- 
sory. That will be the time to apply the knife. 


A VOICE FROM THE PAST 

That W. M. Daniels, about to retire from the Inter- 
state Commerce Commission to become Strathcona pro- 
fessor of transportation at Yale University, has had for 
some time the correct view of the primary transportation 
problem—which is adequate rates for the carriers that 
they may be enabled to keep up their plant and give the 
shippers the service they require—was demonstrated by 
his dissenting opinion in the five per cent case (Traffic 
World, August 3, 1914). In that case the Commission 
granted the carriers a five per cent increase in Central 
Freight Association territory and declined to grant it in 
Trunk Line territory. Commissioner Daniels concurred 
in the award to the C. F. A. roads—though he thought 
that, even there, the Commission had fallen short of ‘giv- 
ing the carriers the relief to which they were entitled— 
but dissented as to the Trunk Line roads which, he 
thought, were also entitled to the advance. 

In a long opinion, he. gave his views in detail, end- 
ing with the following language which applies even more 
in recent years and may be recalled with profit as the 
view of a disinterested, able student of the problem: 


The world-wide phenomenon of rising prices is by this time 
no novelty. Since 1906 the average rise in the world’s price 
level is estimated by competent statisticians at from 30 to 50 
per cent. It has mirrored itself in the rising cost of living; it 
has evoked, andjmost properly, advances in wages and salaries; 
it has coincided with an increase in the nominal rate of interest 
where part of the interest, so-called, is but compensation for 
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schedules are fast and regularly maintained, 
affording minimum time in transit between 
Northern, Western, Mississippi Valley, 
Southwestern and Pacific Coast territories. 
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Daily Thru Merchandise Car Service from 
Chicago, St. Louis and Memphis (with weekly 
Refrigerator Cars from Chicago) to Meridian, 
Laurel and Mobile, provides for the quick han- 
dling and distribution of less carload freight. 












Export “and Intercoastal traffic via New 
Orleans, Gulfport and Mobile given special 
attention, resulting in uninterrupted movement 
to and through the ports. 
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Information giving forwarding and de- 
livery at junctions, arrival at destination and 
clearance from ports, promptly and cheerfully 
furnished upon request. 
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MR. SHIPPER :— 


The steady increase in traffic handled via the Natchez Route is the 
best proof of its satisfactory service. 


The advantages of the Natchez Route‘are the absence of large ter- 
minals en route, dependable through fast freight schedules and pass- 
ing reports which keep shippers and consignees in close touch with car 
movement—items which appeal to those desiring dependable service. 


If you have traffic moving between Eastern, Carolina and South- 
eastern territory and the Southwest, let the Natchez Route serve you. 


Route from the West via Shreveport, La., Stamps or Hope, Ark., care Natchez Route. 
Route from the East via Mobile or Hattiesburg, care Natchez Route. 
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the anticipated depreciation of the capital sum later to be repaid. 
This rise in the price level must eventually be reckoned with in 
railroading. For a time, its effects may be masked by adventi- 
tious increases in the volume of traffic, but this temporary relief 
in its very nature is uncertain, and sooner or later the difficulty 
js sure to reappear. For a time it may be circumvented by 
extraordinary economies, but in its nature it is inexorable. It 
must be faced, not trifled with. It is hardly an adequate remedy 
to accord to carriers relief only when their returns have reached 
the well-nigh desperate level now shown in Central Freight 
Association territory. Even before this inadequate return is 
evidenced, higher rates are warranted. Such a solution of the 
present case would have done no less than justice to the carriers 
and would have promoted the welfare of the community they 
serve. 

A living wage is as necessary for a railroad as for an indi- 
vidual. A carrier without a sufficient return to cover costs and 
obtain, in addition a margin of profit large enough to attract 
new capital for extensions and improvements cannot permanently 
render service commesurate with the needs of the public. 
Eventually it may come about that railroads will be owned and 
operated by the government. That is a matter of public policy 
which it is not the province of this Commission to consider. 
But that such a departure from the present policy of private 
ownership and corporate operation should be materially hastened 
by the reluctance of new capital to invest in these properties 
would seem to be a grave indictment of our present system of 
regulation and control. 


BUSINESS MEN AND TRANSPORTATION 

It is somewhat the fashion among men vitally inter- 
ested in and expertly informed on transportation prob- 
lems to sneer at the efforts of mere business men, as 
represented in chambers of commerce and similar organ- 
izations, to solve these problems and issue, by means of 
resolutions, their recommendations to the railroads, the 
public, and Congress as to what should be done. This 
fashion is especially common among industrial traffic 
managers, as distinguished from railroad men who deal 
with these matters. 


These sneers, in the past, have been, to a great 
extent, justified, it is to be confessed, for it has been not 
at all unusual for commercial organizations—composed, 
with others, of the heads of industries who employ the 
traffic experts—to consider and dispose of transportation 
problems of vital and general concern without, appar- 
ently, even consulting their experts and certainly with- 
out giving them representation on the committees 
charged with the work. In many cases the result has 
been stupid and not at all in accord with the views of 
the men who, on the part of industry, are especially 
equipped to deal with the railroads and the railroad 
problem and who do this work through the medium of 
Organizations, like the National Industrial Traffic 
League, that are much more likely to take the correct 
Point of view than bodies of business men without ex- 
pert knowledge or much information. At the same time, 
the industrial traffic. men have been at fault in confining 
their action in this situation to sneers and rebuffs even 
when anything like overtures were made to them to 
co-operate in the kind of work we are discussing. Such 
overtures are made now and then, but they do not get 


anywhere on account of the feeling we have spoken of... 


It seems to us that the proper attitude of the in- 
dustrial traffic men ought not,.to be merely to turn up 
the nose at men who know less than they do, but to 
accept the opportunity to co-operate whenever it is 
Possible and to go further than that and insist, in every 
Possible way, that they have a chance to co-operate and 
to influence the councils of those who are considering 
the transportation business and who propose to issue 
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pronouncements that will have weight with the public. 
Sulking in one’s tent never won a bottle. Much could, 
doubtless, be acomplished by offers of active co-opera- 
tion from the National Industrial Traffic League, for in- 
stance, to the U. S. Chamber of Commerce—or even 
insistence on the establishment of co-operative ma- 
chinery—and by the individual efforts of industrial traf- 
fic managers, with the heads of their concerns who are 
taking active part in Chamber of Commerce or other 
consideration of transportation questions, The question 
is not so much now what organizations ought to be 
looked to for light in these matters, but which ones are 
looked to. There is no doubt but that the Chamber of 
Commerce is regarded as the organized representative 
of the business men of the country—and it is so. Either 
a body like the National Industrial Traffic League should 
work with the Chamber and endeavor to have its un- 
doubtedly sounder views impressed on the resolutions 
adopted, or it should adopt means of bringing itself for- 
ward more prominently in the public eye so that what 
it says will be adopted as the true gospel. 

In The Traffic World of May 12 was contained an 
extended report of the annual meeting of the U. S. 
Chamber of Commerce in New York, in so far as the 
work of the meeting related to transportation. There 
can be no doubt but that the Chamber is studying the 
transportation situation in all its phases and that the 
results of its work, taking form in recommendations, 
will have great weight.. In so far as its work is good 
it should have the endorsement of those who agree with 
it. In so far as it is bad it should have condemnation— 
but those with ideas ought not to wait until the Chamber 
has finished its work and then merely condemn or sneer. 
They should do what they can to bring about good re- 
sults. After all, the real function of an organization or 
of individuals who know their business is not merely to 
keep their own records clean and to be satisfied with a 
“holier than thou” position, but to get results through 
whatever means are open. 

It is to be said of the meeting of the United States 
Chamber of Commerce at New York that, for the most 
part, its deliberations showed intelligent grasp of the 
problems under consideration and progress along what 
are generally considered by students of transportation 
to be right lines. The reports of the various commit- 
tees of the Transportation Conference were merely 
“progress” reports, but they showed that the committees 
were at work. The resolutions adopted on transporta- 
tion subjects and the speeches that were made were 
sound. Serious objection, we think, could not be taken 
to anything that was done. On the other hand much 
that was done is worthy of commendation. 

An exception to the commendation, perhaps, might 
apply to the report made by the committee on railroad 
consolidation. *“Of course, it is to be remembered that 
the U. S. Chamber of Commerce has gone on record, 
through a referendum vote, in favor of consolidation and, 
strictly speaking, the work of the committee, therefore, 
is merely to suggest plans for consolidation in accordance 
with that policy of the Chamber. We are, therefore, not 
criticising the committee so much as the Chamber itself. 
We think the Chamber has gone wrong on this subject 
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but we think, also, that the committee, in its report, is 
a little too sympathetic with the position of the Chamber. 
We are not sufficiently acquainted with the machinery 
of the Chamber to judge just what the propriety would 
be of the committee taking a position contrary to the 
position of the Chamber of which it is a part, but we 
could wish that someone would get before the Chamber 
an expression of what we believe to be the real senti- 
ment of the great majority of both shippers and carriers 
—their representatives who are competent to judge— 
that consolidation of the railroads into several large sys- 
tems or groups would not be a cure for transportation 
ills but, on the contrary, would be a step toward govern- 
ment ownership or control and would make things much 
worse than they are both for the railroads and for the 
shippers served by them. 

It is notable that, in its action on the question of 
a merchant marine, the Chamber urged the necessity for 
a marine, opposed government operation of the vessels, 
and advocated investigation of the possibility of reliev- 
ing private shipping interests from inequality in world 
competition through the relaxation of burdensome re- 
strictions—but not a word in favor of ship subsidy in 
any form. The same thing is true of the resolutions 
adopted last week by the National Association of Manu- 
facturers. We regard the resolutions as sensible and we 
rejoice to see the final development of recognized busi- 
ness sentiment into what we regard as sound doctrine. 
It had been, perhaps, too much taken for granted that 
the business sentiment of the country favored subsidy. 
If it did favor subsidy, or still favors it, that attitude is 
at least well concealed in the resolutions adopted by the 
Chamber of the manufacturers. 

We also congratulate the manufacturers on the tone 
of their resolutions with respect to transportation prin- 
ciples. They were published in The Traffic World of 
May 19. It begins to look as if business, at least, was 
getting the right point of view. 


MOTOR TRANSPORTATION 


The committee on relation to highways and motor trans- 
port to other transportation agencies, of the Transportation 
Conference of the Chamber of Commerce of the United States, 
of which Alfred H. Swayne, vice-president of the General Motors 
Corporation, is chairman, is making an inquiry into the basic 
conditions underlying motor, electric, rail and waterway trans- 
portation with a view to determining first the facts and con- 
ditions as they now exist and then to endeavor to correlate 
this data and present such conclusions to the general com- 
mittee as may be found sound. The progress report of. this 
committee, made at New York when the Chamber of Commerce 


was in annual convention, was omitted from the report in The 
Traffic World. 


The progress report, in part, follows: 


The general committee was organized into three _ sub- 
committees. The first of these, headed by Mr. Arthur T. Water- 
fall and comprised of Messrs. Miller, Fort, Gadsden and Matthies- 
sen, was given the task of reviewing the field of motor use 
outside of the terminal area. 

The second, headed by Mr. William Lyford and including as 
members Messrs. Childress, Wright, Banham and Raymond,’ has 
to do with motor use inside the terminal area, while the third, 
of which Mr. Gadsden is chairman and Messrs. Fenner and Waters 
the other members, is charged with an examination into the legal 
aspects of highway transport in its relation to other carriers. 

In addition to these committees, the chairman was asked to 
have prepared a special report covering the question of the use 
of gasoline equipment by rail lines. 

Staff men have been provided for each committee and each 
chairman was _ asked to roceed with meetings, the formulation 
= eperess of work and the actual task of getting the facts 
ogether. 

The work to date of each committee, taking them in order 
of their formation, may be briefly summarized. 

A preliminary outline was submitted by Mr. Waterfall to 
members of his committee, following which Mr. Waterfall and 
the chairman of the larger committee went to Washington to 
confer with Mr. T. H. MacDonald, chief of the Bureau of Public 
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Roads, and Dr. H. C. Taylor, chief of the Bureau of Arigcultura) 
Economics. 

As a result of this discussion, the government officials agreeg 
to have assembled for the use of the committee all relevant da 
now in their hands bearing down upon the actual movements of 
motor vehicles over the highways. These studies will be supple- 
mented by others which will go into the reasons for the use of 
the motor vehicle and the influence exerted by it both on other 
transportation agencies and on agriculture and industry. 

Other studies dealing with actual costs of operation are to 
be made in the motor truck field by the Bureau of Public Roads 
in the railway field by the Bureau of Railway Economics, and 
in the electric field by the American Electric Railway Associa- 
tion. Further material will be available from the New Englana 
Railroad committee. The facts so assembled will be correlateq 
either by government officials or by the staff members of the com- 
mittee and presented at a meeting of the committee which will be hela 
in New York City May 15. 

Mr. Lyford’s committee has already held one meeting at 
which a tentative progress report was prepared based upon the 
experience of the members, all of whom are exprts in the field 
of terminal use of motors. 

This report indicates clearly the fields which will need to 
be analyzed in order to bring out the underlying facts and as the 
work of the larger committee progresses, it is anticipated that 
basic studies somewhat of the type of the Port of New York 


- Authority and the Chicago surveys, although not __ necessarily 


arriving at similar conclusions, may have to be undertaken, 

The preliminary report does not consider in detail the ques- 
tion of the influence of terminal haulage methods upon city street 
development, and here again the question of making one or more 
studies of typical cases may have to be gone into. 

One of the most interesting and important phases of the 
work of this committee is a study of the developments in the 
handling of freight through the terminals by the collection and 
delivery systems that are in use in England and Canada. It is 
— that much valuable knowledge can be gained from this 
study. 

Mr. Gadsden has followed much the same line of operation 
as Mr. Waterfall. <A tentative outline of the facts available or 
necessary was sent out to committee members and this has been 
followed by meetings of committee staff members and others 
to develop the procedure to be followed in compiling the facts 
necessary to the committee’s work. 

In this field representatives of the National Automobile 
Chamber of Commerce have prepared outlines of studies into 
municipal regulation of common carriers on the highways, and 
Mr. John E. Walker, former tax advisor of the Treasury Depart- 
ment, is engaged in a study of rail, motor and electric taxation. 
The American Electric Railway Association is making _investiga- 
tions into the legal aspects of tramway use and the Bureau of 
Public Roads has under consideration studies of facts designed to 
bring out the physical and economic data underlying comparable 
motor and electric line operations. 

Broad scientific investigations dealing with the relative 
causes of damage to the highways in their relation to construc- 
tion, maintenance and transport costs will also be available from 
this government source. 

From these statements it is apparent that a good deal of prog- 
ress has already been made by the sub-committees in their work 
of getting at basic facts. Such data as is available has been dis- 
cussed by the members of the larger committee at a second session 
held in New York, April 10, and a third meeting has been set for 
May 16, when reports will be accepted, experts heard on various 
phases of the question and policies as to further studies discussed. 

It is, of course, yet too early to speak in any but a general 
way of the work of the committee to this time. As the studies 
progress, however, it is evident that many controversial issues 
have been due largely to the non-existence of basic material. A 
notable instance which may be cited is that of the competitive 
long haul. Here studies made in Connecticut by the Bureau of 
Public Roads show that the use of the motor in trips of more than 
seventy miles comprises but 14 per cent of the total and of the 14 
per cent, most of the movement is in the haulage of highly 
specialized commodities such as furniture or is due to rail conges- 
tion and embargoes. 


The representatives of the motor industry on the committee 
have emphatically disapproved of those purely competitive opera- 
tions in the long haul which form the balance. Incidentally, they 
cite as an illustration of their dislike for long hauls the heavy 
motor vehicle movement under power from factories for long dis- 
tances over the highways. This they feel should belong to the 
railroads, but can be shifted only if the rail lines are granted 
financial ability to buy equipment or legal power to abandon those 
short haul operations which the railroad men say are unprofitable 
to the steam carriers, but which have been forced by the require- 
ments for a continuous all year round service. 


Something of the same question is found in terminal opera- 
tions where there appears to be a general recognition of the need 
for practical solutions. The demand for increased facilities con- 
stantly brings the railroads face to face with heavy increases in 
land valuations which make further developments either very 
costly or entirely impractical. The question thus arises as to the 
practicability of moving terminals further away from congeste 
areas, leaving the delivery to a motor service. 

Isolated instances of this latter practice indicate that bee 
service could be given to the public at the same cost if this 
freight were diverted to the highway, while the indirect savings 
to the manufacturer in lessened costs and to the taxpayer in lessene 
congestion of city streets, would be material. the 

Unless some shift such as this is made, it appears that : 
rates on less-than-carload shipments will have to be revised 
order to make the service at least pay its own way. a 

In the electric and motor field, some examples of advance, 
operations indicate that there is a broad field for supplemen 4 
use of the motor bus and electric railways and that some method 
of co-ordination is possible which will eliminate unnecessary el 
petitive charges to the public, while still preserving the flexibility 
of service which the public is most interested_in. ly re- 

A more scientific use of all road vehicles would not on Y, nd 
duce railway terminal congestion, but, due to the higher “- 
efficiency obtained, would also permit us to make one vehicle 
the work now requiring three or more. ithin 

Conclusions based on studies of fact will be available W atil 
the next two months, while others will have to be delayed “an i. 
the results of fundamental investigations now under way 
be obtained. on 

The work to date has clearly demonstrated that there is P o 
sible a correlation of transportation which will give every — é 
plenty of work to do and which will take care of the needs 
the public, which is, after all, the end toward which we must aim. 


Ma 


Gf— 


con- 
s in 
very 

the 
sted 


atter 
this 
ings 
ened 


the 
d in 


need 
ontal 
thod 
com- 
bility 


y re- 
load 
le do 


ithin 
until 
can 


pos- 
rency 
ds of 
n. 


May 26, 1923 







it satin 
Current Topics 


in Washington 





Figures to Talk About.—It is suspected the figures the Com- 
mission made public this week about the money various com- 
modities are charged for the transportation given them will start 
about as much talking as takes place when a gray squirrel, a 
crested cardinal, a robin, a thrush and a purple grackle find a 
tid-bit in the back yard. Than that there can be no more lan- 
guage, especially if the grackle is in possession of the thing that 
is edible. 
the commodities in which they were interested have been pay- 
ing more than their share of the revenue accruing to the carriers. 
None, however, has ever made as comprehensive calculations as 
the Commission. The big question is as to the use that will be 
made of them. Already, in an unofficial chaffing sort of way, 
representatives of shippers of fuel oil and coal have begun com- 
paring the charges on their commodities, as shown in the com- 
pilation of the Commission, in terms of dollars and cents per 
ton. Pound for pound, fuel oil, which is carried at the rates 
imposed on crude petroleum, carries a greater weight than soft 
eoal. But that does not convince the coal man that oil is carry- 
ing more than it should. The suggestion is that the owner of 
fuel oil gets more thermal units carried for a dollar than the 
coal operator gets taken away from his mine when he tenders 
a railroad a jag of coal and one dollar. The question of the 
relationship of rates on fuel oil from the mid-continent field to 
the territory east of the Illinois-Indiana line was raised in No. 
13568, Western Petroleum Refiners’ Association vs. Missouri Pa- 
cific, hearings on which were begun before Examiner McGrath 
at Chicago a short time ago. The National Coal Association, 
the Fifth and Ninth Illinois Coal District Association and the 
Illinois Coal Traffic Bureau intervened in that case and were 
prepared, in case of necessity, to take part in the hearing before 
McGrath, had the development required active intervention on 
their part. As it was only the complainants presented testimony 
at that time, and that testimony did not go directly to the ques- 
ion whether oil or coal was paying too much for its transpor- 
tation. The oil people, however, put in some testimony which 
may be made to serve as a foundation for testimony more defi- 
nitely indicating the belief of the complaining oil people that 
coal is being given a preference at the expense of oil. The Com- 
mission figures on the amount of money paid by different groups 
of commodities came out after the hearing in that case was 
finished for the time being. When the coal and oil people get 
together again, it is suggested, one side or the other may make 
the assertion that the figures prove, for instance, that coal is 
unduly preferred. And when that is done, if at all, the lid will 
be off. Then will come the time for calculations as to how 
many thermal units are carried for a dollar. It is believed the 
representatives of farming interests, those who get paid for do- 
ing the representing and those who have appointed themselves, 
will grab at the statistics to prove their contention that rates 
on products of agriculture are too high, especially in compari- 
son with manufactured articles. The idea that manufactured 
articles are valuable, undoubtedly, is general. But, a minute’s 
reflection, it is believed, will show that in the list of manufac- 
tured articles are many that are of low value, per unit of meas- 
urement, as for instance, lime. It may be that by the time the 
discussion gets down to the finest point, the question will be as 
to whether the grower of wheat is not being unduly preferred, 
Mm comparison with the grower of rice, because there may be 
more calories in' a given quantity of wheat than of rice, or the 
other way about. If the discussion about coal and fuel oil is 
to be brought down to the B. T. U. level, it is suggested there is 
no reason why the discussion about competing kinds of food 
May not, with equal reason, be put upon the plane of a con- 
sideration of calories, they being the measure of production 
of heat by the destruction of the food to be tested. The more 
one thinks about those figures, the more certain it seems they 
will cause as much, if not more, chattering than takes place in 
a gathering of birds and squirrels in the back yard. 





Good-Bye to the Director-General.—Big shippers are coming 
hear the time, in litigation, for telling the Director-General, as 
agent, not au revoir, but good bye. Such men‘as Ross D. Rynder 
and Paul Blanchard, who have been wrestling with John Finerty 
and Royal McKenna, believe they can see the tail end of the pro- 
cession of cases against the Director-General that has been wind- 
ing its way through the offices of the Commission since the spring 
of 1920. This is not to say, however, that all the cases against 
the Director-General will be disposed of next week or next 
Month, or even next year. It means no more than that the at- 
torneys for shippers, who have only one client to think about, 

ave so diligently served their masters that perhaps within a 
year the cases of that kind will all have been disposed of by the 
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Commission. Perhaps a year after that they will have collected 
all the money the Railroad Administration is willing to pay. 
But the cases on which they will have to sue the Director-General 
will continue on the Calendars of the courts, probably for sev- 
eral years to come. The men who, as children, shed tears over 
the hard luck of Christopher Columbus because he had a case 
in court for eleven years, will have opportunity, are they so 
‘minded,.to open the tear ducts in behalf of men who have the 
misfortune to have cases falling into the category which the 
Director-General says he will not pay unless and until the Su- 
preme Court of the United States tells him to loosen the purse 
strings of Uncle Sam. There is no way to estimate how many 
years it will take to get “shet” of such cases. It is possible, 
although not deemed probable, that a test case may arise which 
will make it possible for the Director-General to lay down a 
rule that will dispose of a large line of such litigated cases, 
without forcing all through the courts. 





Tyranny and Intolerance.—Many shippers, both during and 
since the war, have had an idea that the Railroad Administra- 
tion, in its dealings with them, might be set forth as an example 
of governmental tyranny and intolerance. But when one hold- 
ing such a thought comes into contact with a man whose busi- 
ness requires him to deal with the unit that enforces the pro- 
hibition laws of the country, then comes a tug of war. Attor- 
hneys representing industries that must have alcohol, to hear 
them tell it, are the unhappiest mortals on earth and the officials 
of the government enforcing the prohibition laws the most un- 
American, unreasonable and most lawless individuals imagin- 
able. What grates most upon them, seemingly, is the assump- 
tion by the prohibition unit people, that every one who desires 
to use alcohol, for any purpose, is a crook and would gladly de- 
part from his present business to become a bootlegger. No mat- 
ter how often a lawyer may have occasion to try to do business 
with the prohibition unit, the disgruntled lawyers assert, the 
process is the same. He goes to the room behind a grill in which 
sits a young girl or boy. The attorney tells her or him whom 
he desires to see. The young person tells him whom he must 
see. That young thing decides what kind of a law question the 
caller has raised or may raise and also decides who can or can- 
not give the proper answer. Hours are wasted by them, the at- 
torney asserts, sitting in the ante room waiting for the young 
person to come out and say’ that the man the young person said 
the caller should see was in conference and the young person 
could not say how soon the lawyer who was doing the waiting 
would be able to see the man. Another point the industrial 
users of alcohol make against the prohibition unit is that it 
legislates, under guise of regulations for the enforcement of the 
statute, and does not hesitate to force expenses of hundrds of 
thousands on those who legally possess liquor, for no reason 
more appealing than that the supply of a certain kind of revenue 
stamps has run out. The fact that arbitrariness of that kind 
increases the cost of doing business and sends it up greatly, 
apparently has no effect upon the officials dealing with the mat- 
ter. One of the suggestions in connection with the matter is 
that the enforcement of a statute that so recently has been the 
subject of bitter debate should not be left in the hands of ex- 
tremists of either kind, the extreme dry being, so far as the man 
who must have alcohol in his business is concerned, as bad as 
the extreme wet. Between the extreme drys and the extreme 
wets, the industrial user of alcohol believes he is in the most 
uncomfortable position of all imaginable. The caution of the 
extreme drys and the bootlegging of the extreme wets makes 
it hard for him to do business and when it is hard to do busi- 
ness costs rise in an amazing manner. 





Guide to Valuation.—The Commission probably will have to 
change some of its practices in the valuation of the property of 
the railroads by reason of a decision made by the Supreme Court 
of the United States, this week, in a case brought by the South- 
western Bell Telephone Company against the state of Missouri. 
The court, in an opinion written by Justice McReynolds, held 
that the utilities commission of Missouri, when it valued the 
property of the telephone company, for rate-making purposes, 
committed error when it declined to take into consideration 
present prices as a factor in determining the amount upon which 
the telephone company had a right to demand a return. The 

. utilities commission established rates which the telephone com- 
pany said were confiscatory. It valued its property at $46,000,- 
000 and showed the process by which it had reached the con- 
clusion. The state thereupon made a valuation, its total being 
just about half that of the telephone company’s. The state did 
not take into consideration what it would cost to reproduce the 
property. The Supreme Court said it would be impossible to 
ascertain what would amount to fair return upon properties 
devoted to public service without giving consideration to the 
cost of labor, supplies, etc., at the time the investigation was 
made, which, in this instance, was after the big rise in prices 
had taken place. The court said an honest and intelligent fore- 
cast of probable future values, made upon a view of all relevant 
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circumstances, was essential. It said that if the highly important 
element of present costs was disregarded, such a forecast became 
impossible. In other words, rates being matters for the future, 
they had to be made with a view to covering the higher costs 
which had been disregarded in making the valuation. The Com- 
mission, in its work, has been disregarding the higher existing 
costs in ascertaining present cost of reproducton new, less de- 
preciation. It has been finding the cost of reproduction upon the 
basis of 1914 costs. In the “cost to date” statement, however, 
it has been using the higher prices that have prevailed since 
1914. No one knows how the Commission, in 1920, arrived at 
the valuation of the railroads at $18,900,000,000, because it did 
not explain then and it has declined to explain since then. No 
one, however, ever accused it of pretending that the railroads 


could be now reproduced for any such figure. The railroads, . 


in their attacks upon the work of the Commission, have pointed 
out the failure of the Commission to make allowances for the 
higher prices that have existed since 1914. In the course of 
time cases might have been brought in the courts, but inas- 
much as the telephone company and Missouri have fought out 
the question, the Commission may deem it wise to change its 
course, without forcing the Supreme Court to say the rule that 


is good for Missouri is the one that must apply throughout the 
country. 4 





Beating the Grasshopper.—According to reports that have 
been made to Secretary Hoover, grasshoppers have been eating 
harvesting binder twine in which Manilla hemp was the chief 
constituent, not because they had any particularly strong lik- 
ing for the Philippine stuff but because it had been treated in 
salt water and the hoppers liked salt. For years American 
manufacturers have been using Mexican sisal and complaining 
about the doings of the Commision de Reguladora de Henequen, 
some times irreligiously called the sisal trust, which has been 
regulating the handling of the Mexican product. The discovery, 
it is asserted, means that the Manila fiber can again be used 
for making binder twine and for that reason, as the twine manu- 
facturers and Secretary Hoover are inclined to think, put the 
burr of competition upon the reguladora. The reguladora, when 
organized, was largely an institution of New Orleans bankers 
who said the business had been run at too loose ends to warrant 
them undertaking any financing without a larger measure of 
control over it. Treating the Manila hemp in fresh water, the 
manufacturers believe, will result in making it usuable again 
for binder twine. A. E. H. 


SIMPLIFICATION OF TARIFFS 


The Trafic World Washington Bureau 


Informal conferences on tariff simplification this week have 
resulted in the formatidn, by tariff publishing agents, of an 
organization for that purpose, headed by B. T. Jones, a member 
of the Official Classification delegation. The conferences were 
with Traffic Bureau Director Hardie, George M. Crosland and 
other men in the traffic bureau, who have been working on the 
subject. Most of the talking was about the lack of uniformity 
in the language of rules in the tariffs intended to mean the 
same thing, and the publication of unnecessary sections of 
tariffs carrying identical rates and minima. In a number of 
instances five sections were pointed out where two would have 
been enough. It was informally agreed that a meeting should 


be held at the end of June, at which concrete proposals might 
be submitted. 


WILL FIGHT PULLMAN SURCHARGE 


The Trafic World New York Bureau 


Several large commercial organizations will combine to fight 
the 50 per cent surcharge on Pullman fares at the hearing which 
the Interstate Commerce Commission is to hold in Chicago, June 
20. The Pullman Co; the National Council of Traveling Sales- 
men’s Association, and the American Wholesale Grocers’ Asso- 
ciation are among those who will fight the surcharge, while the 
railroad companies are expected to make a strong fight for its 
retention. 

The leading organization against the surcharge is the Travel- 
ing Salesmen’s Association. Announcement was made at the 


New York offices of this organization that a number of experts, 


have been retained to prepare the brief which will be presented 
to the Commission. This brief will contend that the railroads 
are making $34,000,000 annually from this source and that this 
is a discrimination against those travelers who cannot afford 
to pay much for accommodations. In this class, it is claimed, 
are the great body of commercial salesmen. 

Railroad officials claim that the surcharge is justifiable on 
economic grounds. Spokesmen declare that the Pullman cars 
carry only one-third as many passengers as the ordinary coaches 
and that the return would be practically wiped out if the sur- 
charge is eliminated. It is stated further that last year’s net 
revenue from the carriage of passengers was only $97,000,000 
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and that if the loss on the surcharge were added to the redye. 
tion of 20 per cent in mileage book fares, estimated at $60, 
000,000, the total of $94,000,000 would practically wipe out this 
profit. of 

The Pullman Company is opposing the surcharge on tiie 
grounds that it brings them no profit and discourages travel op 
their cars. This is the third investigation into the matter by 
the Interstate Commerce Commission, the first-two having re 
sulted in favor of the railroads and retention of the surcharge, 

Officials of the traveling salesmen assert that if the appeal 
fails they will carry the issue to Congress. Last year seyep. 
teen measures were introduced to repeal it, but these were lost 
as a result of the shipping bill filibuster. 


WESTERN CEMENT CASE 


The Commission has re-opened No. 8182, Western Cement 
Rates, and assigned it for further hearing in connection with 
the fourth section phase of the matter as embodied in fourth 
section order No. 7260, issued with the decision in the formal 
docket case, March 26, 1918. The case was re-opened because, 
among other things, the fourth section order contained no limi- 
tations of the kind suggested by the amendment to the fourth 
section, made in 1920, which says that the “Commission shall 
not permit the establishment of any charge to or from the more 
distant point that is not reasonably compensatory for the servy- 
ice performed.” The order re-opening the case, assigning it for 
further hearing, and suggestions as to limitations to be imposed, 
are as follows: 








And Whereas, Fourth Section Order No. 7260, entered in Docket 
No. 8182 March 26, 1918, as amended from time to time, does not 
contain any limitation upon the relief granted so that it applies to 
carriers whose routes are extremely circuitous and via which rates 
might, therefore, be applied that are not reasonably compensatory 
as required by the above mentioned provision of the Fourth Section 
as amended; 

And Whereas, Instances have been brought to the attention of 
the Commission where rates are being applied via routes under the 
relief granted by the said order which are so extremely circuitous 
as to make it doubtful that such rates are reasonably compensatory 
for the service performed; . 

It is ordered, That Docket No. 8182 and applications covered by 
Fourth Section Order No. 7260 entered therein March 26, 1918, as 
amended from time to time, be, and they are hereby reopened for 
further hearing on the question of Fourth Section relief with especial 
reference to the reasonably compensatory character of the rates pre- 
scribed in the above mentioned proceeding when applid via circuit- 
ous routes. 

It is further ordered, That the said proceedings be, and they are 
hereby assigned for further hearing on the question of Fourth Sec- 
tion relief as indicated in the preceding paragraph hereof at Great 
Northern Hotel,* Chicago, Ill., on July 16, 1923, at 10 a. m.,, before 
Examiner R. V. Pitt. 

And it is further ordered, That the orders entered in these pro- 
ceedings on March 26, 1918, as amended by orders entered therein 
from time to time, shall remain in full force and effect. : 

The attention of the applicants is directed to the fact that in 
order to comply with the requirement of the Fourth Section that 
relief shall not be granted to establish rates that are not reasonably 
compensatory for the service performed it will be necessary to im- 
pose a limitation upon the relief which may be granted as a result 
of these proceedings. ; 
tot For this purpose two forms of limitation have been suggested, as 
ollows: 

(1) That the relief shall not apply to circuitous routes that are 
mere than a certain per cent longer than the short line between 
competitive points, the percentage to vary according to the length 
of the haul involved; for example. 125 per cent longer when the 
short line distance does not exceed 25 miles; 100 per cent where the 
distance via the short line is 26 to 50 miles, and 80 per cent where 
the short line distance is from 50 to 100 miles, etc., and , 

(2) That the relief shall not apply when the rate which is to be 
established by the circuitous line to meet short line competition 1s 
less than a certain per cent of the rate under the mileage scale for 
the distance via the circuitous line between the competitive points 
involved; for example, if the rate under the mileage scale for the 
distance between the two competitive points via a circuitous route 
is 30 cents, the relief would not apply if the rate proposed to meet 
short line competition between the said points is less than 80 per 
cent of the normal rate of 30 cents. 

It is important, therefore, that interested parties be prepared at 
the hearing of this matter to introduce testimony respecting the 
propriety and feasibility of the plans suggested, or in support of 
modifications thereof that may be proposed, or other plans of limi- 
tation offered as substitutes therefor. 


CHICAGO FREIGHT STATIONS 


The Chicago Association of Commerce, through its traffic 
manager, J. P. Haynes, has sent out a questionnaire with a view 
to determining the interest of Chicago shippers in universal 
freight stations on the north and northwest sides of the city. 
The idea arises from tthe alleged limited facilities of the down 
town freight stations and the increasing congrestion on the 
downtown streets, which, it is suggested, the added stations 
might relieve. 


SANTA FE CONTROL AUTHORIZED 


The Santa Fe has been authorized by the Commission to 
acquire control, by lease, of the Dodge City & Cimarron Valley 


Railway Company. The line extends from Dodge City to Elk 


hart, Kan., a distance of 120 miles, with a branch 54 miles lon& 
from Satanta to Manter. The Santa Fe advanced the funds 
for the construction of the road and owns all the capital stock, 
except qualifying directors’ shares. 


oe ee ee el ee a me el a ee eee oe Se ae eee 






21 


1¢- 
0,- 
is 


ost 


raffic 
view 
ersal 
city. 
own- 
the 
tions 


yn to 
alley 
Elk- 
long 
unds 
tock, 





May 26, 1923 





WHITESTONE REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 12971, Rocbond Company vs. Director- 
General, Louisville & Nashville, et al., opinion No. 8443, 80 
I C. C. 26-8, as to rates on crushed whitestone, from Whitestone, 
Ga., and on crushed marble, from Tate, Ga., to Van Wert, O., 
between April 1, 1918, and September 10, 1921. The Commis- 
sion found the rates unreasonable to the extent they exceeded 
those to Fort Wayne, Ind., a more distant point. On September 
11, 1921, the Fort Wayne rates were extended to Van Wert. 
Reparation is to be made to the basis indicated. 

The Commission considered, in connection with the formal 
complaint, fourth section applications Nos. 1952 and 2060, filed 
by the Louisville & Nashville and by J. F. Tucker. They asked 
for permission to continue to charge rates on whitestone and 
crushed marble, from the points of origin mentioned, to Jack- 
son, Mich., lower than to Van Wert. The Commission said the 
earriers offered no testimony in support of the applications. It 
denied relief, in fourth section order No. 8726, issued in con- 
nection with the report on the formal complaint denying the 
requested relief, as of September 15. 


UNREASONABLE GROUND STORAGE 


A finding of unreasonableness and an award of reparation 
have been made in No. 12916, General Petroleum Corporation 
vs. Director-General, opinion No. 8454, 80 I. C. C., 53-4, as to 
storage charges on iron pipe placed on the carriers’ right of 
way at Pico, Calif., near Los Angeles, and held there from 
October 1, 1919, to January 21, 1920. The iron pipe was un- 
loaded by the complainant at the request of the railroad agent 
so as to release the equipment. Neither thought there would 
be any charge for the storage but the tariff provided a charge 
of two cents per day for the first five days and three cents per 
day thereafter, the whole bill being more than $900. A reason- 
able charge, the complainant said, would have been not more 
than $30. The Commission said the complainant was supposed 
to know the contents of the tariff. But it said the charges were 
unreasonable to the extent they exceeded those which, would 
have accrued had the freight been held in the car. It called 
attention to the fact that when freight was unloaded for the 
convenience of the carrier the demurrage rates applied. It also 
directed attention to Dakota Monument Company, 59 I. C. C., 
101, and Kalamazoo Silo Company, 60 I. C. C., 418, in which it 
said storage should not exceed demurrage under conditions 
such as prevailed in this case. 


EXPORT FROZEN MEAT RATE 


The Commission, in a report on No. 11227, Hansen Packing 
Co. vs. Director-General, Northern Pacific et al., opinion No. 
8460, 80 I. C. C. 66-8, has condemned, as unreasonable, the rates 
on 124 carloads of frozen fresh meat, from Butte, Mont., to 
New York, for export, to the extent they exceeded $2 per 100 
pounds. Shipments involved in the complaint were made be- 
tween June 25, 1918, and February 17, 1919. Prior to June 25, 
1918, the export rate was $1.50. From June 25, 1918, to August 
31 of that year, a domestic combination of $2.79 was applied. 
On the last mentioned day, an export rate of $2.50 was estab- 
lished. That was reduced, February 17, 1919, to $2. The com- 
Plaint was that the rates charged were unreasonable and un- 
duly prejudicial to the extent they exceeded the $2 rate. At 
the hearing the Commission said the allegation of violation of 
the third section was virtually withdrawn. 

The meat was sold to the British government free on board 
at New York, and that government made an allowance of 14 
cents for the increase from Chicago, after June 24, 1918. The 
Commission said that that allowance was as part of the pur- 
chase price and not an allowance on aceount of freight. 

Following its finding in Swift & Co. vs. Director-General, 
78 I. C. C. 68, it found the rates unreasonable to the extent 
they exceeded $2 per 100 pounds, 34,000 pounds minimum, and 
awarded reparation to that basis. 


SILICATE SODA REPARATION 


Reparation has been awarded in No. 12252, American Fiber 
Package Company division of the American Box Board Co. 
vs. Director-General, Chicago & Northwestern et al., opinion 
No. 8450, 80 I. C. C. 43-5, on account of an unreasonable rate 
on silicate of soda, from Carrollville, Wis., to Grand Rapids, 
Mich., via Milwaukee, applied to shipments that moved between 
July 9, 1919, and February 26, 1920. Sixty-eight tank carloads 
were covered by the complaint. Some moved via Milwaukee 
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and some via Manitowoc. A rate of 15 cents was exacted. The 
complainant contended it was unreasonable to the extent it 
exceeded 14 cents, regardless of the route the shipments moved 
across Lake Michigan. The shipments were routed by the 
complainant, some via the Grand Trunk Western car-ferry from 
Milwaukee, and some via the car-ferry of the Pere Marquette 
via Manitowoc. The short-line distance via the Grand Trunk 
Western route was 132 miles, through Milwaukee. The Pere 
Marquette routes via Milwaukee and Manitowoc were 216 and 
255 miles, respectively. 

The 15-cent rate was 85 per cent of the sixth class rate, 
which was according to the basis on which the rates were estab- 
lished. Contemporaneously there was a 14-cent rate from Gras- 
selli, Ind., to Grand Rapids, 164 miles. The complainant con- 
tended the 15-cent rate from Carrollville was unreasonable to 
the extent it exceeded the rate from Grasselli, a competing 
point of manufacture of silicate of soda. 

On the last day of federal control a 14-cent rate from Car- 
roliville to apply via Milwaukee was established. The Com- 
mission said it had never been applied via Manitowoc. It 
found the 15-cent rate via Milwaukee unreasonable to the extent 
it exceeded 14 cents, but said that the rate via Manitowoc had 
not been shown unreasonable or otherwise unlawful. Reparation 
is to be made on the shipments over the short route via Mil- 
waukee. 


TARIFFS NOT VIOLATED 


The Commission has dismissed No. 13775, Lay Fish Com- 
pany et al. vs. Director-General, et al., opinion No. 8440, 80 I. 
C. C., 4-6. It found the rates and cartage charges on shipments 
of fish, from intrastate, interstate and international (Canadian) 
points to New York, in October, 1919, did not result in over- 
charge claims, filable within two years and six months after the 
end of federal control. It found the claims were barred by the 
statute on an allegation of unreasonableness because they were 
not filed within one year from the end of federal control. 

Complainants sought to recover the amounts they had paid 
for the cartage of their shipments of fish, from the stations of 
the American Railway Express Company during the strike of 
the express vehicle and other employes, which became effective 
with the first minute of October 13, 1919. The shipments ar- 
rived in New York between October 11 and October 17. The 
express company did not deliver them. The complainants made 
deliveries but, as they said, they received nothing for that part 
of the service. They contended that what they paid for the 
cartage of the shipments amounted to charges over the amounts 
the express company was legally entitled to receive. 


“The tariffs of the express company make no distinction in 
the rate dependent upon the delivery service being performed 
or not performed,” said the Commission. “They authorize no 
allowance or deductions from the legally applicable rate for a 
service performed by the consignor or consignee. Deviation 
from the legally applicable rate is not permitted by the act un- 
der any pretext; an allowance cannot be made except under the 
provisions of a lawfully filed tariff.” 


The complainants, according to the report, urged that the 
instant case was identical with United States League of Com- 
mission Merchants vs. Pennsylvania, 49 I. C. C., 85, in which 
reparation was awarded in the amount of the drayage charges 
incurred because of the defendant’s inability by reason of 
strikes, to handle produce at certain piers in New York. The 
Commission, in comment on that allegation, observed that the 
complaint in that case was seasonably filed, leaving the impli- 
cation that if this one had been filed within the year following 
the end of federal control, it would have been regarded as pre- 
cisely identical with that one, as asserted by the complainants. 

The express company, the Commission said, interposed the 
bar of the statute of limitations. It contended the complaint 
did not support a violation of section 6; and that this was a 
complaint to recover damages for failure, promptly, to deliver 
shipments in accordance with its contractual obligations. Inas- 
much as the complaint was not filed within the year allowed 
by the law for the filing of such complaints, it contended it 
should be dismissed for want of jurisdiction. 


According to the Commission’s report, the preliminary ques- 
tion to be decided was whether the complaint was really a claim 
for the return of overcharges or one for unreasonable charges. 
An amendment of February 24, 1922, the Commission said, made 
no change in the limitations provision of the interstate com- 
merce law that claims might be filed with it within one year 
from the end of federal control in which the allegation was 
one of damage because of unreasonableness or undue prejudice. 
But as to overcharges it provided a period of two years and 
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six months, the time expiring September 1, 1922. In discussing 
the lfw on the subject, the Commission said: 


The amendment is self-defining, i. e., the word “overcharges” is 
followed by the restrictive words ‘‘above the legal tariff charge.”” An 
overcharge has been defied to be the amount collected on ship- 
ments in excess of the legally published rate. Conf. Ruling 489. 
The Commission has frequently drawn the distinction between the 
legal rate required under section 6 of the act and the lawful rate 
provided for in other sections. The complainants are contending 
that the rates were unlawful, not illegal. No amount in excess of 
the legally applicable rates from the points of origin to complain- 
ants’ store doors in New York was demanded or collected by de- 
fendants; only to the extent the service from the freight stations of 
the defendant to such store doors was not performed are the com- 
plainants contending that the full rate, including that service, was 
more than the defendant was entitled to for the service it actually 
parsormen. The tariffs of the express company make no distinction 
n the rate dependent upon the delivery service being performed or 
not percoreaes. They authorize no allowance or deduction from the 
legally applicable rate for a service performed by the consignor or 
consignee. Deviation from the legally applicable rate is not per- 
mitted by the act under any pretext; an allowance can not be made 
except under the provisions of a lawfully filed tariff. 

omplainants urge that the instant case is precisely identical with 
U. 8S. Nat’l League of Commission Merchants vs. P. R. Co., 49 
I. C, C., 85, in which reparation was awarded in the amount of the 
drayage charges incurred because of defendant’s inability, po reason 
of strikes, to handle produce at certain piers at New York. he com- 
plaint in that case was seasonably filed. 

To determine an overcharge the tariff rate itself and the rules and 
regulations connected therewith are the standards. Whether or not 
the complainants are entitled to recover from the defendant for the 
services they rendered in connection with these shipments of fish can 
not be determined merely from the tariff, and therefore the amounts 
paid for the cartage are not overcharges above the legal tariff charge. 
As we are without jurisdiction in the premises on this ground the 


other grounds of defendants’ motion to dismiss need not be con- 
sidered. 


LUMBER FOR SOUTHWEST 


A revision of rates on lumber and other forest products to 
be made not later than August 11 has been ordered in a report 
on No. 13211, West Coast Lumbermen’s Association et al. vs. 
Abilene & Southern et al., opinion No. 8437, 78 I. C. C., 746-59, 
written by Commissioner Campbell. The Commission held rates 
on lumber and other forest products from points in the North 
Pacific coast group to destinations in the southwest unreason- 
able, unjustly discriminatory and unduly prejudicial in compari- 
son with rates from the Spokane group. It prescribed rates 
based on the theory that Spokane should be somewhat under 
those from the North Pacific coast, but not so much as at 
present. 

The decision requires the grouping of territory in the south- 
west under common rates. It also establishes the maximum 
from the group points of origin with a definite differential under, 
to mark the maximum of rates from the Spokane group. 

In a dissent in part, written by Commissioner Daniels, he 
approved the grouping of the southwestern territory of destina- 
tion, but he said he could not concur unqualifiedly for two rea- 
sons: To the failure to make a finding upon the alleged undue 
prejudice to the North Pacific coast group in favor of competing 
groups of lumber shippers; and to the basis upon which repara- 
tion was awarded. As to the failure of the Commission to make 
a finding on the allegation of undue prejudice, he said that if the 
finding that the rates from the North Pacific and California 
coast groups to Denver and Colorado common points were not 
unreasonable, was correct, it was impossible to avoid the con- 
clusion that the rates from the Spokane group were too low, ab- 
solutely and relatively, and resulted in undue prejudice to the 
North Pacific coast group. Mr. Daniels said that because a com- 
plainant had said he was not making allegation of undue preju- 
dice with a view to having a rate at some other point (Spokane) 
raised, was no reason for the Commission to decline to make 
a finding of undue prejudice, because it could not adopt the 
suggestion of the complainant. He said that when a complain- 
ant tendered an issue it was not legitimate for the complainant 
to ask, nor appropriate for the Commission to decide, that it 
would remedy a proved infraction of the interstate commerce 
law, provided it could do so by accepting the one of two possible 
alternatives, which happened to. be the one preferred by the 
complainant, but would not further proceed to remedy the evil 
disclosed. 


Commissioner Daniels said that when it was recalled that 
as early as 1908 the Commission had found a rate of 50 cents 
not an unreasonable one from the North Pacific group to the 
Missouri River, he could not concur in a finding that any rate 
to Group I (Missouri River) as defined in the report in excess 
of 50 cents prior to January 1, 1918, was unreasonable. He said 
the large increases in the cost of carrier operation between 1908 
and 1918 were notorious. The findings for subsequent periods 
as to the limits of reasonable rates, he said, were infected by 
the initial error. 

The complainants alleged the rates from the Pacific north 
coast group to destinations in eastern Colorado, southern Kansas, 
Oklahoma, New Mexico, Texas, Arkansas and Louisiana had been 
unreasonable, unjustly discriminatory and unduly prejudicial 
since July 1, 1917, in relation to the rates contemporaneously 
maintained on like traffic from groups in the Inland Empire, of 
which Spokane is the chief, and California. The Commission 
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was asked to award reparation on all shipments since July 1, 
1917, except those made during federal control, and to prescribe 
just and.reasonable rates for the future. 

sioner Campbell related the history of the rates, the 
fact that they were not on an exact differential relationship 
reviewed the various rates in which the Commission dealt wit, 
the adjustments involved in the complaint. The findings of the 
Commission are as follows: 


1, That the rates assailed on fir and other kinds of lumber 
and forest products designated as Group D articles from Points 
in the north Pacific coast group to points on defendants’ lines jp 
Group 1. were unreasonable to the extent that they exceedeq 50 
cents per 100 pounds prior to January 1, 1918; 55 cents from 
March 1, 1920, to August 25, 1920, inclusive; 73 cents from August 
26, 1920, to December 30, 1921, inclusive; 66.5 cents from Decem. 
ber 31, 1921, to June 30, 1922, inclusive; 66 cents from July 1, 1999 
to September 10, 1922; and since September 10, 1922, have’ been 
and for the future will be, unreasonable to the extent that they 
exceed 62.5 cents per 100 pounds; and for the future will be un. 
duly prejudicial to the extent that they exceed rates on like 
traffic from points in the Spokane group to the same destinations 
by more than 3.5 cents per 100 pounds. 

2. That the rates assailed on Group D lumber articles from 
points in the north Pacific coast group to stations on defendants' 
lines in Group II were unreasonable to the extent that they ex- 
ceeded 52.5 cents prior to January 1, 1918; 57.5 cents from March 
1, 1920, to August 25, 1920, inclusive; and 76.5 cents from August 
26, 1920, to June 30, 1922, inclusive; and since June 30, 1922, have 
been, are, and for the future will be unreasonable to the extent 
that they exceeded, exceed, or may exceed 69 cents per 100 pounds: 
and will be unduly prejudicial to the extent that they exceed rates 
on like traffic from points in the Spokane group to the same 
destinations by more than 3.5 cents per 100 pounds. 

3. That the rates assailed on Group D lumber articles from 
points in the north Pacific coast group to points on defendants’ 
lines in Group III were unreasonable to the extent that they 
exceeded 57.5 cents prior to January 1, 1918; 62.5 cents from March 
1, 1920, to August 25, 1920, inclusive; 83.5 cents from August 26, 
1920, to June 30, 1922, inclusive; and since June 30, 1922, have 
been, are, and for the future will be unreasonable to the extent 
that they exceeded, exceed, or may exceed 75 cents per 100 pounds; 
and will be unduly prejudicial to the extent that they exceed 
rates on like traffic from points in the Spokane group to the same 
destinations by more than 3 cents per 100 pounds. 

4. That the rates assailed on Group D articles from the north 
Pacific coast group to points in Group IV were unreasonable to 
the extent that they exceeded 62.5 cents prior to January 1, 1918; 
67.5 cents from March 1, 1920, to August 25, 1920, inclusive; 90 
cents from August 26, 1920, to June 30, 1922, inclusive; and since 
June 30, 1922, have been, are, and for the future will be un- 
reasonable to the extent that they exceeded, exceed, or may ex- 
ceed 81 cents per 100 pounds; and for the future will be unduly 
prejudicial to the extent that they exceed rates on like traffic 
from points in the Spokane group to the same destinations by 
more than 3 cents per 100 pounds. 

5. That the rates assailed on Group D articles from points 
in the north Pacific coast group to points in Group V were un- 
reasormable to the extent that they exceeded 66 cents prior to 
January 1, 1918; 71 cents from March 1, 1920, to August 25, 1920, 
inclusive; 94.5 cents from August 26, 1920, to June 30, 1922, in- 
clusive; and since June 30, 1922, have been, are, and for the future 
will be unreasonable to the extent that they exceeded, exceed, or 
may exceed 85 cents per 100 pounds; and for the future will be 
unduly prejudicial to the extent that they exceed the rates on like 
traffic from points in the Spokane group to the same destinations 
by more than 3 cents per 100 pounds. 

6. That the rates assailed on cedar lumber and cedar shingles 
from the north Pacific coast to points in the Southwest in Groups 
1 to V, inclusive, as defined, were unreasonable prior to August 
26, 1920, to the extent that they exceeded by more than 10 cents 
per 100 pounds the rates herein found reasonable to the different 
destinations on Group D lumber articles; and from August 26, 
1920, to June 30, 1922, inclusive, to the extent that they exceeded 
the reasonable lumber rates by more than 13.5 cents per 100 
pounds; and since June 30, 1922, have been, are, and for the future 
will be unreasonable to the extent that they exceeded, exceed, or 
may exceed the reasonable lumber rates by more than 12 cents 
per 100 pounds; and for the future the reasonable rates on cedar 
lumber and cedar shingles from the north Pacific coast group to 
points in the Southwest, Groups I to V, inclusive, will be unduly 
prejudicial to the extent that they exceed the rates contempo- 
raneously maintained on like traffic from the Spokane group by 
more than the differentials herein prescribed on Group D lumber 
articles, Spokane group under the north Pacific coast group, to 
the different groups in the Southwest. 

7. That complainants who made shipments since July 26, 
1917, except during Federal control, and who may have paid and 
borne the charges thereon at rates in excess of the rates herein 
found reasonable, have been damaged. thereby and are entitled 
to réparation in the amount of the differnces between the charges 
paid and those which would have accrued~on basis of the rates 
herein found reasonable. . : 


MUST CONTINUE ICING 


The Commission, in I. and S. No. 1785, Elimination of Vari: 
ous St. Louis Terminal Railway Lines from the Perishable Pro 
tective Tariff, opinion No. 8436, 78 I. C. C. 745, has held not 
justified the proposed withdrawal of the Terminal Railroad As 
sociation of St. Louis and terminal lines affiliated with it, from 
participation in the perishable protective tariff No. 2, Dearborns 
I. C. C. No. 1, and from the service of icing and re-icing on team 
tracks. The schedules were filed to become effective April 4, 
but on the protests of the Joint Council of the International 
Apple Shippers’ Association and other perishable shippers, they 
were suspended until August 2. 

No testimony in support of the proposed withdrawal was 
offered at the hearing in Chicago and the carriers announced 
that they would cancel the protested schedules. 

"Shippers attacked the proposal as being part of the general 
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plan to increase the charges for icing and re-icing, which the 
carriers had made, unsuccessfully, in I. and S. No. 1638, in which 
the Commission held they had not justified their proposal to in- 
crease the charges. They assumed, when the carriers made no 
effort to support their proposal by testimony, that they had con- 
yinced the railroads that withdrawal from the service of icing 
and re-icing cars on team tracks was just as much of a burden 
on the shippers as would have been the higher charges proposed 
in the earlier case. 

The order of the Commission requires the carriers to cancel 
the schedules not later than August 1, the day before the suspen- 
sion order expires, and discontinues the proceeding. 


STORAGE CHARGES ALL RIGHT 


The Commission has dismissed No. 13179, Vim Motor Truck 
Company vs. Director-General, opinion No. 8463, 80 I. C. C. 72-4, 
holding the storage charges assessed on four carloads of auto- 
mobile delivery trucks at Pittsburgh, in March and April, 1918, 
were not unreasonable or otherwise unlawful. The trucks ar- 
rived under order bills of lading. Delivery was not taken by 
the order notify consignee. ‘The trucks were unloaded to re- 
lease equipment and put into the Pennsylvania freight house. 
They were not taken to the Duquesne station but to the East 
Liberty station because the local agent of the Pennsylvania knew 
the order-notify consignee’s place of business was within seven 
blocks of the East Liberty station while the Duquesne station 
was five miles away. 

The consignor ordered the trucks to public storage but did 
not surrender the bills of lading or give an indemnity bond until 
about a month after arrival. 


In this instance, said the Commission, distinguishing the | 


case from others similar to it, the storage charges did not ac- 
crue because of the failure to take the shipments to Duquesne, 
but through the failure of the consignee to take delivery. It 
said it was no violation of law for the carrier to retain posses- 
sion of property pending the surrender of order-notify bills of 
lading and the payment of charges by the party holding title 
to the goods. 

Storage was computed in accordance with the rates on car 
demurrage because the unloading was done to release equipment, 
in accordance with rule 5 (f) of the demurrage code. 


FOURTH SECTION REPARATION 


In a report on No. 13526, Paggi Brothers Oil Company vs. 
Gulf, Colorado & Santa Fe et al., opinion No. 8459, 80 I. C. C., 
63-5, division No. 3, composed of Commissioners Hall, Camp- 
bell and Cox, found unreasonable the rate on drilling rigs and 
other oil-well supplies, from Harmon, La., in the New Orleans 
rate group so far as traffic to eastern Texas common point ter- 
ritory is concerned, to Saratoga, Tex., unreasonable to the ex- 
tent it exceeded the aggregate of the intermediates via Cut Off 
Junction, La., awarded reparation to that basis, and ordered the 
railroads to establish a rate, not later than August 17, not in 
excess of the aggregate of intermediates. 

The traffic was oil-well machinery moving from the aban- 
doned Bull Bayou oil field to a new one in and around Sara- 
toga. The Commission said there was no probability of any 
further movement of the character from Harmon to Saratoga, 
but that the shipment was said to be typical of the kind of 
shipments that were being constantly made in the oil fields 
and from one field to another. The class A rate was applied. 
The complainant, at the hearing contended that 62 cents, the 
rate for 254 miles under the scale prescribed in the Natchez 
case, 58 I. C. C., 610, would have been the reasonable one. The 
Commission said the applicable rate was the New Orleans rate 
to the part of Texas common point territory between which 
and the New Orleans rate group rates were made to avoid 
fourth section violations. 

_ The Commission, however, did not discuss earnings or any- 
thing else in connection with the case. It pointed, however, to 
My decision in Goodman Drilling Co. vs. Director-General, 61 
-C.C., 164, in which it held the group rate assailed in this case 
as the reasonable maximum rate to be charged on such ship- 
_ from Burkburnett, in common point territory, to Mans- 
Th d and Gahagan, La., the latter in New Orleans rate territory. 
sh €n, without any statement of the reasons why the group rate 

ould not have been applied in this case, it said the rate was 
tere monable to the extent it exceeded the aggregate of the in- 
ermediates, composed of 21 cents to Cut Off Junction and 74.5 


cents beyond, giving the complainant an award of damages 
amounting to $14.82. 


COTTONSEED SCALE ORDERED 


ia revision of rates on cottonseed from points in Oklahoma, 
Ms ansas and Louisiana to Fort Worth, Tex., has been ordered 
te ae not later than August 15, in accordance with a scale 
poe ed in No. 12665, Fort Worth Cotton Oil Mill et al. vs. 
No rriny Topeka & Santa Fe, Director-General et al., opinion 
Bech , 80 I. C. C. 18-25. The report, written by Commissioner 

ch, also covers No. 12504, Fort Worth Cotton Oil-Mill et al. 
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vs. Director-General, Jonesboro, Lake City & Eastern et al., and 
ans of parts of fourth section applications Nos. 461, 1046 
and 4911. 


The Commission held rates unreasonable, awarded repara- 
tion and said rates should be revised, not later than the date 
mentioned, to comply with the rates shown in the scale, make 
them applicable over the shortest possible routes embracing 
as the maximum the lines or parts of lines of no more than 
three carriers via existing connections for interchange, treating 
lines under common ownership and control as a single line. 

In the leading complaint the allegation was made that the 
rates on cottonseed from points in Oklahoma to Fort Worth, 
since September 1, 1917, were unreasonable. In the other com- 
plaint the allegation was that the rates from points in Louisiana 
and Arkansas had been unreasonable since June 25, 1918. 

The Commission discussed the subject at considerable 
length, reviewing the growth of the cotton oil industry and the 
necessity the mills had found of drawing their supplies of seed 
for crushing purposes from considerable distances, and then 
made the following findings: 


We find that the rates assailed were unreasonable to the extent 
that they exceeded for like distances the rates contemporaneously 
applied to .cotton seed, in carloads, between Shreveport, La., and 
points in Texas for distances up to 360 miles, plus 1 cent for each 
additional 50 miles prior to June 25, 1918, 1.5 cents from June 25, 

18, to August 25, 1920, inclusive, and 2 cents thereafter, distances 
to be computed in the same manner as under the Shreveport scale; 
and that the rates for the future will be unreasonable to the extent 
that they exceed or may exceed the rates in cents per 100 pounds, 
minimum weight 40,000 pounds, under the following distance scales: 

Single Joint Single Joint 
Distance line line Distance line line 

80 miles and over 75.. 12.5 14.5 0 miles and over 200.. 21.5 23.5 

85 miles and over 80.. 12.5 14.5 220 miles and over 210.. 22 24 
90 miles and over 85.. 13 15 230 miles and over 220.. 22.5 24.5 

95 miles and over 90.. 13.5 15.5 240 miles and over 230.. 23.5 25 
100 miles and over 95.. 14 16 250 miles and over 240.. 23.5 25 
105 miles and over 100.. 14.5 16.5 260 miles and over 250.. 24 26 
110 miles and over 105.. 15 17 280 miles and over 260.. 25 26 
115 miles and over 110.. 15.5 17.5 300 miles and over 280.. 26 27 
120 miles and over 115.. 16 18 320 miles and over 300.. 27 28 
125 miles and over 120.. 16 18 340 miles and over 320.. 28 29 
130 miles and over 125.. 16.5 18.5 360 miles and over 340.. 29 30 
135 miles and over 130.. 17 19 380 miles and over 360.. 30 31 
140 miles and over 135.. 17.5 19.5 400 miles and over 380.. 30.5 31.5 
145 miles and over 140..,18 20 425 miles and over 400.. 31 32 
150 miles and over 145.. 18 20 450 miles and over 425.. 32 33 
160 miles and over 150.. 19 21 475 miles and over 450.. 33 34 
170 miles and over 160.. 19.5. 21.5 500 miles and over 475.. 34 34.5 
180 miles and over 170.. 20 22 525 miles and over 500.. 34.5 34.5 
190 miles and over 180.. 20.5 22.5 550 miles and over 525.. 85 35 
200 miles and over 190.. 21 23 


In computing distances under the above scales the shortest pos- 
sible routes embracing as a maximum the lines or parts of lines of no 
more than three carriers via existing connections for interchange of 
carload traffic should be used, and lines under common ownership and 
control should be considered as a single line for the ge of this 
case. Other routes will be granted fourth-section relief to meet the 
lowest rates prescribed from competitive points while maintaining 
—— rates at intermediate points, subject to the conditions set out 

elow. 

We further find that the complainants made the shipments as 
described and paid and bore the charges thereon; that they have been 
damaged in the amount of the difference between the charges paid 
and those which would have accrued at the rates herein found reason- 
able; and that they are entitled to reparation, with interest. Com- 
plainants should comply with Rule V of the Rules of Practice. 

In No. 12665 defendants were notified that applications relied 
upon for authority to continue existing departures from the fourth 
section in the adjustment of rates would be considered in disposing 
of the complaint. The present rates contain various departures from 
both the long-and-short-haul rule and the aggregate-of-intermediates 
clause of the fourth section, some of which defendants seek eateerty 
to continue. It is unnecessary to refer to these departures in detail, 
as the present rates will be superseded by rates in accordance with 
the distance scales herein prescribed. Defendants will be authorized 
to establish and maintain via all routes from points in Oklahoma, 
Arkansas and Louisiana to Fort Worth, Tex., the lowest rates pre- 
scribed herein as maximum rates via any route between said points, 
and to maintain higher rates from, to, and between intermediate 
points, provided that the rates from, to, or between the said inter- 
mediate points shall not exceed the scales of rates prescribed herein, 
and shall in no case exceed the lowest combination; and provided 
further, that the relief granted shall not include routes more than 70 
per cent longer than the direct lines or routes between the competitive 
points. All other relief from the fourth section in respect of the 
rates in issue in No. 12665 will be denied. 


CREAM RATES CONDEMNED 


In a report on further hearing in No. 12402, Hanford Produce 
Co. vs. Director-General and American Railway Express, opinion 
No. 8444, 80 I. C. C., 29-30, written by Commissioner Aitchison, 
the Commission said its original report in 74 I. C. C., 763, should 
be modified so as to find the second-class and specific-commodity 
rates applied on cream in 10-gallon cans from stations on the 
Minneapolis & St. Louis, in Minnesota and South Dakota, to 
Sioux City, on and after August 1, 1919, were unjust and unrea- 
sonable to the extent they exceeded the distance commodity 
scale contemporaneously maintained by defendants on other 
lines throughout the upper Mississippi Valley territory. 

The first report held the second class rates unreasonable to 
the extent they exceeded the specific commodity rates subse- 
quently established, but that the commodity rates had not been 
shown to have been unreasonable while they were applied. 

After the hearing the American Railway Express Company 
put in the distance scale to Sioux City, leaving the only question 
to be disposed of that of reparation. On that point the Com- 
mission made the finding before mentioned, namely, that the sec- 
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ond class rates were unreasonable, but that the commodity rates 
had not been shown to have been unreasonable during the time 
they were applied. 

The complainant, without objection by the defendants, had 
the case reopened for consideration on the record as made, with 
the result that the Commission also condemned the commodity 
rates and ordered reparation to the basis of the scale. 

Commissioners Hall, Daniels and Cox dissented, but did not 
put their views in writing. 


OATMEAL STORAGE LAWFUL 


An order of dismissal has been made in No. 12978, Quaker 
Oats Company vs. Director-General, Canadian National Railways, 
et al., opinion No. 8464, 80 I. C. C. 75-6, the Commission hold- 
ing the storage charges assessed for the detention, at Jersey 
City, of a carload of oatmeal had lawfully accrued. The charges 
amounted to $1,008 on one carload of oatmeal, between February 
28 and August 5, 1918. The car was shipped from Neepawa, 
Can. The complainant alleged that due to the negligence of 
the carrier it did not receive notice of the arrival until August 
*-5. No question other than that whether the charges had ac- 
crued was involved in the case, the Commission said. 

The complainant admitted having received notice of the 
arrival of two other cars shown on the files of the Erie freight 
bill covering the car in question, but denied having received 
notice on the third one. The Commission said the record of the 
Erie concerning arrival notices showed the car number, the ex- 
car number, point of shipment, name. of shipper, number of 
packages, marks, weight of the shipment, rate, freight and ad- 
vances. The Commission also said the record book of the Brie 
pertaining to arrival notices showed a steamped signature of 
the complainant followed by three undecipherable initials, op- 
posite the number of one of the three cars. The oats company 
called attention to the fact that the signature was opposite only 
one of the numbers and that it was the custom of the Erie to 
ask for disposition orders but that it had not done so with re- 
gard to this one car. The Commission said the oats company 
was not able to show any tariff providing for a request for 
disposition orders. It said that regardless of the practice about 
disposition orders, it could not affect the running of storage 
charges, after arrival notices had been given. It said that 
charges were governed by the applicable tariffs and not by the 
practice of the carriers, citing C. & O. Coal & C. Co. vs. Toledo 
& O. C. Co., 245 Fed. 917, in support thereof. It said the record 


showed the notice of arrival to have been given in accordance 
with the governing tariff. 


DOUBLE CARLOAD CHARGES 


A finding of unreasonableness and an award of reparation 
have been made in No. 13641, James G. Noll Lumber Co. vs. 
Union Pacific et al., opinion No. 8472, 80 I. C. C., 105-7, as to the 
charges on two carload shipménts of shingles shipped in one car, 
from Seattle to Tasco and Studley, Kan., in July, 1920. The com- 
plaint alleged the charges were unreasonable and requested rep- 
aration. The two towns are a few miles apart, something more 
than 600 miles east of Denver. The weight of the shipment to 
Studley was estimated at 26,220 pounds and to Tasco at 23,020 
pounds. 

Charges were originally collected on the basis of 65 cents 
on each shipment and a weight of 110,000 pounds, the maximum 
capacity of the car furnished. Later the railroads made refund 
to the basis of a weight of 29,440 pounds on the shipment to 
Studley and 29,000 pounds to Tasco. The defendants, the Com- 
mission said, were willing to make further refund to the basis of 
29,000 pounds to Studley. The complainant contended the 
charges should have been made on the basis of the estimated 
weights, because no more shingles could have been put into the 
car. The Commission said the record did not clearly disclose 
that the full carrying capacity of the car was utilized. The rail- 
roads offered testimony tending to show that 56,000 more shin- 
gles could have been loaded than were put into the car, which 
was of 3,500 cubical feet capacity. 

Five days after the bills of lading for these shipments were 
issued a tariff rule providing for double loading at a minimum of 
29,000 pounds for each carload, or 23,500 if loaded to full visible 
capacity. The Commission said the question presented was simi- 
lar to that presented in Feltus Lumber Co. vs. Great Northern, 
51 I. C. C., 571, and said the charges were unreasonable to the 
extent they exceeded those which would have accrued at a 
weight of 23,500 pounds and ordered reparation to that basis. 


OIL WELL SUPPLY RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 12147, Gulf Production Company vs. Di- 
rector-General, Midland Valley, et al., opinion No. 8449, 80 I. 
C. C. 39-42, as to rates on tank and plate iron and iron pipe, in 
carloads, from Jenks, Watkins and Bowden, Okla., to East 
Columbia, Raywood and Eastland, Tex., applied on shipments 
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between December, 1918, and January, 1919. The report covers 
four sub-numbers by the Gulf Pipe Line Company against vari. 
ous groups of railroads and the Director-General involving similar 
traffic. 

. The Director-Geenral contended the shipments were sporadic 
ones and that the class rates were the proper ones to apply be. 
cause no attack had been made upon the classification of the 
articles involved or upon the class rates as such. The Com. 
mission said, however, that application had been made for com. 
modity rates to the Burkburnett and Ranger fields, in October, 
1918, and that Eastland was included within the oil field dis. 
trict called Burkburnett and Ranger. When the Director-Gep. 
eral acted upon the request, the Commission said, he spread the 
69 cent rate requested all over Oklahoma to various groups in 
Texas. 

The Commission found the rates from Jenks and Watkins 
unreasonable *to the extent they exceeded 69 cents and from 
Bowden to the extent they exceeded 44 cents and awarded repara- 
tion on all but two cars. The excepted cars were D. L. & W. 
67193 and C. R. I..& P. 89281. As to them the Commission said 
the complainants had not paid and borne the charges. 


RATES ON FELDSPAR 

A finding of unreasonableness and an award of reparation 
have been made in No. 13773, Eureka Flint & Spar Co. vs. New 
York, New Haven & Hartford et al., opinion No. 8456, 801.C.C., 
57-8, as to a sixth class rate of 30 cents on crude feldspar, from 
Portland, Conn., to Trenton, N. J., between December 1, 1920, 
and April 26, 1921. Under the sixth class rate, which was at- 
tacked as unreasonable and unduly prejudicial for application to 
this traffic, the Commission said the ton-mile earnings were 36.6 
mills and the car-mile $1.46. From thirteen points near Port- 
land, the Commission said, a commodity rate of 25 cents was in 
effect when the movements from Portland were begun, on both 
crude and ground feldspar, the latter being worth more than 
double the crude. The 25 cent rate was established from Port- 
land August 1, 1921. The New Haven testified that the 25 cent 
rate was established as soon after request therefor had been 
made as possible, and that it was put in then only to meet water 
competition. The Commission said the testimony was not suffi- 
cient for a finding of undue prejudice, but it said the rate was 
unreasonable to the extent it exceeded 25 cents. 


OVERCHARGE TO BE REFUNDED 


The Commission has dismissed No. 13168, Northwestern 
Traffic & Service Bureau vs. Chicago & North Western, opinion 
No. 8466, 80 I. C. C. 81-2, finding the rate charged on a carload 
of hard coal from Milwaukee, consigned to Vesta, Minn., and 
diverted in transit to Darfur, Minn., not unreasonable or other- 
wise unlawful. The Commission found an overcharge for di- 
version, and said it should be refunded. The complainant asked 
for reparation to a combination rate of $3.645 applicable via an- 
other route, because, in giving its diversion order, it did so with 
a proviso “that the diversion should not be made unless the 
through rate could be protected.” Disregard of that condition, 
the Commission said, was not a violation of the interstate com- 
merce act. It said every shipper was bound to take notice of 
the terms and conditions of the tariffs governing his shipments, 
as held in Western Transit case, 242 U. S. 448. 


SAND RATES TOO HIGH 

In a report on No. 12776, North Manchester Foundry Co. vs. 
Cleveland, Cincinnati, Chicago & St. Louis, opinion No. 8461, 
80 I. C. C., 69-70, the Commission held unreasonable, rates on 
sand, from Louisville, Ky., to North Manchester, Ind., to the 
extent they exceeded $1.90 per net ton prior to August 26, 1920, 
and $2.26 since that time, subject to the reduction that went into 
effect July 1, 1922. It awarded reparation to that basis. 

The complaint alleged they were unreasonable to the extent 
they exceeded $1.20 prior to August 26, 1920, and $1.68 after that 
— It asked for the prescription of reasonable rates and repa 
ration. . 

The reduced rates are to be made operative on the Big Four 
not later than July 24 on not less than five days’ notice. 


REPARATION ON SHEEP PELTS 

Applying the rule laid down by it in Swift & Co. vs. C. B. 
& Q., 66 I. C. C., 33, the Commission in No. 12305, Armour & 
Company vs. Chicago, Burlington & Quincy, Director-General, 
et al., opinion No. 8452, 80 I. C. C., 49-50, has found rates on 
green sheep pelts, salted, in straight carloads, and on green 
salted pelts and hides, in mixed carloads, from Denver to Chi- 
cago, on 45 carloads that moved between December 29, 1916, and 
February 1, 1921, unreasonable to the extent they exceeded 58 
cents prior to June 25, 1918; 72.5 cents between June 25, 1918, 
and August 25, 1920, and 98 cents on and after August 26, 1920. 
It awarded reparation to the basis mentioned. 


UNREASONABLE LOG CHARGES 


An award of reparation on account of unreasonable rates on. 


logs has been made in No. 12376, Forbes Timber Co., Inc., V8 
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Director-General and Northern Pacific, opinion No. 8448, 80 I. C. 
C., 36-9. The rates applied on logs moving between points in 
the state of Washington between August, 1918, and September, 
1919. The complainants alleged they were unreasonable, un- 
justly discriminatory and unduly prejudicial. The report also 
covers No. 12772, Morgan Lumber Co., Inc., vs. Same. 

A finding of unreasonableness was made. The Commission 
said that in view of that finding no finding on the other allega- 
tions was necessary. It said the rates were unreasonable to the 
extent they exceeded $1.25 per 1,000 feet from Forcamp to 
Nogrom; $2.10 from Forcamp to Tacoma; $1.80 from Nagrom 
to Selleck and $2.125 from Forcamp to Norco. 

The Commission found undercharges outstanding. It au- 
thorized them to be waived. It said that statements under Rule 
Vv should take into consideration the outstanding undercharges. 


PICKLE RATES TOO HIGH 


A finding of unreasonableness and an award of reparation 
have been made in No. 13785, Armour & Company vs. Director- 
General, opinion No. 8457, 80 I. C. C., 59-60, as to two carloads 
of pickles, in barrels, from Cameron, Wis., to Pittsburgh, Pa., 
shipped in September and October, 1919. A fifth-class rate of 
50 cents was collected. Contemporaneously, the Commission 
said, there was a commodity rate of 36.5 cents from Barron and 
Rice Lake, places near Cameron, and under rule 77 that rate 
would have been made applicable on application. In December, 
1919, that 36.5-cent. rate from Barron and Rice Lake was in- 
ereased to 39.5 cents and made applicable from Cameron. The 
Commission reiterated that an application for a rate under rule 
71 was not essential to its imposition. It found the 50-cent rate 
unreasonable to the extent it exceeded 36.5 cents and awarded 
reparation to that basis. 


CEREAL ANTHRACITE RATES 


Reparation on account of unreasonable rates on buckwheat 
and barley anthracite coal has been awarded in No. 13661, E. I. 
duPont de Nemours & Co. vs. Director-General, Delaware & 
Hudson et al., opinion No. 8451, 80 I. C. C., 46-8. The Commis- 
sion found rates ranging from $2.10 to $3, from Hudson, Pa., 
to Pompton Lakes, N. J., imposed on shipments that moved be- 
tween June, 1919, and October, 1920, unreasonable to the extent 
they exceeded $1.80 per long ton prior to August 26, 1920, and 
$2.52 thereafter. The defendants said that if the complainant 
had asked for rates over the route of movement no higher than 
those over other routes, they would have been established prior 
to the movement. No request was made. The Commission, 
however, found the rates held reasonable, to have been in effect 
to stations around Pompton Lakes, in all directions. 


TURPENTINE REPARATION 


In a report on No, 12354, Lake Charles Naval Stores Co. 
vs. Director-General, Kansas City Southern et al., opinion No. 
8453, 80 I. C. C. 51-2, the Commission found unreasonable, rates 
on turpentine, from Everett, now Lansco, La., to Westwego, 
La., and awarded reparation. Four shipments were made in 
1918 and 1919 at rates ranging from 36 to 60 cents, three ship- 
ments being overcharged and one undercharged. The applica- 
ble rate was 59 cents. The Commission found that rate un- 


reasonable to the extent of 22 cents and awarded reparation 
to that basis. 


LUMBER COMPLAINT DISMISSED 


The Commission has dismissed No. 12673, Dubois Mill Co. 
vs. Spokane, Portland & Seattle, opinion No. 8445, 80 I. C. C. 
31-2, holding the rates on fir lumber and railroad ties, between 
June 21 and December 17, 1920, from Cascades to Vancouver, 
Wash., for export, not unreasonable or otherwise unlawful. 
The rate was reduced after the shipments moved to 6.5 cents. 
The complainant asked for a rate of 5 cents for the future 
and reparation to that basis. 


STEEL SHELL TURNINGS RATE 

A finding of unreasonablness and an award of reparation 
have been made in No. 13693, B. J. Thorp vs. Director-General, 
Opinion No. 8439, 80 I. C. C. 1-8, as to a commodity rate of 
$2.40 per net ton, on steel shell turnings, from Knoxville to 
Johnson City, Tenn., shipped between October 19, 1918, and 
February 6, 1919. The Commission said while the commodity 
was described as steel shell turnings, for rate purposes, it was 


Scrap steel and as such entitled to a rate of $1.30, subsequently 
established. 


SWITCHING CHARGE REPARATION 
The Commission, in a report on No. 12790, Lincoln (Neb.) 
Chamber of Commerce vs. Director-General, and Chicago, Bur- 
lington & Quincy, opinion No. 8446, 80 I. C. C., 38-4, held the 
Switching charges applied on sand and gravel in the Lincoln dis- 
trict during federal control inapplicable and in excess of those 
that should have been applied to the extent they exceeded the 
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charges in effect June 24, 1918, plus 25 per cent. It awarded 
reparation on 145 cars that were moved between July 30, 1918, 
and February 24, 1919. The charges, the report said, ranged 
from $7 to $20 per car. The applicable charges, the Commission 
said, ranged from $4 to $6.50 and awarded reparation to the basis 
contended for by the complainant. 


UNREASONABLE LOG RATES 


Reparation has been awarded in No. 13855, Brown’s Tract 
Lumber Co. vs. Director-General, opinion No. 8474, 80 I. C. C. 
111-13, on account of an unreasonable rate on logs, from Lake 
Clear Junction to Fulton Chain, N. Y., during federal control. 
The Commission said the rate of: $70 per car on 7 carloads of 
logs, for a haul of 74 miles was unreasonable to the extent 
it exceeded $14.50 per car. The complainant said he negotiated 
with a division freight agent of the New York Central for a 
commodity rate and was assured one would be established 
promptly and that it would be about $11.50 per car, but it was 
not. The applicable sixth class rate of 14 cents was collected. 
The complainant and his customer agreed to share in the cost 
of freight in excess of $11.50 per car, half and half. The Di- 
rector-General argued that the complainant was not entitled to 
reparation, as it had made such an arrangement. The Commis- 
sion, however, said the complainant had not been repaid any 
part of the charges by anyone, and awarded reparation for the 
full amount of the difference between $14.50 and $70 per car. 


WATER CHARGES TOO HIGH 


According to the Commission’s report on No. 13253, Premier 
Coal Co. et al. vs. Director-General and Union Pacific, opinion 
No. 8468, 80 I. C. C. 85-7, the charges of the carriers on water, in 
tank cars, from Point of Rocks, Rock Springs and Green River, 
Wyo., to Superior, Wyo., between January 1, 1918, and March 
1, 1920, were unreasonable to the extent they exceeded $15 
per car from Point of Rocks, $17.50 from Rock Springs and $20 
per car from Green River. It awarded reparation to the basis 
of those charges. The water was hauled in tank cars, for the 
mining operations at the destination mentioned. The tank cars 
were furnished by the railroad company without special charges 
therefor. A loading charge, not in issue, was imposed. The 
per car revenue derived ran from $27.30 to $31.23 for hauls rang- 
ing from 14 to 42 miles. | 





REVENUE BY COMMODITIES 


In response to requests for information showing the rev- 
enue derived by railroads from the transportation of various 
commodities, the Bureau of Statistics has compiled a state- 
ment giving estimated freight revenue of Class I roads, by 
classes of commodities, on the basis of 1922 tonnage at 1923 
rates. The statement issued by the Commission, with the 
figures for the United States as a whole, the figures by dis- 
tricts being here omitted, follows: 


The following statement has been prepared because of frequent 
requests for information showing the revenue derived by railroads 
from the transportation of various classes of commodities. Carriers 
regularly report the number of carloads and the number of tons 
carried, subdivided by classes, but a corresponding classification of 
the freight revenue is not required, the freight revenue being reported 
as one lump sum. A considerable number of railroads voluntarily 
compile such information for one or more of the 70 classes of com- 
modities, but only about half of these compile it for every class. The 
practice is more common in the western than in the eastern and 
southern districts. Carriers were asked to supply statements for the 
months of October, 1922, and January, 1923, showing as complete a 
subdivision of freight revenue as possible from current compilations. 
The number of statements received and used was as follows by 
districts: 


Eastern Southern Western United States 
Giving revenue for all classes...... 7 10 80 47 
Giving revenue for one or more but 
errr re 27 10 12 49 
pe a ee ee 34 20 42 96 


From these statements an average revenue per ton carried was 
computed for each class, which average in turn was applied to the 
complete tonnage for the year 1922, compiled from the regular quar- 
terly reports for 1922. The aggregate estimated revenue so derived 
is $3,905,541,000, as against the actual freight revenue of $4,007,014,655 
shown for 1922 in the monthly reports. As the freight rates in effect 
in the first half of 1922 were on a higher level than they were in 
October, 1922, and January, 1923, a total constructive revenue smaller 
than the actual 1922 revenue was to be expected. In comparing the 
two sums it should be noted that the actual freight revenue is the 
net after absorptions, while no allowance is made for these in the 
estimated revenue by commodities. The error which may be involved 
is doubtless negligible for any purpose for which these figures will be 
used. It is not possible to give the average haul corresponding to the 
revenues per ton, as only a small number of the roads reporting 
compile ton-miles by classes of commodities. The average revenue 
per ton for the United States is given in two ways, one average being 
obtained by using as a divisor the total number of tons reported as 
carried, and the other being obtained by using as a divisor the number 
of tons originated, which excludes the duplications resulting from the 
fact that some tons pass over more than one railway and are reported 
by each as carried, except that in certain cases of re-billing such 
duplication cannot be excluded. In the same way two figures are 
given for the average revenue per carload. 
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United States For U.S. Bythe ForU.S. By the 
Commodity *Tons TTotal Revenue asone individual asone individual 
Products of Agriculture originating tons carried (thousands) system railway system railway 
OE snc 5d sa iles ean cleo oaiat pal Calpe oa Tass «vb 16,0 Vane ARES ontc AE Say 24,802,796 39,398,645 $119,499 $4.82 $3.03 $193.52 $121.75 
IRE iiahh ain cicmend wig ha bien algceabed dais > aadian aeaiedaiae ik eas ik ote aie maniae <a 19,275,378 34,611,636 84,511 4.38 2.44 168.28 92.56 
SE DENA, oC as cere 61.18 va ba Sis bk Ae be Mine aaa FAC ae Chan enn ee AR 7,646,848 15,331,804 34,633 4.53 2.26 136.21 67.82 
SD 0.cie nanniiin-e'giary.co-neinine oS IVEUENEMOUCEE ch vise oh ecnseovndeeeas 5,245,341 9,285,381 22,208 4,23 2.39 146.07 80.98 
EE NE oc cece pave wade FawcvC eels CRTs d ck couse sos a0 ceasseees _ 10,695,121 24,771,469 55,660 5.20 2.25 129.78 57.04 
oe Pe ee eee oo eee Ee et CEE Eee 9,000,627 19,711,025 39,005 4.33 1.98 93.92 43.91 
Mees MOON DINE GIR , oc vec ecco cccsccecctcerpeccceececencesecespe 5,722,058 10,127,230 27,782 4.86 2.74 59.99 33.89 
ND CIE odin GU Uae veld nc SacI BO nEe dd oe PEC HOAs 884,173 1,576,288 8,014 9.06 5.08 100.60 58.71 
SE be Ai 0 bb Sidiach a hb Wes Ui bic Roane 0b cle WEP EMS Bde SG 6:08 6 oS Dovid ie 3,067,387 7,535,129 38,084 12.42 5.05 142.48 63.28 
COECOR, S068 ANE HVOGUCCS, . XCEL. Olb oe... oics < vies «vine ccc pesewc ewe sees 3,548,119 5,346,529 11,102 3.13 2.08 70.20 46.56 
ei seep neroay le RE ec sey pieianis Sheng oh aah site Oe aa A SMP eR END RET 1,141,154 4,833,488 35,603 31,20 7.37 480.34 115.41 
EN NUNNONTS wie SO'e eck sc poate deet rece Shee tow ececsecsccpeteettese 5,063,954 15,780,024 118,930 23.49 7.54 325.70 105.04 
ONS BEN 6 F5 Sb SRS. TENG De S40. ATL Ca bee tebe MUSEO bs 5 5o8 4,829,225 12,852,128 46,903 9.71 3.65 176.76 67.41 
a CORR aig od: 0 gawker « Siig dRTc dbp oles 6 hin bg bo divine Sille © Se 2,324,637 6,760,557 32,519 13.99 4.81 180.94 61.68 
ee es aa a adind 65.60 a mab ene eee + 4+ 604 wepomas 1,154,312 2,947,556 15,268 13.23 5.18 338.16 133.73 
RIUNUE BNE OE CUENBOUNERES, 5 0 onc ose pecvnvssepicecssccspepectcece 7,381,468 10,978,230 26,252 3.56 2.39 100.81 61.35 
OR Chie ak c serials ete ee ee SH INR UWE icle se Fd eee 111,782,598 221,847,119 715,973 6.41 3.23 158.11 74,87 
Animals and Products 
EE a o.5.0 <tc abt ok & ipiveanegtaaio-en top ce 105.0 ene 8eqh eros 490,927 779,469 . 4,002 8.15 5.13 92.14 58.55 
Ce ee nn, cla toe ct ces tees eet ee TOE eer et eres spades eee. 9,571,435 13,496,190 60,905 6.36 4.51 73.57 52.03 
SG EINE TRPIEIDS Shs otc Sb 0:0 Oe e obec eee ccdh ameeete deed bctecbeees 1,158,854 1,884,233 11,479 9.91 6.09 97.01 61.16 
SN A 5d cides a oie cd WS 0 faa Od FES D » Génie binSike Sow bisd bien sare GS e-cuiah 5,795,062 7,652,621 33,921 5.85 4.43 56.24 43,59 
Fresh Meats ......cceeesseccccceccccscceseccsseceeegeeserertereeseee 2,613,781 6,054,012 37,415 14.31 6.18 184.37 77.16 
, Ps DUNE «0c 010 500 6.9.56 6c ete ime 086809 v0 v0 se ve oes 2,048,956 4,429,479 24,961 12.18 5.64 194.30 91.09 
EE SR acbceedes cee ROUT CC ee Ce ee eh ee eR CEC OTe ee ee ss Chebse Voueee ous 291,762 1,014,136 10,137 34.74 9.99 382.67 107.65 
ES ES CENA CIES Eo LU ee T eb teecdeeeR gees tec ssecevthos 565,192 1,463,195 13,839 24.49 9.46 274.25 107.30 
BSROP BG GONG s 0155 cle bc cShieewe cae o's wietdeele vite CHS Ee Sele Obes TORE Ree 507,384 1,324,390 11,405 22.48 8.61 278.12 108.39 
haa ar as a es aiden Baas al ieee aint das Wil an ic IO Agen ol ¢ S's tieh d bsaimaat eat ei ts 359,861 934,744 6,009 16.70 6.43 194.20 18.49 
i Ra ele RE AEE RE AIRS AAA EE Ee 1,081,647 2,607,370 11,311 10.46 4.34 210.06 90.23 
eS er rae Sore ae eee 1,750,035 3,450,090 14,729 8.42 4.27 145.77 75.42 
OR ied itoitns sigs,n.9 CE ER ee re ee ee 26,234,896 45,089,929 240,113 9.15 5.33 107.77 65.15 
Products of Mines 
oe iis iat an cas ce Mis winx 5-smien © cise aiahe tin aa wb Sng aialee cp 48,823,014 80,770,594 133,564 2.74 1.65 130.91 79.28 
OR NER ARI 1 Ee SE AP Oe ary bee ae ee 287,235,288 544,004,619 679,188 2.36 1.25 120.12 63.17 
GIT, Chie es adult bows vo Ci tidd eo OPES RRO Facile Sales d5lsd pV iv ee db inde 15,437,961 24,502,214 35,356 2.29 1.44 78.85 49,32 
IN OI a nak Gita Siete Daisy PMs 0% (ices A+ HAE GUPEE EE RADA Ost TA OU MOOS 52,739,885 84,602,455 70,085 1.33 0.83 68.86 45.17 
ee ET ee re eT eee 9,677,415 14,619,101 17,670 1.83 1.21 93.01 58.74 
a oe ens oo ce cain ains agiae ta. ae sarwe aeeeee 495,465 1,405,741 5,178 10.45 3.68 461.79 164.52 
Sits WOE, WINE “GREED. WOODS oS ace levees eueudee ee tscceceeustree’s 102,677,414 139,436,476 105,530 1.03 0.76 49.42 35.74 
SS EN Faroe Lo 5 0 BER ELM e oid Hon Lei RER ce 0 oe Bales bee oGESAT 5,935,997 11,615,287 28,724 4.84 2.47 173.77 86.28 
OD, 1018 65s 0k da tnsigy Swede ctGs be Ui é nee ca tivie Hay eee Se onbiecn eee 1,900,426 4,679,549 8,937 4.70 1.91 157.39 64.20 
bow palates ciated art nate fre ie BCR Sas itr pape AIRY ts ARNE ae er eee 3,244,909 ,099,175 17,580 5.42 2.17 140.65 56.69 
eI OE os a's © bo: o otdue 6. ce taste eo giahe-és 4:te-s welelec eae 4,231,169 8,668,207 14,891 3.52 1.72 147.77 70.51 
SS Pree emery ee te ae Pee be ieee ee ree ee 532,398,943 922,403,418 1,116,703 2.10 1.21 102.21 58.83 
Products of Forests ° 
, posts les an DRE, oc 0.0 ciree x caddedncs daca oe verse 35,633,637 40,138,946 34,315 0.96 0.85 28.81 25.20 
Thos . ver oF ororend v7 2 he . SUSE TS He SEU TTVT ETT FED coarse SuCeUVEeTes 3,760,299 6,357,377 12,287 3.27 1.93 94.65 56.79 
SN a eee he dinale cicve acinar’ sadlulnd & emia Siem aii 3,931,097 6,983,736 9,019 2.29 1.29 65.33 35.64 
Lumber, timber, box shooks, staves and headings 43,512,275 114,964,478 291,261 6.69 2.53 176.14 66.08 
PE errr ee 2,233,777 4,484,330 12,198 5.46 2.72 115.15 59.10 
POR ocisininss ve plaka tats ont S) « <uie aMeddcite + abs ga eS be oes 89,071,085 172,928,867 359,080 4.03 2.08 111.57 55.71 
anufactures and Miscellaneous 
einen aa Fe IN oie Sikie'h o.clea dena decrenesing o52914 30,863,324 63,155,669 187,686 6.08 2.97 169.07 82.61 
i i a ati hic en ce eM tnt Saas o 4 $C 6 VERKEE SERS Cp oC C OSCE Se CC 936,742 2,281,158 8,002 8.54 3.51 230.08 95.20 
4 
Sugar, syrup, glucose and molasses.............sceeececescecceecees 5,091,438 11,989,442 43,735 8.59 3.65 236.56 99.98 
et Se SO NINO. '255,), ovis ¢ cial cise Cais evi Vopetloa ive. ciiccleecwibid 112,908 217,082 1,197 10.60 5.51 150.14 92.05 
NR I IN, 0 6a La Bic din oid 0 nid c Githinifieibe «ia tidadle 40055 inion 84m) d 0 0:94'¢6 9,991,387 17,524,700 22,371 2.24 1.28 105.15 58.83 
eo as oot atlas Hagmeneg vee pe aes Jeneb bess 2,378,627 4,706,467 8,615 3.62 1.83 149.13 75.01 
Bar and sheet iron, structural iron and iron pipe...............+e6. 22,168,863 45,332,983 135,255 6.10 2.98 197.92 96.64 
Other metals, pig, bar and sheet..........ccccccccccccccccccccccceces 4,328,554 9,577,562 29,355 6.78 3.07 241.11 110.17 
Castings, machinery and boilers... ........ccccccccccccccccvccscocecs 4,227,857 9,036,830 36,907 8.73 4.08 171.88 79.99 
CRUE, 56.05 shan a ea ira Sta cares irae a ae ca eae ep ees @ § mrare in 18,454,450 36,513,841 52,329 2.84 1.43 106.93 54.21 
n,n ad awe sche ther cakm ones geeetse ese. ¢ 15,606,849 24,886,805 32,284 2.07, 1.30 71.10 44.27 
RY SE MI os cncadiacbhet ose vereee pa bediou Vovccetesegeevescesees 5,192,614 10,313,018 18,969 3.65 1.84 93.41 47.71 
SI I Ne TI TEI ooo coin oe nne secede neces cvhesaceccoenesecce 2,090,430 3,727,588 6,752 3.23 1.81 60.03 34.05 
Agricultural implements and vehicles other than autombiles...... 1,719,816 3,195,941 14,211 8.26 4.45 118.31 64.52 
Automobiles and autotrucks..........cceeeeee scence etree eeceecess 4,159,911 10,665,454 105,114 25.27 9.86 201.26 80.00 
Household goods and second-hand furniture............:.eeeeeeeeee 677,900 1,245,720 6,888 10.16 5.53 100.08 55.02 
WPOPMMEEIES COW) cccccccnmcrcccctccscuccccctegeeteseccecctcoveeseoses 691,802 1,692,286 12,579 18.18 7.43 166.11 67.59 
en ieee inetin et Caiee 5 opal e Shin tage d a etiiitn gic be Sig + hies maka REN SO 618,454 1,128,959 4,336 7.07 3.86 133.00 73.41 
SD isc arervegccrrosccnacespesieesevcereeuesenersivegaserecseges sees eee 5,208,853 893,751 5,886 1.13 1.00 29.08 26.00 
a a aaa ea 6 care sl oe dae Bh de RA ©: © 9.0 216. 6-0-9.6 Shy 1 tL8ee 6,817,946 10,152,753 17,772 2.61 1.75 59.08 40.20 
Stel printed matter — SL nies Gata kas + o4N otk erates ee 2,774,682 7,940,317 19,355 6.98 2.44 164.72 58.37 
neha MES OE Ee ee et ee EERE eT 7,535,197 14,911,354 41,981 5.57 2.82 165.12 81.99 
Canned goods (all canned food products).........-.+.sseeeeeeeeees Pet ett Pat rigted yes ar - ae a 4 
Other manufactures and miscellaneous..........-.scececccccrcccves 64,817,509 121,153,290 309,241 4.77 2.55 111.24 57,21 
Ns 60S AE bos cco s beds bee c be Wew se ceed oss vows Codelhbewie oe 220,445,310 426,287,898 1,161,551 5.27 2.72 135.52 68.30 
GRAND TOTAL, CARLOAD TRAPEBIC.W «.«.0:0 0000000 enue cence 979,932,832 1,788,557,231 3,593,420 3.67 2.01 121.93 64.53 
Merchandise—All Li. C. Li, freight......ccccccccccccccccvcces i. cieteete 43,176,746 70,927,245 312,122 7.23 4.40 dase teal 
GRAND TOTAL, CARLOAD AND L. C. L. TRAFFIC....... 1,023,109,578 1,859,484,476 3,905,542 3.82 S08 i! eG ween 
(a) Includes tonnage received from connecting carriers. a ; 
(b) The aggregate tons reported as originating, excluding duplications reprsented in the total tons carried, except those resulting from 
rebilling. 








CHANGES IN DOCKET : 

Hearing in No. 14578, Minneapolis Steel“ and Machinery 
Company vs. Director-General, A. T. & S. F. Ry. et al., assigned 
for May 21, at Minneapolis, was cancelled. 

Hearing in I. and S. No. 1807, iron or steel plate or skelp, 
from Stanley, Mass., to New Britain, Conn., assigned for May 
22, at New York, was canceled. 

Hearing in No. 14760, Parkersburg Rig and Reel Co. vs. 
c. R. I. & P. Ry. et al., assigned for May 25, at Parkersburg, 
W Va., before Examiner McGrath, was postponed. 

Hearing in Docket No. 14768, Consumers’ Fuel & Ice Co. 





vs. Director-General, assigned for May 26, at Watertown, S. D. 
before Examiner Woodrow, was canceled. 

Hearing in I. and S. 1800, absorption of drayage charges 
at Jamestown, Edgeley and Wimbledon, N. D., by Midland 
Continental Railroad, assigned for May 24, at Minneapolis, 
Minn., before Examiner Woodrow, was canceled. 


Finance No. 2962, in the matter of the joint application of 
the Cayuga Southern Telephone Company, Farm & Village Tel- 
ephone Company and New York Telephone Company for a cer 
tificate of advantage and public interest, was set for hearing 12 
Washington, May 26, before Examiner Davis. 
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RATES ON PICKLED FISH, ETC. 


Examiner T. John Butler has recommended dismissal of 
the complaint in No. 14248, M. Bortz Company et al., vs. Ann 
Arbor et al., on a propsed finding that rates on pickled fish, 
salted fish and pickled herring, in carloads, from Seattle and 
other Puget Sound points to Chicago and destinations in trans- 
continental groups A, B, C and D were not unreasonable. 

By complaint filed September 16, 1922, the complainants 
alleged that the rates assailed were unreasonable during the 
two years immediately preceding the filing of the complaint. 
No evidence of any shipments of other than pickled herring was 
offered. Subsequent reductions in the rates were pointed to by 
the complainants in support of the allegation of unreasonable- 
ness. A rate of-$1.08%4 was paid on shipments of pickled her- 
ring from Seattle to Chicago. 

The defendants said the rates charged were not unreason- 
able and that the rate of $1.081%4 only represented the increases 
of the rate prior to June 24, 1918, made by orders of the Direc- 
tor-General; that the rates were not subsequently reduced be- 
cause of unreasonableness; that the present rate from Puget 
Sound points to Chicago was only 20.8 per cent higher than 
the rate in effect June 24, 1918, and the present rate to New 
York only 12 per cent higher than the rate in effect June 24, 
1918. The rates maintained prior to June 24, 1918, the defend- 
ants said, were depressed to meet Panama Canal water compe- 
tition and to stimulate traffic of the commodity in competition 
with herring from Scotland and Norway. . 

Complaint also was made that the tariffs prescribed higher 
rates on fish, pickled or salted, and pickled herring under re- 
frigeration than when not under refrigeration. The examiner 
said all of complainant’s shipments moved in ordinary box cars 
and not under refrigeration. He said the tariffs since had been 
changed so as to make the rates the same on shipments whether 
under refrigeration or not under refrigeration. 

S. Sklaroff & Sons of Philadelphia and Menzel & Company 
of New York, intervened. The examiner said while it appeared 
from a tabulation submitted by the interveners that many of 
their shipments moved under refrigeration, there was not suffi- 
cient evidence in the record to support a finding that the rates 
charged on their shipments were unreasonable. He said neither 
of the interveners submitted oral testimony but instead affidavits 
which he said did not constitute competent evidence in the ab- 


sence of stipulation by the parties and that such stipulation was 
not made. 


PROPOSED FIRE BRICK RATES 


A recommendation that the Commission find that the inter- 
state rates on fire brick, in carloads, from Ottawa, Ill, and 
the Portsmouth, Ohio-Ashland, Ky., districts to Chicago and 
related points, “are not unreasonable but are unduly prejudicial 


_to complainants and preferential of producers in the St. Louis 


district, as hereinbefore described, and that such undue preju- 
dice will be removed by the establishment of a differential on 
this traffic from the St. Louis district of 75 cents over Danville, 
Ill., and Attica, Ind., which differential the Commission should 
find to be just and reasonable on all articles in the uniform 
brick list, “it being understood that the findings in National 
Paving Brick Mfrs Assn. vs. A. & V. Ry. Co. (68 I. C. C. 213) 
are modified to that extent,” has been made by Examiner 
Burton Fuller in a tentative report on No. 14019, Davis Fire 
Brick Co. et al. vs. Baltimore & Ohio et al. The report also 
embraces No. 14249, the Chicago Retort & Fire Brick Co. vs. 
C.R. 1. & P. et al. 

The complainants, producers of fire brick, located at Ottawa, 
Ill., and at various points in the Portsmouth, O., and Ashland, 
Ky., districts, alleged that the interstate rates on their product 
to Chicago, Ill, and related points were unreasonable and 
unduly prejudicial to complainants and preferential of producers 
in the St. Louis, Mo., district, and that the interstate rates on 
like traffic from the St. Louis district were unreasonably low. 
The attack on the Portsmouth-Ashland rate under section 1 
was abandoned at the hearing. The National Fire Proofing 
Company of Ottawa and the Harbison-Walker Refractories Com- 
pany, which produces fire brick ‘in the Portsmouth-Ashland 
districts, intervened in support of the complaints. The Clay 
Products Traffic Association of St. Louis intervened in opposi- 
tion to the complaints. 

The complainants, the examiner said, had hitherto not less 
than a fair share of business in the Chicago market, but that 
since October, 1922, when the spread in the rates from Ottawa 
under St. Louis was reduced from $1.05 to 65 cents and the 
Spread in the rates from Portsmouth-Ashland over St. Louis 
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was increased from 63 to 90 cents, they had found it increas- 
ingly difficult to dispose of their product in the Chicago market 
in competition with the producers in the St. Louis district. 
The Ottawa interests asked for the restoration of the $1.05 
spread. Portsmouth-Ashland asked for a restoration of a 35-cent 
differential, or, in lieu thereof, a rate from the St. Louis dis- 
trict not exceeding $2.55 on the theory that future general 
percentage reductions eventually would restore the 35-cent 
spread. 

The examiner said there was no fixed percentage or dif- 
ferential relationship between the Canton group in which the 
Portsmouth-Ashland districts were located and the Danville- 
Attica districts, on which St. Louis rates were based. He said 
a rate of $2.65 could be established from the St. Louis district 
only by prescribing a differential of 90 cents over Danville- 
Attica unless an increase were made in the base rate, which 
in turn would necessitate increases in other rates in issue in 
the proceedings. The Portsmouth-Ashland interests, he said, 
overlooked the fact that in the event of a general percentage 
reduction they would receive a reduction of 31.5 cents for every 
17.5-cent reduction received by the St. Louis interests. A gen- 
eral reduction of 20 per cent, he said, would result in a rate 
of $2.52 from Portsmouth-Ashland and in a rate of $1.90 from 
St. Louis, or a spread under Portsmouth-Ashland of 62 cents. 
The examiner cited other examples to show why such prayers 
should not be granted, but that the Commission should estab- 
lish a rate from the St. Louis district of 75 cents over Danville- 
Attica. 


COMMISSION ORDERS 


On petition filed by the Daugherty Coal Company, J. W. 
Davis Coal Company, Hoosier Coal & Supply Company, Hul- 
man & Company, Sparks Milling Company and M. C. Strole, 
the Commission has reopened No. 11894, Indiana Rates, Fares 
and Charges, for such further hearing as it may direct, solely 
with respect to rates for the switching of coal from mines lo- 
cated within the Terre Haute, Ind., yard limits and switching 
limits of the C. C. C. & St. L. Ry. to points within the said 
yard limits and switching limits. 

The Commission has reopened No. 12402, Hanford Produce 
Company vs. Director-General, American Railway Express Com- 
pany, for further consideration on the record as made. 

The defendants’ petition for rehearing, reargument or re- 
consideration in No. 13540, Boston Wool Trade Association vs. 
B. & A. R. R. et al., has been denied. 

The Commission has denied the defendant’s petition for re- 
argument and reconsideration of No. 11510, Tanners’ Council 
of the United States of America et al. vs. Director-General. 

The Commission has amended its orders entered February 
6, in No. 9702, Memphis-Southwestern Investigation, and various 
other cases related thereto, by extending the effective date from 
June 30 to January 1, 1924, in all except those pertaining to 
commodity rates specifically prescribed. The findings reported 
in 77 I. C. C. 473, and the orders of February 6, have also been 
amended by including the Kansas City Southern Railway-and 
the Louisiana & Arkansas Railway among the class A roads in 
the state of Arkansas, to which the orders apply. The petitions 
for modification of the above named proceeding filed by the 
Jobbers’ & Manufacturers’ Association, Springfield, Mo., Jones- 
boro Freight Bureau, Jonesboro, Ark., and Fort Smith Traffic 
Bureau, Fort Smith, Ark., have each been denied. 

The St. Paul Association of Public and Business Affairs has 
been authorized to intervene in No. 14822, Traffic Bureau, Cham- 
ber of Commerce, La Crosse, Wis., et al. vs. Great Lakes Transit 
Corporation et al. 

The petition for rehearing or reconsideration of No. 11063, 
Holly Ridge Lumber Company vs. Director-General, and Mo. 
Pac. R. R., filed on behalf of the Missouri Pacific Railroad Com- 
pany, has -been denied. 

Complainants’ petition for reconsideration in No. 12257, C. 
F. Arnold & Company vs. Texas & Pacific Ry., Director-General 
et al., has been denied. ‘ 

The Commission. has denied the defendant’s petition for 
reargument in No. 12732, Helena Traffic Bureau et al. vs. Di- 
rector-General. 

The Commission has also denied the petion filed by the 
Western Maryland Railway Company for a modification of the 
order entered on June 13, 1922, in. No. 13413, in the matter of 
automatic train-control devices, so as to permit the installation 
of an automatic train-stop or train-control device upon the 
passenger-division between Thomas and Davis, W. Va., in lieu 
of a division between Baltimore and Cumberland, Md. 

The St. Paul Association of Public and Business Affairs 
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has been authorized to intervene in No. 14743, Watertown Cham- 
ber of Commerce vs. C. & N. W. Ry. et al. 

The Commission has denied the complainants’ motion for 
substitution of certain party defendants and for formal order 
in Nos. 7187, Buffalo Chamber of Commerce et al. vs. Buffalo 
Creek R. R. et al., and 7197, Same vs. B. & O. et al. 

On complainants’ petition, the Commission has reopened 
No. 11224, Chicago Coal Merchants’ Association vs. Director- 
General, Santa Fe et al., for further oral argument with respect 
to the issue stated in the Commission’s report, 73 I. C. C. 161. 

The Commission has denied respondents’ petition for re- 
argument and vacation of the order entered in I. and S. No. 
1531, elimination of transit privileges on export cotton at Texas 
Gulf ports, on August 10, 1922, however, it has reopened the 
proceeding for further consideration on the present record. 

The Commission’s order of March 17 in No. 13482, Cradock 
Manufacturing Co. vs. Norfolk Southern R. R. Co., has been 
modified so as to subject the rates prescribed to a minimum 
weight not in excess of 35,000 pounds. 

The Bristol Chamber of Commerce and the Columbian Paper 
Company has each been authorized to intervene in Finance No. 
2806, in the matter of the application of the Southeastern Rail- 
way Company for a certificate of public convenience and neces- 
sity authorizing it to construct a line of railroad in Lee county, 
Virginia, and Harlan county, Kentucky. 


LOSS AND DAMAGE SETTLEMENTS 


Allegation that the defendant carriers accepted and paid 
claims on the basis of actual loss and damage at destination, 
in certain instances, but in other instances refused to settle on 
such a basis, but instead insisted on settlement on the basis of 
invoice cost plus the freight, has been made in No. 14903, 
Rosser & Fitch et al. vs. Atlantic Coast Line et al. The com- 
plaint, made public by the Commission this week, was regarded 
as unusual in Commission circles. 

The complainants are Rosser & Fitch, Fitch & Wilkinson, 
Towers Hardware Company, Marx Brothers, United Produce 
Company, Florida Paper Company and Kass Produce Company, 
all engaged in business in Jacksonville, Fla. The defendants 
are the Atlantic Coast Line, Clyde Steamship Company, Florida 
East Coast, Georgia, Southern & Florida; Merchants’ & Miners’ 
Transportation Company, Seaboard Air Line and Southern. 

The complainants charge that the defendants “have failed 
and neglected to establish, observe and enforce just and rea- 
sonable regulations for the uniform settlement of loss and dam- 
age claims arising out of the handling, transportation and non- 
delivery of property and are guilty of practicing unreasonable 
and unjust regulations in claim departments in violation of sec- 
tion one, article six, of the interstate commerce act.” They 
further allege that ‘the defendants directly and/or indirectly, 
by rebate, drawback or other device, practice unjust discrim- 
ination in violation of section two, interstate commerce act.” 

The allegations are supported by specific instances of 
settlements with some of the complainants on the basis of 
actual loss and damage at destination, while in the cases cf 
other complainants settlement was insisted upon on the basis 
of invoice cost plus the freight. 

“That by reason of the facts stated,” the complaint con- 
cludes, ‘in the foregoing paragraphs complainants have been 
subjected to the withholding of their lawful funds by the de- 
fendants and to the accepting of a less than a lawful amount 
in payment of their loss and damage claims, and which, when 
held or forced to accept is (1) unjust and unreasonable prac- 
tice in violation of section one, and (2) unjustly discriminatory 
in violation of section two of the interstate commerce act.” 

The Commission is asked to remove the discrimination 


complained of and to require the establishment of just and 
reasonable rules and practices. 


K. C. 8S. ABANDONMENT DENIED 


The Commission has found that proposed abandonment by 
the Kansas City Southern of that part of its Kansas City & 
Independence Air Line branch, extending from a point 4,000 
feet easterly from the junction of the air line with the Maywood 
& Sugar Creek to the eastern terminus of the line at Inde- 
pendence, Mo., a distance of about 1.5 miles, all in Jackson 
county, Missouri, is not justified. 

The company represented that traffic on the Independence 
line was decreasing; that the revenues were not sufficient to 
justify continued operation, and that there was no prospect of 
an increase in traffic. 

Protestants asserted that the proposed abandonment would 
not only affect adversely the city of Independence, but also 
Sugar Creek, with a population of 1,600, and the district around 
Fairmount Park, immediately west of Independence, which has 


an estimated population of from 6,000 to 8,000. In conclusion 
the Commission said: 


The line enters the business section of Independence and consti- 
tutes the most convenient team track in that city. It is claimed that 
the proposed abandonment would cause serious financial loss to the 
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coai and lumber dealers located on the tracks, as it would necessitate 
hauling their traffic from the Missouri Pacific or Chicago & Alton at 
an added cost in excess of 50 cents a ton. The salvage th 
be recovered through the proposed abandonment would be small, 
consisting principally of the rails and a few ties. The results of 
operation of the Independence line, when reflected in the accounts of 
the applicant’s system as a whole, are not such as to require the 


granting of the relief sought when consideration is given to the 
public need for the service. 


Upon the facts presented we are unable to find that the present 
or future public convenience and necessity permit the abandonment 
of the line in question. An order will be entered denying the appli- 


cation. 
FRISCO CONTROL DENIED 


Proposed acquisition by the St. Louis-San Francisco Rail. 
way Company of control of the International-Great Northern 
Railroad Company by purchase of the capital stock of the latter 
company has been found by the Commission not to be in the 
public interest and the application of the Frisco has been denied, 

The Frisco represented that acquisition of the line would 
give it an outlet to the Gulf of Mexico, give it a connection 
with the Mexican roads at Laredo, Tex., and enable it to fur. 
nish service between St. Louis, Memphis and Birmingham, and 
Texas points. 

The Missouri Pacific intervened. It said the International 
was constructed to form a continuous line from St. Louis to 
Houston, Laredo and Gulf ports, in connection with the railroads 
of the Texas & Pacific and the Missouri Pacific; that for 40 
years it had been preferentially used by the Missouri Pacific 
in transporting freight and in the operation of through passen- 
ger trains between the points named, and because of such long 
and continued use there had been created a route and channel 
of trade and commerce over the lines of said carriers, in com- 
petition with the lines of the Frisco, which was 139 miles 
shorter from St. Louis to San Antonio and 202 miles shorter 
from St. Lotis to Houston than the route formed by the lines 
of the Frisco and the International. The Commission said the 
largest interchange of traffic by the International was with the 
Texas & Pacific in connection with the Missouri Pacific. In 
disposing of the case the Commission said: 


at might 


In our tentative plan for the consolidation of railroads the 


applicant’s line is placed in System No. 18, Frisco-Katy-Cotton 
Belt, while the International Railroad is included in System No. 
19, Chicago-Missouri Pacific. Hearings have been held by us in 
relation to the grouping of lines in the above systems, but a final 
determination has not been made. If, the proposed acquisition be 
authorized the Missouri Pacific asks that the order be so condi- 
tioned as to provide for the maintenance of the existing through 
route and service, and be without prejudice to its rights in the 
event our tentative plan for the consolidation of railroads in 
group 19 becomes ultimately effective. 

Upon the facts disclosed by the record we are unable to find 
that the acquisition by the applicant of control of the Interna- 
tional Company by purchase of the capital stock of that company 


will be in the public interest. An order will be entered denying 
the application. 


INTERLOCKING DIRECTORATES 


Robert G. Hutchins has been permitted to hold the position 
of director of the New York, New Haven & Hartford Railroad 
Company and of the Harlem River & Port Chester Railroad 
Company. 

L. R. Powell, Jr., and M. J. Caples have been authorized to 
hold a directorship or any other office or offices with the Sea- 
board Air Line Railway Company in addition to positions previ- 
ously authorized. . 

J. N. Wilson has been authorized to hold the positions of 
auditor of the Monongahela Connecting Railroad Company and 
Aliquippa & Southern Railroad Company. W. J. Creighton has 
been authorized to hold the position of controller of the above 
two lines in addition to those offices previously authorized. 

John M. Callen has been authorized to hold the position of 
director of the Ironton Railroad Company and Catasauqua & 
Fogelsville Railroad Company. 

R. E. Reymer has also been authorized to hold the position 
of auditor of the Monongahela Connecting Railroad Company 
and Aliquippa & Southern Railroad Company... 

W. F. Amman has been authorized to hold the position of 
purchasing agent of the Monongahela Connecting Railroad Com- 
pany and the Aliquippa & Southern Railroad Company. 

Edward D. Wheeler has been authorized to hold the posi- 
tions of director and general counsel of the Maine Central Rail- 
road Company and Sandy River & Rangeley Lakes Railroad and 
general counsel of the Portland Terminal Company and Bridé- 
ton & Saco River Railroad Company. 

George S. Ross and Ralph Van Vechten have been author 
ized by the Commission to hold the office of director with the 
New York, Chicago & St. Louis Railroad Company in addition 
to positions previously authorized. 

John Sherwin has been authorized by the Commission to 
hold the positions of director and: vice-president of the New 
York, Chicago & St. Louis Railroad Company in addition to 
various positions previously authorized. 


Give Our Railroads a Chance 


en ee 






sen- 
long 
nel 
om- 
iles 
rter 
ines 
the 
the 
In 


the 


itton 


is in 
final 
n be 
yndi- 
ough 
| the 
is in 


find 
rna- 
pany 
ying 


ition 
lroad 
lroad 


ed to 
Sea- 
yrevi- 


ns of 
r and 
1 has 
ibove 
¥ 

on of 
ua & 


sition 
pany 


on of 
‘Com- 


posi- 
Rail- 
.d and 
Bridg- 


uthor- 
h the 
dition 


ion to 
New 
on to 











May 26, 1923 THE TRAFFIC WORLD 1243 
U. S. Supreme Court Decisions | 


DISCRIMINATION FINDING UPHELD 
The Trafic World Washington Bureau 


The Supreme Court of the United States May 21 reversed 
the district court for the middle district of Tennessee in No. 
396, Nashville, Chattanooga and St. Louis vs. the State of Ten- 
nessee et al., and in No. 429, United States vs. State of Ten- 
nessee et al., holding that the order entered by the Commission 
in Tennessee rates and charges (63 I. C. C. 160-172) was valid. 
The Commission found discrimination under section 13 because 
rates on stone and gravel for public use were below the level 
of interstate rates. The lower court held the order invalid on 
the ground that, under section 22 of the act, the commodities 
in question could move under lower state rates without causing 
discrimination removable by the Commission. The part of sec- 
tion 22 involved was that providing that nothing in the act 
should prevent the handling of property free or at reduced 
rates for federal, state, or local governments. 

Associate Justice Brandeis, who delivered the opinion of 
the court, said: 


Section 22 of the Act to Regulate Commerce, as amended by Act 
of March 2, 1889, c. 382, Sec. 9, 25 Stat. 855, 862, provides, among 
other things, 

“That nothing in this act shall prevent the carriage, storage or 
handling of property free or at reduced rates for the United States, 
state, or municipal governments, or for charitable purposes, or to 
or from fairs and expositions for exhibition thereat, . . .’’* 

Whether this section should be construed as denying to the In- 
terstate Commerce Commission power to prohibit such reduced rates, 
even where they result in unjust discrimination or in undue preju- 
dice to interstate commerce, is the main question for decision. 


On July 29, 1920, the Interstate Commerce Commissicn authorized 
a general increase, throughout southern territory, of 25 per cent in 
interstate freight rates. Ex parte 74, Increased Rates, 1920, 58 I. C. 
Cc. 220. Thereafter, the Railroad and Public Utilities Commission of 
Tennessee authorized, for that state, a like increase of intrastate 
rates. But the following articles (among others) were excluded from 
this increase: Carload shipments of stone and gravel when for use 
in building public highways and consigned to federal, state, county 
and municipal authorities or their bona fide agents. To remove the 
exception, carriers applied to the Interstate Commerce Commission, 
claiming that the exception produced illegal discrimination against 
interstate commerce and an undue prejudice to persons and localities 
engaged in such commerce. The Commission found such discrimi- 
nation; and ordered that the intrastate rates on these commodities, 
also, be increased to the level of the interstate rates. Tennessee 
Rates and Charges, 63 I. C. C. 160, 172. On October 21, 1921, the state 
of Tennessee and its commission brought, in the federal court for 
the middle district of Tennessee, this suit against the United States 
to have the order set aside. The Interstate Commerce Commission, 
the Nashville, Chattanooga & St. Louis Railway and two other inter- 
state carriers, intervened as defendants. The case was heard by 
three judges under the Act of October 22, 1913, c. 32, 38 Stat. 208, 
219. A final decree was entered, declaring the order void, and enjoin- 
ing its enforcement. 284 Fed. 371. The case is here on two appeals. 
No. 396 is that of the carriers; No. 429, that of the United States and 
the Interstate Commerce Commission. 


Railroad Commission of Wisconsin vs. Chicago, Burlington & 
Quincy R. R. Co., 257 U. S. 563, had been decided hy this court before 
entry of the judgment appealed from. But the district court deemed 
the rule of the Wisconsin case inapplicable. It held that, by reason 
of Section 22, the Interstate Commerce Commission is ‘‘without 
jurisdiction to forbid the railroads from conezeng freight for the 
public at a less price than it charges individuals for the same car- 
riage of the same freight;’’ that the section ‘‘excludes this particular 
traffic from the rate structure which the Commission is authorized to 
nor and control, in still other words, there is freedom of discrimi- 
nation.”’ 

The argument is, in substance, this: An order of the Interstate 
Commerce Commission increasing intrastate rates to the level of 
interstate rates, must rest upon a finding of illegal preference result- 
ing from the relation of intrastate to interstate rates. Preference 
to governmental shippers is expressly permitted by Section 22 of the 
act. Hence, a grant of such preference cannot be held to be unjust 
or unreasonable under Sections 2 and 3. There was no finding that 
these lower intrastate rates resulted in failure of the intrastate 
traffic to yield its proper share of the earnings of the carriers. Con- 
sequently, the order of the Commission is void.t The argument is, in 
our opinion, unsound. 

Every rate which gives preference or advantage to certain per- 
sons, commodities, localities or traffic is discriminatory. For such 
preference prevents absolute equality of treatment among all ship- 
pers or all travelers. But discrimination is not necessarily unlaw- 
ful. The Act to Regulate Commerce prohibits (by Sections 2 and 3) 
only that discrimination which is unreasonable, undue, or unjust. 
Texas & Pacific Ry. Co. vs. Interstate Commerce Commission, 162 
U. S. 197, 219, 220; Manufacturers Railroad Company vs. United 
States, 246 U. S. 457, 481. Whether a preference or discrimination 
8 undue, unreasonable or unjust is “yg 4 left to the Commis- 
Sion for decision; and the determination is to be made, as a question 
of fact, on_ the matters proved in the particular case. Interstate 
anmerce Commission vs. Alabama Midland Ry. Co., 168 U. S. 144, 
70. The Commission may conclude that the preference given is not 
unreasonable, undue or unjust, since it does not, in fact, result in 
any prejudice or disadvantage to any other person, locality, com- 
modity or class of traffic. On the other hand, preferential treatment 
of a class, ordinarily harmless,» may become undue, because, under 
the special circumstances, it results in prejudice, or disadvantage to 
Some other person, commodity, or locality, or to interstate commerce. 
‘ Section 22 must in this matter, as in others, be read in connec- 
tion with the rest of the act, and be interpreted with due regard 
2 its manifest purpose. Robinson vs. Baltimore & Ohio R. R. Co., 
22 U. S. 506, 511. Congress did not intend, by this provision con- 
cerning reduced rates and free transportation, to create an instru- 
ment, by which the carrier was authorized, in its discretion, to sub- 








ject interstate commerce to undue prejudice, or by which the state 
was empowered to compel the carriers so to do. The object of the 
section was to settle, beyond doubt, that the preferential treatment 
of certain classes of shippers and travelers, in the matters therein 
recited is not necessarily prohibited. And in this respect its pro- 
visions are illustrative, not exclusive. It limits, or defines, the re- 
qurement of equality in treatment which is imposed in other sections 
of the act. By so doing, it preserves the right of the carrier there- 
tofore enjoyed of granting, in its discretion, preferential treatment 
to particular classes in certain cases. Only in this sense can it be 
said that the section is permissive. It confers no right upon any 
poe. na or traveler, Nor does it confer any new right upon the 
carrier. 

The ant of a lower rate on road material to a government, 
engaged in highway construction, may benefit the government with- 
out subjecting to prejudice any person, locality or class of traffic. 
But a lower rate may result in giving to a single quarry within the 
state all of the a business, so that competing quarries 
and localities within or without the state, or interstate traffic, would 
be prejudiced. That such undue discrimination does, and will, 
result from the order of the Tennessee. commission was expressly 
found by the Interstate Commerce Commission. Its findings are 
necessarily conclusive, since the evidence on which it acted was not 
introduced in this suit. Louisiana & Pine Bluff Railway Co. vs. 
United States, 257 U. S. 114. 

There is nothing in Interstate Commerce Commission vs. Balti- 
more & Ohio R. R. Co., 145 U. S. 263, 278; Lake Shore & Michigan 
Southern Ry. Co. vs. Smith, 173 U. S. 684, or Pennsylvania R. R. Co. 
vs. Towers, 245 U. S. 6, inconsistent with the views expressed above. 
The decisions made by the Interstate Commerce Commission are in 
substantial harmony with them.§ Reversed. 


Mr. Justice Sanford took no part in the consideration or 
decision of these cases. 


*The first line of Section 22 as originally enacted, 24 Stat. 379, 
387, read, “That nothing in this act shall apply to the carriage,’’ etc. 

tThe order of the Interstate Commerce Commission was declared 
void ‘‘to the extent that the rates therein ordered to be established 
- « + apply to-such transportation, for the United States, state or 
municipal governments, of stone and gravel, the title to which has 
passed to the government or is vested in it at the point of the 
origin of its transportation.”’ 

tSee also Texas & Pacific Ry. Co. vs. Abilene Cotton Oil Co., 
204 17. S. 426, 446; Pennsylvania R. R. Co. vs. Puritan Coal Mining 
Co., 237 U. S. 121, 129, 130; Mlinois Central R. R. Co. vs. Mulberry 
Hili Coal Co., 238'U, S. 275, 282. } 

$Section 22 has been construed by the Commission as conferring 
upon carriers such permission to furnish transportation at reduced 
rates or free, in certain cases; as not conferring upon any shipper or 
traveler a right to such transportation; and, ordinarily, as not con- 
ferring upon the Commission power to establish such exceptions to 
the normal rates and fares. Sprigg vs. B. & O. R. R. Co., 8 I. C. C. 
443; Field vs. Southern Ry. Co., 13 I. C. C, 298; Metropolitan Paving 
Brick Co. vs. Ann Arbor R. R. Co., 17 I. é 1c. 197, 204; Eschner vs. 
Pennsylvania R. R. Co., 18 I. C. C. 60, 63; Dairymen’s Supply Co. vs. 
Pennsylvania R. R. Co., 28 I. C. C. 406; United States vs. Union 
Pacific R. R. Co., 28 I. C. C. 518, 524. See also C. B. Havens & Co. 
vs. Chicago & Northwestern Ry. Co., 20 I. C. C. 156. Compare Cator 
vs. Southern Pacific Co., 6 I. C. C. 113; Commutation Rate Case, 21 
I. C. C. 428, 437; United States vs. Alabama & Vicksburg Ry. Co., 
40 I. C. C. 405. Conference rulings provide, as to some reduced rates 
under Section 22, that they must be filed and posted with the Com- 
mission; and as to others that they need not be. See Conference 
Rulings, issued Nov. 1, 1917, Nos. 33, 36, 208e, 218, 244, 311, 452. 


MINNESOTA LAW INVALID 


The Trafic World Washington Bureau 


The Supreme Court of the United States, in No. 270, James 
C. Davis, Director-General, plaintiff in error, vs. Farmers’ Co- 
operative Equity Company, in error to the Supreme Court of 
Minnesota, this week reversed that court and held to be in 
violation of the commerce clause of the Constitution of the 
United States the statute of Minnesota that provides that “any 
foreign corporation having an agent in this state for the solicita- 
tion of freight and passenger traffic, or either thereof, over its 
lines outside of this state, may be served with summons by 
delivering a copy thereof to such agent.” 

Whether that statute, as construed and applied, violated 
the federal constitution was the only question for decision, 
said Justice Brandeis, who wrote the opinion. It was alleged 
by the Director-General that the statute violated the fourteenth 
amendment as well as the commerce clause The due process 
and equal protection of the laws part of the fourteenth amend- 
ment, the Director-General said, was the aspect in which the 
statute contravened that amendment. 

Justice Brandeis said that, inasmuch as the statute Violated 
the commerce clause, it was not necessary to consider whether 
it also violated the fourteenth amendment. Justice Butler took 
no part in the consideration or decision of the case. 

In this case the defendant in error sued, after service was 
made in accord with the Minnesota statute, for the recovery 
of the value of grain shipped under a bill of lading issued by 
the Atchison, Topeka & Santa Fe, for transportation from one 
point to another in Kansas. The justice said that, so far as 
appeared, the transaction was in no way connected with Min- 
nesota or the soliciting agency of the Santa Fe located in the 
state. 

Solicitation of traffic by railroads, Mr. Brandeis said, in 
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states remote from their lines, was a recognized part of inter- 
state commerce. As construed by the highest court of Min- 
nesota, he said, the statute compelled every foreign interstate 
commerce carrier to submit to suit there as a condition to 
maintaining a soliciting agent within the state. Jurisdiction, 
he said, was not limited to suits arising out of business trans- 
acted within Minnesota. It was asserted, he said, whatever. the 
nature of the cause of action, wherever it might have arisen, 
and although the plaintiff was not, and never had been a resi- 
dent of the state. 

“This condition imposes upon interstate commerce a serious 
and unreasonable burden which renders the statute obnoxious 
to the commerce clause,” said the court. 

“That the claims against interstate carriers for personal 
injuries and for loss and damage to freight are numerous; that 
the amounts demanded are large; that in many cases carriers 
deem it imperative or advisable to leave the determination of 
their liability to the courts; that litigation in states and juris- 
dictions remote from that in which the cause of action arose 
entails absence of employes from their customary occupations; 
and that this impairs efficiency in operation, and causes, di- 
rectly and indirectly, heavy expense to the carriers; these are 
matters of common knowledge,” said Mr. Brandeis. ‘Facts, of 
which we also take judicial notice, indicate that the burden 
upon interstate carriers specifically placed by the statute here 
assailed is a heavy one, and that the resulting obstruction to 
commerce must be serious. 

“During federal control, absence of employes incident to 
such litigation were found, by the Director-General, to interfere 
so much with the physical operation of the railroads, that he 
issued General Order No. 18 (and 18-A), which required suit 
to be brought in the county or district where the cause of action 
arose or where the plaintiff resided at the time the cause of action 
accrued That order was held reasonable and valid in Alabama 
& Vicksburg vs. Journey, 257 U. S. 111. The facts recited in 
the order, to justify its issue, are of general application, in 
time of peace as well as of war.” 

Justice Brandeis, in a footnote to his opinion, recited that 
a message dated February 2, 1923, of the governor of Minnesota 
to its legislature, said that in a recent examination of the 
calendars of the district courts in 67 of the 87 counties of the 
state it was disclosed that there were then pending 1,028 per- 
sonal injury cases in which non-resident plaintiffs were seeking 
damages aggregating nearly $26,000,000 from foreign railroad 
corporations which did not operate in Minnesota, and that that 
kind of business was interfering with the orderly administration 
of justice among the residents of the state. 

In conclusion, Justice Brandeis said the statute unreason- 
ably obstructed and unduly burdened interstate commerce, and 
for that reason was invalid. 


DIRECTOR-GENERAL DENIED WRIT 


The Trafic World Washington Bureau 


The Supreme Court of the United States in No. 27, original, 
in re James C. Davis, Director-General of Railroads, petitioner, 
denied a petition of the Director-General for a writ of prohibi- 
tion or mandamus commanding the judges of the District Court 
of the Southern District of New York not to take further steps 
in an admiralty proceeding, instituted by the New Jersey Ship- 
building & Dredging Company, to recover from him for damage 
inflicted on its scow by the Lehigh Valley Railroad’s steam tug 
Mahanoy while under federal control, or, in the alternative, to 
direct vacation of an interlocutory order theretofore entered and 
dismiss the libel. 

Associate Justice Reynolds, who delivered the opinion of 


, the court, said the District Court after hearing ruled upon the 


matters presented for its decision and that, under settled doc- 
trine, the Supreme Court found no occasion for mandamus. He 
said, further, the court could not say that the court below was 
clearly without jurisdiction to determine all the points presented 
and that, moreover, by appeal in the ordinary way, possible 
errors could be corrected and that there was no imperative 
reason for awarding a writ of prohibition. The petition of the 
Director-General was therefore denied. 


CHICAGO TERMINAL CASE 
: The Trafic World Washington Bureau 


Arguments will be made at Chicago, June 27, before Judge 
Carpenter, on the motions to dismiss, of the government and of 
the New York Central and other defendants, in the suit brought 
by the Pennsylvania and other trunk lines that objected to the 
acquisition of the so-called stock yards railroads by the New 
York Central. The Commission will be represented at that ar- 
gument by -Chief Counsel Farrell. What part he will take in 
them, if any, was not obvious. The Commission did not move 
to dismiss the petition. It was not named as a party, but, un- 
der the statute, it intervened in behalf of its order. It answered 
the allegations of the petition contending that its order was 
within the scope of the statute and not otherwise invalid. 
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Neither the New York Central nor Blackburn Easterline 
who will represent the United States, has disclosed reasons, 
to any iliuminating extent, for asking dismissal. The status 
of the litigation is still open to speculation, the burden of 
which is that it is going to be an extremely important cage. 
Dismissal for multifariousness, it is suspected, would be followeg 
immediately by the filing of two suits, one asking an injunction 
forbidding the execution of the Commission’s permissive order 
and one asking for an order from the court requiring the New 
York Central and the stock yards railroads to disclose what they 
have done under that order. 

Another point in the matter is the question whether the suit 
can be maintained for the setting aside of a permissive order, 
which has also been called a negative order. Still another is 
as to what effect decisions adverse to the Commission and the 
New York Central would have upon transfers of title that may 
have taken place under the permission. 

Back of all that speculation lies the question of the con- 
ditions attached to the permission. They were conditions sub. 
sequent, not precedent, to be performed after.certain other 
things had been done. A query is as to what would be the 
legal effect if the New York Central acted on the per. 
mission, without observing the conditions subsequent. The 
thought has been suggested, both in the formal. arguments and 
the informal discussions, that the New York Central and the 
so-called stock yard roads, acting on advice of counsel, might 
go ahead with their acquisitions and the execution of leases on 
the theory that the Commission had not the power to impose 
the conditions and that therefore they would be warranted in 
disregarding them and acting only under the part of the decision 
or so-called order, permitting them to make the acquisitions and 
leases. 

Nearly every phase of the controversy that is now on the 
threshold of the courts, was discussed in the arguments on the 
subject before the Commission. That body, it has been pointed 
out, did not directly dispose of the questions but made its de- 
cisions without indicating plainly upon what parts of the law 
it founded it, leaving those interested to infer what it thought 
on the points made by them. 

Directly, the Commission is not interested in what, for the 
sake of classification, if for nothing else, has been called the 
controversy between the Pennsylvania and the New York Cen- 
tral, indicated or suggested by the application of the former 
for an order requiring the latter and its associates to disclose 
what they have done under the terms of the order or decision. 
It is admitted, however, that if an order of disclosure were 
made and the facts revealed that the New York Central and its 
partners in what is regarded as virtually a consolidation, had 
disregarded one or all of the conditions subsequent, then the 
Commission would have an interest in that part of the case. 
Disclosure of a disregard of the conditions subsequent, it is sug- 
gested, would raise the question what the Commission could 
do to enforce its order or to punish for disregard thereof. 

The language of the acquisition and consolidation sections 
of the transportation law, it is coming to be admitted, does not 
give much help, either to a clear definition of what was in the mind 
of Congress or how what it had in mind was to be accomplished. 
In a general way it has been the understanding that Congress 
intended to set aside the anti-trust laws in so far as they might 
apply to consolidations or other get together arrangements the 
railroads might desire to make, whenever, in the judgment of 
the Commission, such laws, in the public interest, should be 
set aside. The decision of the Commission in the Union Pacific- 
Southern Pacific fight for control of the Central Pacific is taken 
as having clarified that part of the law. A further idea is that 
Congress intended to bring about consolidations that would 
take care of the “weak sisters,” in accordance with a plan to 
be prepared by the Commission, but that pending the making 
of such a plan, it would authorize things tending to consolidate 
and unify railroads that would be in harmony with such a gen- 
eral plan, under what might be termed modifiable permits. 
Another idea is that Congress was of the impression that exist- 
ing railroads should be protected in the measure of the monopoly 
they may have, and that therefore it would make the construc- 
tion or abandonment of railroads subject to approval of the 
Commission. 


All the things short of final and irrevocable consolidatio. 
of the railroads was based on the theory, it is suggested, that 
the Commission would hold hearings and find the best way to 
conserve the public interest. In the case that is to be argued, 
on preliminary motions, before Judge Carpenter, the Pent- 
sylvania avers there was no showing that the acquisition and 
operation of the stock yard roads would be in the public inter- 
est, but on the contrary, that the testimony tended to show 
that instead of a terminal situation in which every trunk line 
would be given equal treatment in’ the dispatch of traffic, 4 
situation of monopoly in the hands of the New York Central 
would be created, notwithstanding the conditions subsequent, 
with which the Commission surrounded in its decision or or 
der. 

Since the filing of that suit the challenge of the constitu 
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tionality of the consolidation paragraphs of the law, in a num- 
ber of cases, has been emphasized; also the challenge of the 
constitutionality of the part of the law giving it control over 
the issuance of securities. That phase of the matter, as things 
look now, is not regarded as likely to come up before Judge 
Carpenter because, if the law is unconstitutional, then the ar- 
rangement that gives the New York Central control of the ter- 
minal roads in Chicago stand, subject to attack if at all only 
under the anti-trust laws. ; 


ANTHRACITE COAL RATES 


John Hayes Hammond, chairman of the United States Coal 
Commission, which is eonducting an investigation of the coal 
industry, believes the facts in connection with the higher rates 
on anthracite imposed by many if not ali railroads. make out 
a prima facie case in favor of lower rates on it. He and other 
members of the Commission, Mr. Hammond says, were of the 
opinion that the consumers of anthracite are carrying a burden 
of freight rates heavier than they should. That, however, he 
said to the Traffic World, was merely a personal view which 
might or might not be converted into an official one. Mr. Ham- 
mond said he had made some remarks about rates on anthra- 
cite during his conference with newspaper men April 18, which, 
by reason of his failure to make his point clear, had been taken 
by some interested persons as a declaration for lower rates with- 
out any qualifications. 

“I know we must consider the revenues of the railroads,” 
said Mr. Hammond in discussing the subject,” but it seems that 
prima facie the higher rates on anthracite put more than the 
proper share of burden on its users. But even were the con- 
clusion to be reached the rates were too high they could not be 
reduced in time this year to help consumers who should be put- 
ting in their supplies of coal now. That is a point I want to 
make clear now. It takes time to conduct an investigation and 
it would be months before lower rates could be brought into 
effect, if the decision were that lower rates should be put into 
force. This commission could merely report the facts and make 
recommendations.” ; 

Anthracite rates, from the mines to the seaboard and to the 
Niagara frontier, to Chicago and to points beyond the upper lake 
docks are those prescribed by the Commission. Should the fact- 
finding coal commission make a recommendation for lower rates, 
the railroads, it is believed, would pay no attention to it be 
cause they resisted the reductions that were made as a result 
of the big anthracite investigation which came to an end in 
1914. The Interstate Commerec Commission, on its own motion 
could institute another inquiry. However, those who remem- 
ber the exhaustive inquiry that was conducted ten years ago, 
in the event such an inquiry were instituted, probably would 
be inclined to believe the facts the fact-finding commission had 
discovered would have to be of an extremely startling nature 
to cause the rate regulating body to make a general reduction in 
hard coal rates or to adopt the rule that “coal is coal’ and there 
should be no difference in rates. In a general way of speak- 
ing, the higher rates on anthracite have been justified, and in 
some instances ordered, on the theory that the value of the 
service performed by the railroads in carying it was greater 
than in the carrying of soft coal because it sold at higher prices 
in the market; or, in other words, the traffic would stand higher 
rates, without stopping the flow thereof. Since the report in 
the big investigation was made the retail selling price of both 
kinds of coal has more than doubled. 


LOREE DENIES HIGH COAL RATES 


The Trafic World New York Bureau 

The statement of Chairman John Hays Hammond, of the 
Federal Coal Commission, that rates on anthracite are too high 
as compared with bituminous coal, was denied by L. F. Loree, 


president of the Delaware & Hudson Railroad, who said also - 


that there was no unjustifiable surcharge on the cost of the coal 
to the consumer. 

In a formal statement Mr. Loree added that the Interstate 
Commerce Commission was on record as having investigated 
anthracite freight rates and found that they yielded a smaller 
het return than the rates on soft coal. 

The present anthracite rate, said Mr. Loree, is higher than 
that on bituminous’ but the costs incurred in carrying it more 
than make up the difference. Extra expense is incurred, he 
explained, because of the necessity for classifying anthracite at 
the mines in eight different classes and putting each class in a 
separate car, the switching charges accruing from the use of the 
different cars also represent a greater cost; furthermore the 
greater value of anthracite coal in bulk makes the loss and 
damage claims item much heavier. 

_ Mr. Loree asserted that the basic conditions have not changed 
Since the last investigation of the Interstate Commerce Commis- 
sion, which led to the conclusion that anthracite rates were too 
low rather than too high. He predicted that any attempt to 
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force a reduction would fail as it did in 1912. On this subject 
Mr. Loree said: 


This matter has been investigated several times, the last occa- 
sion being the well known anthracite case, I. C. C. Docket No. 4914. 
The investigation started in June, 1912, and was finally decided in 
February, 1916. The data compiled at that time showed conclusively 
that the average receipts per ton mile derived from the transporta- 
tion of anthracite were generally lower than those derived from 
other carload freight moved similar distances, and that the average 
receipts per car mile of anthracite, allowance being made for the 
empty car mil e in both cases, were lower than receipts per car 
mile for most other freight. 

The matter was very fully gone into by the Commission at that 
time and three and one-half years were consumed in the taking of 
testimony and consideration of the facts. If the Commission erred 
in the rates which it finally approved my own feeling is that they 
erred in making them too low rather than making them too high. 
The changes that have since been made in anthracite rates, includ- 
ing the increased rates put into effect by the director general and 
afterward approved by the Commission, affected all rates alike and 
did not disturb the relation between anthracite and other rates. 


Officials of other hard coal roads expressed opinions that 
coincided. with Mr. Loree’s. They indicated their belief that if 
the Interstate Commerce Commission took up the matter at this 
time results similar to those brought out by the first investi- 
gation would be achieved: 

Rates on prepared sizes of anthracite from the mines to 
tidewater are now $2.34 per ton, having ‘been reduced to that 
figure from $2.61 on July 1, 1922, at the time of the blanket 10 
per cent reduction in freight rates. That rate had been in effect 
since August. 25, 1920. In June, 1920, the rate had been $1.85 
per ton.. Rates quoted apply to delivery at coal shipping piers 


in New York harbor. For steam sizes rates are from 10 cents 
to 15 cents less. 





COAL PRODUCTION REPORT 


“The recent gradual decline in soft coal production was 
checked in the second week of May when, according to pre- 
liminary estimates, the output increased to 10,211,000 net tons, 
a gain of 150,000 tons over the revised estimate of the week 
preceding,” says the Geological Survey in its current coal re- 
port, which in part follows: 


Preliminary reports of cars loaded during the first half of 
the.week (May 14-19) indicate a continued production at the rate 
established the week preceding and a probable total output of 
10,200,000 tons. “ 

The all-rail movement of coal to New England decreased 
slightly in the week ended May 12. Reports furnished by the 
American Railway Association show that 4,314 cars of bituminous 
coal and 3,339 cars of anthracite were forwarded through the 
gateways over the Hudson, This is not only a’ much- heavier 
movement than in the corresponding week of 1922, when shipments 
were curtailed by the miners’ strike. but is also considerably 
heavier than at the same season in 1920. 

Bituminous coai dumped over piers at Hampton Roads in the 
week ended May 12 totaled 352,287 net tons. which was a ent 
gain over the week preceding. Exports fell off from the high 
mark of the week before to 71,063 tons. Cargoes consigned to 
New England increased slightly to 165,525 tons. The tonnage 
dumped for bunkering showed little change and that for other 
coastwise trade increased notably. 

e shipments declined sharply in the week ended May 13. 
According to reports from the Ore and Coal Exchange, a total of 
619,140 net tons were dumped over Lake Erie piers against 833,651 
tons in the week preceding. Of the total dumpings 594,731 tons 
were cargo coal and 24,409 tons were vessel fuel. The present 
rate of dumpings is greatly in excess of the rate a year ago when 
the strike curtailed the movement of coal across the lakes, but is 
20 per cent less than in the corresponding week of 1921. 

The cumulative total of dumpings from the opening of naviga- 
tion to May 13 was 2,505,738 tons. In comparison with 1921, this 


. is a slight decrease but the total for this year is about 80 per 


cent larger. than in 1922, and about 190 per cent larger than inh 
1920, when the season opened late and the switchmen’s strike 
interfered with transportation. 


ILLINOIS COAL RATES 


At a reopened hearing of Docket 11703, in the matter of 
intrastate rates within the state of Illinois, in Chicago, May 
19 and 21, before Examiner Carter, the International Harvester 
Company and the Canton Gas and Electric Company asked 
the Commission to reduce the rate on coal from mines: along 
the C. B. & Q. between Farmington and St. Davidson to Canton 
from 64 cents to 33 cents. Reparation was also asked on ship- 
ments made between January, 1921, and April, 1922. 

The allegation of the complainant is that the rates in effect 
were unduly high for the short hauls involved. Comparisons 
were made with short-haul rates into other points in Illinois 
and Indiana which, it was said, indicated rates sometimes as 
low as 24 cents for similar hauls, while the rates into Canton 
were 64 cents: The service rendered by the carriers, it was 
said, was performed with switch engines stationed at Canton 
and a rate of 33 cents was estimated by the defendant as one 
which would bring a fair car-mile return. 

The C. B. & Q., as defendant, testified that the service 
was, in fact, performed by special tramp engines with crews 
paid way rates. and not by regular switching engines. These 
special runs, it was said, were made necessary, owing to the 
fact that heavy motive power could not be moved over some 
of the mine tracks and that these tramp trains handled inter- 
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state as well as intrastate traffic and that the service was not 
a switching service. 

Rate studies were introduced by the defendant to show 
that, by comparison with rates for similar hauls in Illinois and 


Indiana on coal and other commodities, the rates in question 
were reasonable. 


COST OF HAULING COAL 


The Traffic World Ottawa Bureau 


W. B. Lanigan, general freight traffic manager of the Cana- 
dian Pacific, told the parliamentary committee on mines and 
minerals that the net cost of hauling coal from Lethbridge, 
Alberta, to Toronto was $9.90 a ton, on a cost basis which 
provided for trains of 50 cars loaded to full capacity of 46 tons. 
He held that the operation of solid trains of coal would not 
be economically feasible to any great extent, and that no 
profitable comparison could be made, as had been made by a 
previous witness, between a railroad like the C. P. R. handling 
all kinds of commodities as well as passengers and a railway 
company in Virginia carrying coal exclusively and serving some 
700 mines. He thought United States bituminous coal could 
not easily be dispensed with in Canada, since it was within 
such comparatively easy access of eastern Canadian centers. 
He thought the prospect of a large traffic in coal from Alberta 
to Ontario was doubtful and would not recommend that his 
company embark on a large expenditure for cars and engines 
in the light of present prospects. He said the C. P. R. hauled 
certain commodities, such as settlers’ effects, cordwood, and 
slabs, at less than cost, but this was considered good business, as 
the C. P. R. was the largest land owning company possibly in 
the world and certain concessions were made to settlers. 

In the meantime, the Canadian National says that, in the 
recent figure it gave of $9 for the haul of coal from the west, 
there was an exchange of views with the C. P. R. and the two 
systems agreed to disagree. 


REVENUE FREIGHT LOADING 


Revenue freight loading in the week ended May 12 was ap- 
proximately within 4 per cent of the peak loading in the history 
of the railroads, the number of cars loaded having been 974,531 
as compared with 961,029 in the preceding week, and 767,094 
and 751,186 cars in the corresponding weeks of 1922 and 1921, 
respectively, according to the weekly report of the car service 
division of the American Railway Association. Loading in the 
week ended May 12 again established a record for the period 
of the year involved. Loading of ore—59,619 cars—established 
a record for the period involved. Coal loading fell off slightly 
due to observance of a holiday in the anthracite fields. 

The loading for the week ended May 12, and the correspond- 
ing week of 1922, follows: 


Eastern district: Grain and grain products, 6,877 and 10,829; live 
stock, 2,859 and 2,866; coal, 53,145 and 8,455; coke, 4,010 and 1,422; 
forest products, 5,775 and 5,812: ore, 4,603 and 2,442; merchandise, L. 
Cc. L., 65,977 and 70,348; miscellaneous, 96,217 and 83,044; total, 1923, 
239,463; 1922, 185,218; 1921, 186,256. 

Allegheny district: Grain and grain products, 1,959 and 2,244; live 
stock, 2,536 and 2,482; coal, 53,161 and 12,867; coke, 7,543 and 4,531; 
forest products, 3,703 and 3,000; ore, 9,411 and 2,758; merchandise, L. 
Cc. L., 49,027 and 51,275; miscellaneous, 86,309 and 66,898; total, 1923, 
213,649; 1922, 146,055; 1921, 153,541. : 

Pocahontas district: Grain and grain products, 188 and 192; live 
stock, 82 and 88; coal, 24,930 and 28,283; coke, 535 and 318; forest 


products, 1,914 and 1,457; ore, 504 and 30; merchandise 
6,456 an 


40,676; 1921, 33,889. 

Southern district: Grain and grain products, 3,129 and 2,937; live 
stock, 1,851 and 2,168; total, 22,163 and 21,523; coke, 1,443 and 999; 
forest products, 24,809 and 18,975; ore, 1,712 and 1,064; merchandise, 
L. C. L., 39,551 and $4,005; miscellaneous, 43,274 and 44,334; total, 1923, 
137,932; 1922, 126,005; 1921, 109,871. 

Northwestern district: Grain and grain products, 7,957 and 10,867; 
live stock, 8,156 and 7,925; coal, 5,418 and 2,487; coke, 1,204 and 1,207; 
forest products, 19,070 and 17,641; ore, 39,852 and 5,752; merchandise, 
L. C. L., 31.894 and 30,179; miscellaneous, 37,874 and 382,155; total, 
1923, 151,425; 1922, 108,213; 1921, 106,033. 

Central Western district: Grain and grain products, 8,267 and 
10,859; live stock, 11,644 and 11,580; coal, 12,579 and 3,273; coke, 441 
and 170; forest products, 10,622 and 6,650; ore, 3,079 and 1,688; mer- 
chandise, L. C. L., 35,831 and 34,723; miscellaneous, 52,853 and 41,453; 
total, 1923, 135,316; 1922, 110,396; 1921, 103,390. 

Southwestern district: Grain and grain products, 3,620 and 4,009; 
live stock, 2,561 and 2,588; coal, 3,762 and 1,901; coke, 126 and 118; 
forest products, 8,531 and 6,789; ore, 458 and 363; merchandise, L. C. 

., 14,808 and 138,994; miscellaneous, 23,068 and 20,769; total, 1923, 
56,934; 1922, 50.531; 1921, 58,206. 

Total, all roads: Grain and grain products, 31,997 and 41,937; live 
stock, 29,689 and 29,697; coal, 175,158 and 78,789; coke, 15,302 and 8,765; 
forest mag ee 74,424 and 60,324; ore, 59,619 and 14,097; merchandise, 
Ba. C, , 243,544 and 240,669; miscellaneous, 344,798 and 292,816; total, 
1923, 974,531; 1922, 767,094; 1921, 751,180. 


OPERATING STATISTICS 


Net ton-miles of revenue and non-revenue freight totaled 
39,218,000,000 in March as against 32,941,000,000 in March, 1922, 
and 109,541,000,000 in the three months ended with March as 
against 88,562,000,000 in the same period of 1922, according to 
statistics compiled by the Commission’s bureau of statistics from 
164 reports representing 177 roads. 

Loaded car-miles totaled 1,407,878,000 in March as against 
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1,187,439,000 in March, 1922, and 3,865,252,000 in the three months 
as against 3,176,586,000 in the same period of 1922. 

Empty car-miles totaled 656,196,000 in March as against 642. 
036,000 in March, 1922, and 1,871,125,000 in the three months as 
against 1,761,588,000 in the same period of 1922. 

Per cent of car-miles loaded was 68.2 in March and 64.9 in 
March, 1922, and 67.4 in the three months as against 64.3 in the 
1922 period. 

Net tons per train averaged 710 in March as against 690 in 
March, 1922, and 692 in the three months as against 666 in the 
1922 period. 

Per cent unserviceable of total locomotives was 24.6 in March 
as against 23.8 in March, 1922, and 25.3 in the three months as 
against 24 in the 1922 period. 

Per cent unserviceable of total cars on line was 8.8 in March 
as against 13.8 in March, 1922, and 8.9 in the three months as 
against 13.7 in the 1922 period. 

Car-miles per car-day averaged 27 in March as against 24.4 
in March, 1922, and 25.9 in the three months as against 22.6 in 
the 1922 period. 

Net tons per loaded car averaged 27.9 in March as against 
27.7 in March, 1922, and 28.3 in the three months as against 27.9 
in the 1922 period. 

Coal consumption in freight road service totaled 8,417,447 
tons in March and 6,698,483 in March, 1922, and 24,398,958 in 
the three months as against 18,965,838 in the 1922 period. (Coal 
consumption in passenger road service totaled 2,910,836 tons in 
March and 2,622,151 in March, 1922, and 8,610,210 in the three 
months as against 7,862,399 in the 1922 period. These figures 
include the equivalent coal tonnage fuel oil consumed. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of strawberries, old potatoes, onions and toma- 
toes, increased in the week ended May 19, while other lines de, 
creased in volume, the Bureau of Agricultural Economics of the 
Department of Agriculture says in its weekly statement. The 
total movement of twelve fruits and vegetables was 9,822 cars 
compared with 8,613 cars in the preceding week. This was a 
decrease of about 800 cars as compared for the corresponding 
period last year. 

The totals from the summary of carlot shipments follow: 


Totals for week and season are regularly subject to revisi 
because of the receipt of late and corrected (Mr. from the - 
roads. Asterisks (*) placed at commodity totals indicate that such 
changes have been made for one or more of the states in that group. 


Tuesday, May 22, 1923. 


Total Total 
this last 
May May May Season season Total 
13-19, 6-12, 14-20, toMay to May last 
1923 1923, 1922,, 19,inc 20,ine. season, 
Apples (box areas)— 
“ae 82 117 46,040* 55,986 56,276 
Apples (barrel areas)— 
| aS eee 256 303 106 64,266" 31,766 $2,013 
Cabbage— 
(| 730 931* 900 8,720* 18,193 40,609" 
ee 
ME re acanere; W555 69 73 54 2248 4,741 4,80 
Lettuce— : wt 
_ ROTA) 5 oes ccccee 547 622* 339 16,779* 14,312 22,026 
Mixed Vegetables— 
(Aaa « 580 508 400 8,282 6,614 19,718 
Onions— 
eae 623 533 459 2,060 4,892  29,238* 
Spinach— 
EE, aiisste oes 'e 103 157* 62 6,559* 4,644* 4,604 
Strawberries— 
. 2,658 1,463* 3,048 7,503* 11,182 18,716 
Sweet Potatoes— 
ear 111 117 111 20,815* 18,834 19,291 
Tomatoes— 
| ree 873 794* 772 7,943* 8,566 26,315 
Watermelons— 
yO! aaa 44 10 510 55 741 11,015 
White Potatoes— 
(1923 crop) 
: en ae 746 we 884 1,604 3,415 7,329 40,497 
ummary ite Potatoes—1922 Cro 
Leading Sections— , 
Late crop.... 2,378 2,115 2,118 171,323 178,334 189,425 
Other Sections— 
Late crop.... 23 21 31 26,751 20,276 20,323 
Early crop.... ray ee aie 40,797 32,540 $2,540 
Woteh: isi... 558 2,401 2,186* 2,149 238,871* 231,150* 238,288 





*Includes all delayed and corrected reports received to date. 


I, Cc. C. VOLUME NUMBERS 


Volume 79 of I. C. C. reports has been set aside by the 
Commission for finance reports. These reports are not issued in 
printed form. The Commission’s reports under the rate regu- 
latory parts of the law are now being published for inclusion in 
Volume 80, the last volume of such reports having been 78. 





B. & 0. ABANDONMENT 


The Baltimore & Ohio and the Baltimore & Ohio South- 
western have applied to the Commission for authority to aban- 
don its Bedford branch from Riverdale to Bedford, Ind., a total 
distance of 11.703 miles. It proposes to sell the part of the 
branch in Bedford to the C. I. & L. 
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MEETING OF TRAFFIC CLUBS 


(By a staff correspondent at Indianapolis, Ind.) 


Ninety delegates from 34 of the 42 member clubs of the 
Associated Traffic Clubs of America met in annual convention 
at Indianapolis, May 23 and 23. Officers were elected, action 
taken on several important transportation subjects, and the 
constitution revised to provide for a better form of organization, 
now that the association is established on a permanent basis. 
Specific duties were assigned to the board of directors, which 
organized by electing S. S. Butler of St. Louis chairman, and a 
secretary and treasurer were provided for. 

All the old officers were re-elected. B. L. Birkholz of New 
York was elected secretary, and John T. Stockton of Chicago 
was elected treasurer. T. C. Burwell of Decatur, Ill., was elected 
a director to succeed R. N. Field of Peoria, resigned, who was 
one of the holdover directors. The four new directors, elected 
for three years, are F. C. Renshaw of Cincinnati; R. C. Ful- 
bright of Houston, Tex.; C. D. Dooley of Kansas City, and 
Ww. C. Fitch of San Francisco. The terms of Messrs. Dooley 
and Fitch, as directors for one year, had expired. Renshaw 
and Fulbright are new members. 


Railroad Consolidation 


The only serious difference in opinion, which resulted in 
the only vote that was not unanimous in any final action, arose 
over a resolution offered by Henry A. Palmer of Chicago, on 
the subject of railroad consolidation. The resolution was de- 
bated at length on Tuesday afternoon and then referred to a 
committee of five to report the next morning. The committee 
was composed of Messrs. Palmer, Maxwell, Bryan, Swope and 
Fort. Mr. Fort, vice-president of the Boston & Maine Railroad, 
fought the resolution. The other four members reported favor- 
ably on it and it was finally adopted, as offered, by a vote of 
40 to 7. The resolution was as follows: 


Whereas, The Interstate Commerce Commission is now holding 
hearings on its plan for consolidation of the railroads of the country 
into several large systems or groups; and 

Whereas, Most of the testimony submitted to the Commission in 
these hearings and most of the discussion of the subject seems to be 
based on the assumption that general railroad consolidation is a fore- 
gone conclusion and that it now only remains to select the best pos- 
sible plan; and 

Whereas, We believe that any plan of general consolidation would 
make for unwieldiness and inefficiency on the part of the railroads 
and corresponding impairment of service for the shippers; 

Be it therefore resolved, That we endorse the position of the 
National Industrial Traffic League on this matter, which is that the 
sections of the transportation act under which the Interstate Com- 
merce Commission is proceeding to fix a plan for general consoli- 
dation to which all consolidations in the future must conform, should 
be repealed, and that, in lieu thereof, authority should be given to 
the Commission to authorize railroad consolidations on application 
of interested lines, provided that such consolidations, in the judg- 
ment of the Commission, are in the public interest and will not sub- 
stantially lessen carrier competition; and ; 

Resolved, That we condemn proposed compulsory consolidation of 
the railroads as a step even further than the present law toward 
ultimate government ownership or operation and as probably uncon- 
stitutional; and 

Resolved, That we impress on those discussing the subject of 
consolidation before the Commission or elsewhere, the importance of 
making known their opposition to any such general consolidation, if 
such opposition exists. 

We realize that our endorsement of a proposed amendment to 
the law with respect to consolidation of the railroads may seem 
inconsistent with our position, expressed in former resolutions; that 
there should be no tampering with the transportation act at this 
time, but we regard the matter of consolidation as an exception, for 
the reason that, if the law is not amended soon, the Commission 
will adopt a plan of general consolidation and the policy which we 
condemn will be actually in force. Railroad consolidation, as pro- 
vided for in the present law, is not one of the things, in our opin- 
ion, that may be allowed to stand in the interest of protecting the 
vital principle of the statute, as a whole, from attack. 


It was voted to send a copy of the resolution to every rail- 
road president of the country, when, and if they are ratified by 
member clubs, as all resolutions of the association must be in 
order to become effective. 


Appointments to the Commission 


The action of President Harding in appointing Frank Mc- 
Manamy to the Interstate Commerce Commission and the atti- 
tude of the association toward Commission appointments gen- 
erally was expressed in the following resolution, offered by Mr. 
Palmer, and adopted unanimously: 


Whereas, The President of the United States has appointed Frank 
McManamy, a man without the training and experience that would 
fit him for the office, to membership on the Interstate Commerce 
Commission to succeed W. M. Daniels, resigned; and 
..._ Whereas, The Associated Traffic Clubs of America, at its meet- 
ing in St. Louis, Dec. 5 and 6, 1922, adopted the following resolution: 

Resolved, That it is the sense of the Associated Traffic Clubs of 
America to be presented to the President of the United States with 
proper representations as to our qualifications to speak, that appoint- 
ments to the Interstate Commerce Commission should be made with 
sole view to the fitness of the appointees to serve on this body, whose 
functions are of the utmost importance to both shippers and carriers. 
Appointees should be men of experience in the transportation world.” 


And, whereas this resolution was ratified by thirty-three mem- 


ber clubs and was presented to the President of the United States 
in due form; 


‘ Therefore, be it resolved, That the Associated Traffic Clubs of 
‘America expresses regret that its previous admonition has not been 
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heeded, and that a copy of this resolution—after ratification by 
member clubs—be sent to the President of the United States. 


Carriers and Public Relations 


A report of a special committee, composed of Mr. Palmer, 
chairman, Mr. Maxwell of Cleveland and Mr. Webster of Day- 
ton, with respect to the education of the public in matters of 
transportation, was adopted, as follows: 


We believe that in public education is to be found the solution of 
the railroad problem with respect to sound national legislative and 
regulatory policies that will result in adequate revenue for the car- 
riers and reasonable rates for the shippers. While others than the 
carriers are interested in bringing about this solution, we believe 
that on the carriers rests the Beeary responsibility, for the reason 
that My are most vitally and directly affected and for the additional 
reason that they have the resources and the organization machinery 
with which to work. While we realize that they are not unaware of 


_the necessity for education of the press and public and that they are 


making some efforts along this line, we believe that the machinery 
and methods employed are not sufficient to produce the desired results. 

We, therefore, 

(1) Recommend that the railroads adopt a more effective plan 
for conducting their public relations by constituting a recognized and 
able central publicity authority whose function would be (a) to an- 
swer immediately, and in such ways as best to bring about publicity, 
misrepresentations as to the railroad situation made in Congress or 
in other ways national in scope; (b) to prepare and distribute to in- 
dividual carriers material to be used by them in educational cam- 
paigns along their own lines, such individual campaigns to be planned 
after consultation with him; (c) to call on representatives of indi- 
vidual carriers or on such committees of carriers as might be con- 
stituted, for action in local cases of misrepresentation or lack of 
proper information. 

(2) Recommend that this central authority be supplemented by 
the organization of state public relations committees of representa- 
tives of carriers whose function shall be (a) to co-operate with the 
central authority and with each other; (b) to handle their local 
situations with or without advice from the central authority, through 
paid publicity agents, personal calls on editors, personal efforts di- 
rected toward individuals or organizations, and through such other 
means as may seem advisable from time to time. 

(3) Recommend to individual traffic clubs the establishment of 
public affairs committees, one of whose functions shall be to take 
note of misrepresentations or popular misunderstanding of transpor- 
tation problems with a view to calling ther: to the attention of the 
proper railroad public relations committees, and otherwise co-operate 
with these committees; and in all other possible ways to assist in 
the work of bringing about correct public understanding. 

(4) Approve the purpose of the recently organized National 
Transportation Institute, which, as we understand it, is a body that 
will disseminate, as effectively as possible, the facts, when deter- 
mined, as to transportation conditions; and express the hope that it 
will prove to be a means of helping remove popular misapprehension. 


A copy of this resdlution, when ratified by member clubs 
will also be sent to the railroad executives. 


Intercoastal Steamship Rates 


The report of a special committee, composed of J. M. Fin- 
ley, chairman, T. T. Harkrader, C. T. Stripp, W. C. Fitch and 
N. G. Campbell, on the subject of intercoastal steamship rates, 
was discussed at length, finally being amended to read as fol- 
lows, and adopted: 


It is the sentiment of your special committee that the inter- 
ests of all concerned require that intercoastal steamship rates be 
placed under the jurisdiction of the Interstate Commerce Commission, 
The railroads, pipe lines and other interstate carriers are now 
under that jurisdiction, and are regulated as to their rates. The 
intercoastal steamship lines, on the other hand, are subject to the 
jurisdiction of the United States Shipping Board, who have not the 
same supervision over rates. In view of the unstabilized condition 
of rates by steamships engaged in intercoastal trade, brought 
about by the recent dissolution of the shipping conference, trade 
has suffered and a chaotic condition has resulted, because there is 
no stability whatever to the steamship rates, which are changed 
at will without notice and are unquestionably discriminative. The 
effect is much the same as that which resulted during the period 
of unregulated railroad rates. Shippers have no way of knowing 
what their competitors’ rates are now, or what their own rates 
will be at any future time. 

Until orderly and reasonable regulation of intercoastal steam- 
ship rates, and like co-ordination of steamship and railroad rates 
can be effected, the interests of all will suffer. 

Therefore, the committee recommends that the subject receive 
the earnest consideration of member clubs with a view to definite 
action at the next meeting of this association. 


Mr. Finley was not present to make the report for his 
committee, so Mr. Stripp conducted the defense of the com- 
mittee’s action. 


The Warfield Plan 


O. I. Gantt of Wichita offered a resolution on the Warfield 
car-pooling plan, which was referred to a committee composed 
of himself, as chairman, Mr. Harlan and Mr. Stripp. The com- 
mittee reported the resolution favorably the next morning and 
it was adopted, as follows: 


Whereas, A plan for “more serviceable and economical dis- 
tribution of freight cars” presented by the Board of Economics 
and Engineering of the National Association of Railroad Securi- 
ties, known as the “Warfield Plan,” has been submitted to the In- 
terstate Commerce Commission and been urged upon the Congress 
of the United States, and quite likely will be urged upon the next 
Congress; and 

Whereas, This so-called “Warfield Plan” has; after an ex- 
haustive and thorough investigation by a special committee of 
experts of the American Railway Association, been found to be 
“economically unsound, impractical of application, diametrically 
opposed to rendering efficient service in the best interests of the 
shipping public, contrary to the fundamental principles of private 
and competitive operation of the American railroads, and that its 
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adoption would increase rather than decrease operating expenses 
with a-resultant increase in charges against the public, and that 
the agency proposed would not be answerable for operating re- 
sults of any single railroad, even though that railroad be sub- 
jected to its mandates; be it 


Resolved, That the Associated Traffic Clubs of America oppose 


with every means at its disposal the adoption of the so-called 
“Warfield Plan”; and be it further 


Resolved, That the Associated Traffic Clubs of America recom- 
mend and urge that the American railroads be permitted to work 
out the car distribution problem themselves, and that they be not 
hampered by any further legislation on the subject. 


Investment in Rail Securities 


On motion of Mr. Harkrader, the association voted to recom- 
mend to the favorable consideration of member clubs the resolu- 
tion adopted by the New York Traffic Club (previously published 
in The Traffic World) favoring investment of surplus club funds 
and investments by individual members of clubs in railroad 
securities as a practical means of showing and establishing con- 
fidence. 


“Give Our Railroads a Chance” 


A resolution offered by Mr. Webster was adopted pledging 
the association to use on its stationery and printed matter the 
slogan, “Give Our Railroads a Chance,” and recommending that 
member clubs do the same thing and that industrial members 
of clubs use their influence with the business concerns by which 
they are employed to do likewise. 


Water, Rail and Highway Transportation 


Gerritt Fort, chairman of the committee on correlation of 
water, rail and highway transportation, made the following re- 
port of progress: 

The first and only atins of this committee was held in Hotel 
Commodore, New York, on Febr 


stood that for the present the committee would confine its work to a 
study of the relation of highway and rail transportation, and .it 


Was agreed that the chairman of the committee would submit a’ 


questionnaire to the members which would bring out the facts as to 
legislation, present and proposed, expenditures for highway construc- 
tion and maintenance, registration fees and taxes, registration statis- 
tics,- and weight and measurement restrictions. This questionnaire 
was submitted on February 26, a number of states being assigned to 


each member of the committee. Complete replies have been received . 


from some members of the committee, partial replies from others, and 
no replies whatever from still others. The reports thus far received 
from 17 states and the District of Columbia indicate a’ very wide 
variation in the method of taxing and regulating automotive vehicles, 
ranging from $1.00 per truck (with special license. tax) to $500 per 
truck. Other variations are noted in the weight and measurement 
restrictions ranging from a minimum of four tons capacity per truck 
in Texas to 15 tons in New Jersey, and some states, such as Cali- 
fornia and Nevada, no limitation at all. Of the 17 states thus far 
reported, we find that only six require a Certificate of Necessity for 
the operation of motor trucks for hire, and that in three states where 
no certificate is now required by law, legislation is pending which, 
if adopted, will require such certificate. The same is substantially 
true in the matter of control of rates and service by state regulatory 
bodies. Seven states report special taxes which are additional to the 
registration fees, and in five states where no special taxes are now 
assessed, legislation is pending which, if adopted, will create a spe- 
cial tax, generally on the basis of one cent per gallon for gasoline 
consumption. 

The Motor Vehicle Conference Committee, representing the Amer- 
ican Automobile Association, the Motor and Accessory Manufacturers’ 
Association, the National Automobile Chamber of Commerce, National 
Automobile Dealers’ Association, and the Rubber Association of 
America, issued, under date of January 1, 1923, three pamphlets— 
first, on the subject of State Regulations of Motor Vehicle Common 
Carriers; second, Special Taxation for Motor Vehicles; and third, 
State Restrictions on Motor Vehicle Operation. These pamphlets 
contain nationwide surveys of the laws as to regulation, taxation and 
restrictions on operation much more complete than your committee 
has been able to gather thus far, although it_is probable that since 
they were issued some changes have been made in state laws affect- 
ing motor vehicles. I have asked for a sufficient number of copies 
of these pamphlets for each member of the committee and will send 
them to you if and when received. 

The United States Chamber of Commerce has, since the appoint- 
ment of our committee, instituted a similar inquiry, and President 
Banham and the undersigned are members of a committee appointed 
by the chamber to study and report on the question. It is the belief 
of your chairman that the work of the United States Chamber of 
Commerce Committee which is now progressing and the results of 
which may be available for consideration by our committee at the 
Indianapolis meeting, may form a basis for our deliberation and con- 
clusions, and that we ought not to undertake to make a definite and 
final report until after we have had an opportunity to study the 
conclusions of the United States Chamber of Commerce Committee. 

The Motor: Vehicle Conference Committee, in its pamphlet on the 
subject of State Regulations, reaches these conclusions: 

“If the legislature of a state deems that the best interests of all 
concerned—that is the general public, other forms of carriers and 
motor vehicle common carriers—can only be realized by regulation, 
then the following fundamental principles should be followed in 
drafting and adopting laws on the proposition: 

*‘"1. Control over intrastate transportation of persons and pro- 
perty for hire, over regular routes or between fixed points, if adopted, 
should be exclusively in the hands of some agency of the state. No 
power whatever in the premises should be vested in the governing 
bodies of the municipalities of the state. 

“2. Such state control over motor vehicle common carriers should 
be placed in existing commissions, such as the Public Utility Com- 
mission, etc., of the various states. It should be provided, however, 
that at least one member of such a commission should be conversant 
with and in sympathy with motor transportation. 

“3. Asa preaceente to the operation of a motor vehicle com- 
mon carrier, the owner thereof should be obliged: 

(a) To obtain a Certificate of Public Convenience and Necessity 
with a proviso that lines in actual operation before the law goes into 
effect shall prima facie, be regarded as necessary to public con- 
Mee = necessity, and should, therefore, automatically be granted 
a certificate. 


(b) To take out liability insurance adequate to indemnity in- 


uary 21, at which time it was under- 
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juries to persons or damage to property resulting from negligent 
operation. 

“4, The state regulatory bodies having control over motor 
vehicle common carriers should be vested with the same powers they 
exercise in controlling other forms of public utilities. 

“5. Any special or extra fees levied upon motor vehicle common 
carriers should be utilized exclusively for highway maintenance. Such 
special or extra fees should in no case be more than 100 per cent 
greater than the normal registration fees for the vehicles of the class 
to which they belong. 

“6. Legislation should be enacted enabling steam railroads, trol- 
leys and shipping companies to acquire, own and operate the motor 
vehicle in conjunction with their regular line of business.” 

It is the. personal belief of your chairman that the public interest 
does require the adoption of regulatory laws for motor vehicles, and 
I am prepared to subscribe to the foregoing recommendations with 
the exception of No. 5, in which I do not concur, with the additional 
recommendation that the Interstate Commerce Commission be given 
similar jurisdiction over interstate motor transport. 

On the subject of Taxation the Motor Vehicle Conference Com- 


. mittee takes the ground that the total amount of taxation should be 


limited to the sum of money necessary for: 

“a. Administration of State Motor Vehicle Department. 

“tb. Maintenance of Improved Highways of the State.” 

The committee also says in the same pamphlet: 

“In the development and maintenance of improved highways for 
animal-drawn transportation the theory that society-as-a-whole ben- 
efited by the expenditure of money for the purpose led the law 
makers to take the needed money out of the general purse.”’ 

In the light of my present knowledge of the subject I am not 
prepared to accept the foregoing as sound doctrine. Of course, 
society as a whole benefits by good highways, but the cost of such 
highways as were needed for horse-drawn vehicles was insignificant 
compared with highway expenditures in this era of automotive trans- 
portation, and the question of whether the cost should be assumed 
out of the public purse was—in the day of the horse—of relative 
unimportance. Furthermore, before the advent of the railroads, when 
persons and-:property had to be transported over the highways, it 
was the general custom to charge tolls, thus placing upon those who 
benefited most a larger share of the cost. 

In my opinion, now that we seem to be harking back to highway 
transport as a means of moving an important share of the nation’s 
commerce, we must revert also to some plan akin to the toll system. 
under which the cost of both construction and maintenance will be 
justly allocated in proportion to the share of the cost created by the 
users, and the benefits derived. 

I think it is fair to say there is a popular impression that heavy 
duty trucks create damage to the highways out of all proportion to 
the damage resulting from the use of passenger automobiles and the 
lighter varieties of trucks, to say nothing of horse-drawn vehicles. 
As a result of this impression, plus a growing tendency to regard 
heavy trucks as a highway nuisance, and plus also a demand on the 
part of truck operators for unimpeded highways, a movement seems 
to be developing toward the construction of secondary highways for 
the exclusive use of trucks. It could hardly be seriously claimed 
that such highways ought to be built out of the public purse. If 
this is a sound theory, steam railways should also be built by direct 
tax upon the public. If special highways are needed for trucks they 
certainly ought to be built and supported by the users and not by 
the general taxpayer. 

In considering a fair method of taxation for motor vehicles we 
should also consider whethér railroads and other public utilities are 
justly taxed. At my request, Thornton Alexander, Esq., Solicitor of 
the Boston and Maine Railroad, has made a study of the relation of 
public utility taxation to highway construction and maintenance, and 
a_ copy of Mr. Alexander’s paper is attached hereto. In this paper 
Mr. Alexander makes it clear that railways and other public utilities 
are today being used as tax gatherers for the communities, the the- 
ory being that they in turn pass this expense on to the users. So 
far as the railroads are concerned this theory is fallacious, as Mr. 
Alexander clearly points out. It may be possible for an electric light 
company, a gas company, or any other public utility serving a _ re- 
stricted community, to include its taxes in its rates, but the making 
of railroad rates is a much more complex question. Competition be- 
tween producing and consuming sections makes it literally impossible 
for the railroads to pass on to the public any material part of their 
tax burden. At present the railroads and presumably other public 
utilities are overtaxed, and motor vehicles, notably common carrier 
trucks, are untaxed. In curing this situation, motor vehicles should 
not be overtaxed. The remedy proposed by Mr. Alexander avoids 
this danger; it is that suggested in the Report of the Special Joint 
Committee on Taxation and Retrenchment of the State of New York, 
Legislative Document No. 72 (1922), at pages 116, 117 and 118. This 
proposal is what is called a gross-net tax, the details of which are 
set forth in Mr. Alexander’s paper. Under this plan all public util- 
ities would pay a scaled tax based upon their net earnings with a 
minimum of a fixed percentage of their gross earnings. Summarized, 
Mr. Alexander’s conclusions, in which-I fully coneur, are as follows: 

1. That motor vehicle owners of all kinds as users of the high- 
way ought to bear an adequate part of the expense of highway con- 
struction and maintenance. 

2. That few owners of vehicles of any description do make such 
adequate contribution. 

That the various states ought carefully to determine the costs 
of highway construction and maintenance for taxing purposes. 

4. Owners of private passenger cars and business vehicles should 
be required to contribute to the state by licenses, registration fees 
or taxes a fair and adequate amount as users of the highways. 

5. That common carrier motor truck owners ought to be re- 
quired to submit to rules, regulations and restrictions as to their 
tariffs and practices, similar to those in force with respect to other 
common Carriers. F 

. That as common carriers the motor truck owners should be 
taxed in the same manner as other common carriers, particularly 
the railroads so far as practicable. : 

7. That inasmuch as present systems of railroad taxation, as 
well as other utilities taxation are oppressive, arbitrary, unequal, 
diverse and inequitable in a great many cases, so far as possible sys- 
tems of railroad and other utility taxation in the various states 
should be standardized upon a reformed and equitable basis. 

8. The most practicable method as yet suggested is the so-called 


gross-net tax. 
Greeting and President’s Address 


An address of welcome to the visiting delegates was to have 
been made by B. A. Worthington, president of the C. I. W., but 
he was suddenly called out of the city and his address was read 
by J. G. Thomas, president of the Indianapolis club. He said, 
in part: 


We are gathered here today in the interest of industry—that in- 
genious device of human intelligence whereby common cause may be 
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served to best mutual advantages. American industry is peculiar to 
America. In no other country, upon no other continent, do we find 
that fine intermingling whereby: the fruits of the south and the 
cereals of the north, the base metals of the east and the rare metals 
of the west, meet on practically. a uniformly interchangeable basis 
throughout, with but the slightest differentials due to cost of trans- 
portion. There is scarcely an article of commerce in which trans- 
portation has not entered repeatedly before it is laid before the pro- 
spective purchaser, and any stoppage in the constant flow of mer- 
chandise, any condition that operates as a deterrent upon traffic, 
places a tax upon the ultimate consumer that cannot be traced back 
to its source because, in infinite handling and rehandling, it loses its 
identity. In the aggregate, however, it is a tremendous loss to in- 
dustry. I am agekng specifically of railroad strikes, and kindred 
strikes which affect the cost of railroad operation: and which sift 
down through freight rates and lay their extraordinary tolls upon the 
gg — wrecking the machinery of transportation as they 
ass through. 

7 American industry is all linked together by: its wonderful system 
of common carriers. The time was when railroad strikes were fought 
out by individual carriers, and service was disrupted temporarily. 
The public, impatient over repeated interruptions, finally asserted 
its right to arbitrate strikes—rather to palliate them, as arbitration, 
peing diplomatic rather than economic in its nature, always made 
some concessions to the strikers who soon learned to make their de- 
mands accordingly. Thus under the influence of misdirected sym- 
pathies, the right to strike at will became the recognized preroga- 
tive of powerful minorities to levy tolls upon the unsuspecting pub- 
lic, and so powerful has this public menace become that it recognizes 
no power of restraint. The coal miners’ strike and the railway shop- 
men’s strike of 1922 were not essentially grievances against the own- 
ing interests, but flagrant demands for concessions from the general 
public, and for public repudiation of all rules and rights of\ decent 
law and order. Disrupted service, the gradual deterioration of pro- 
perty whilst it could not be maintained properly, and the increased 
costs of ‘closed shop’’ railroad labor—all are essentially destructive 
in principle and call loudly and distinctly upon the defensive and 
constructive instincts of every right-thinking and fair-minded man 
within our borders. All that is good in respect to overland trans- 
portation has been preserved for us and is symbolized by our mag- 
nificent transportation system. The least we can do is to defend it 
for the safety, comfort and well-being of future generations, and not 
permit it to be looted and dissipated by any organized minority, un- 
der any pretext whatsoever. The prices that we are paying now in 
delayed movement and in higher rates for transportation than were 
customary before the war, are the price of indiscretion in fostering 
labor unionism through misdirected sympathy. Through the natural 
incentives of industry, human toil, more or less general, has been 
supplanted by mechanisms which respond to the pushing of a button 
or the throwing of a lever, and certainly industry is entitled to some 
more fitting recompense than “ome! along the brink of insolv- 
ency. Our railroads should be the backbone of American industry, 
as firm and stable as the Rock of Gibraltar. Our railroad mileage 
should be augmented from year to year—but it is decreasing alarm- 


ingly, and the ruinous effects of the late war, the lack of finances . 


upon the return of the railroads after the war, and the recent strikes 
of the coal miners and railway shopmen, all operate as deterrents to 
improvement in railway service, and government ownership nor any 
other makeshift or device of mind can remedy this situation so long 
as we ourselves ignore the primal cause of_civilization—the defen- 
sive and constructive impulses of humankind. 

My message of welcome contains a note of distress. We aré aS- 
sembled here on cOmmon grounds in’ response to a common cause. 
Let us not leave this room without recognizing the initial compelling 
cause of the civilization that is peculiar to America, without acknow!l- 
edging a common interest in our magnificent system of common car- 
riers, or without a firm resolution to apply common sense to the 


solution of our common problems, and common law for the protec- 
tion of our common interests. 


President Banham responded fittingly and described the 
growth of the association and his hopes for its future. 


Speeches at Banquet 


The delegates to the convention were enteretained at a ban- 


quet given by the Indianapolis Traffic Club Wednesday night. 
President Banham and George M. Barnard, of Indianapolis, one 
of the directors, were two of the speakers. The principal speaker 
was Senator S. D. Fess of Ohio. Former Senator A. J. Bev- 
eridge of Indiana was also at the speakers’ table and was called 
on for a few remarks. The keynote of all the speeches was 
that education was needed by the public in transportation mat- 
ters and that the traffic clubs should help accomplish it. Sen- 
ator Fess changed his subject at the last minute and talked of 
transportation problems, apparently convincing his hearers that 
he thought straight on the subject and would do his best to 
defeat the plans of the radicals. He explained the difficulties 
under which a member of Congress labored and asked for help. 
Senator Fess sat in the meeting of the association for a part 
of the session the next morning. 

The general enjoyment of the evening was contributed 
to largely by Judge R. W. Baggott of Dayton, O., who acted as 
toastmaster. There was also a good musical program. 


Thursday Luncheon 


_The delegates attended the regular weekly luncheon of the 
Indianapolis Traffic Club on Thursday. President Banham and 
Judge Baggott were the speakers. 





UNIFORM MILEAGE RULE 


The Board of Railway Commissioners has issued a suggested 
order giving a uniform rule for application of mileage rates 
on carload freight from local sidings when mileage is not pub- 
lished, and is inquiring of those affected if there is any objec- 
tion to the proposal. The proposed order is as follows: 

_, lm computing the distance governing traffic handled under 
Mileage rates from loading sidings not named therein, that 
applicable from the nearest station thereto shall be used.” 
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BLAME ROADS FOR PIER DELAYS 
The Trafic World New York Bureau 


Railroads entering New York are blamed for delays and 
unnecessary expenses in connection with the delivery and re- 
ceipt of freight at piers in a report made by the Docks and 
Ferries Committee of the Merchants’ Truckmen’s Bureau of 
New York, following a tour of inspection. This organization, 
through its Executive Secretary, Thomas F. Barry, issued a 
statement charging the carriers with inefficient service in the 
delivery of outbound shipments. He said that the railroads 
were forcing the employes of truck owners to perform the work 
of longshoremen. 

The Merchants’ Association of New York, the Downtown 
League and the N. Y. Board of Trade & Transportation have 
been asked by the Truckmen’s Bureau to co-operate in an effort 
to have conditions improved. The report of the committee has 
been sent to Samuel Rea, president of the Pennsylvania; W. G. 
Besler, president of the New Jersey Central; E. J. Pearson, presi- 
dent of the New Haven; W. H. Truesdale, president of the 
Lackawanna; A. H. Smith, president of the New York Central, 
and BE. E. Loomis, president of the Lehigh Valley. The state- 
ment said that acknowledgments have been received from Mr. 
Rea, Mr. Loomis, Mr. Besler and Mr. Smith, promising official 
investigations immediately. It was said that the Merchants’ 
Association has expressed its willingness to co-operate. 

Mr. Loomis said that he had no knowledge of any such condi- 
tions, but that he would look into the matter, adding that there 
was no disposition on the part of the Lehigh Valley to enforce 
such conditions on the truckmen and that they would be cor- 
rected if the complaints were found to be justified. Mr. Smith 
likewise denied knowledge of such a state of affairs. Other 
railroad officials were inclined to believe that the picture had 
been overdrawn. 

The statement of the Truckmen’s Bureau said: 


We found in our inspection of the railroad piers of the New 
York, New Haven & Hartford, the Pennsylvania, Lehigh Valley, 
Central Railroad of New Jersey and the Delaware, Lackawanna 
& Western, that there was an insufficient amount of labor em- 
ployed by the roads on the receiving platforms of the roads, with 
the result that drivers of trucks are forced to perform the work 
of longshoremen, which should be performed by employes of the 
railroads. 

By this we mean that a driver arriving at the piers of the 
carriers mentioned must léave his truck against the bulkhead and 
search for flat trucks. Discovering them, he must pull the flat 
trucks to the tail of his truck and then unload the freight himself 
onto the flat trucks. Following this, he must pull the flat trucks 
away from the tail of his truck to the freight-weighing scales on 
the platform and procure additional flat trucks. All this makes 
for inefficient service and lost waiting time. 

We hold, and the traffic bureau of the Merchants’ Association 
agrees with us, that “it is the duty of the railroad carrier to 
receive the freight from the tailboard of the wagon or motor 
truck, and it is not the duty of the shipper to place the freight on 
flat trucks and then move these trucks from the bulkhead or 
receiving platform to the place of unloading.” 

In addition to the foregoing delay, drivers wait for hour in 
front of cashier’s windows on railroad piers to pay bills or to 
have their shipments routed by freight clerks. The delays are 
unnecessary and all could be eliminated by the railroads employ- 


ing additional labor to man flat trucks and otherwise assist 
drivers.” 


With regard to conditions found on the New York Central 
piers, the statement declares, the system of this road in receiv- 
ing outbound freight is “hopelessly antiquated.” It is declared 
all freight is dumped on the pier bulkhead promiscuously and 
taken away on small hand trucks “with the result that the 
platforms are quickly bloeked up and no more freight can be 
received until they are cleared.” 

“Because of the desire of the roads to cut down operating 
expenses,” concludes the statement, “truckmen’ and merchants 
alike are delayed for hours at the piers, and the movement of 
freight through the Port of New York is held up in consequence. 


Sufficient labor on the platforms would quickly eliminate these 
conditions.” 


GUARANTY CERTIFICATES 


The Commission has certified to the Secretary of the Treas- 
ury that $387,231.02 is due the Columbus & Greenville in final 
settlement of the guaranty. 

The Commission has certified to the Secretary of the Treas- 
ury that $24,537.43 is due the Montpelier & Wells River in final 
settlement of the guaranty, an advance payment of $64,500 
having been made heretofore. 

The Commission has certified to the Secretary of the Treas- 
ury that $61,296.87 is due the Duluth & Northeastern in final : 
settlement ofthe guaranty. 

The Ironton Railroad Company in the six months following 
federal control earned $1,932.77 in excess of the guaranty for :' 
that period and will be called on by the Secretary of the Treas- 
ury to pay the sum named to the government under a cer- 
tificate issued by the Commission. The Ironton is one of a few 
roads which accepted the guaranty provisions of the transpor 
tation act and earned in excess of the guaranty. shag he 
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PORT DIFFERENTIAL ARGUMENT 


The Trafic World Washington Bureau 


The port differential cases, No. 13548, Maritime Association 
of the Boston Chamber of Commerce et al. vs. Ann Arbor et al., 
and two sub-numbers thereunder, complaints by the same asso- 
ciation against different groups of railroads, were argued before 
the entire Commission, May 22, and the following day. Com- 
missioner Lewis, who has ben ill but who is now able to be 
about again, was the only member of the Commission not present 
when they were begun. 

The substance of the complaints is that the differential 
adjustment of import and export rates, which gives Philadelphia, 
Baltimore, Hampton Roads and Montreal rates lower than those 
given Boston, which are the same as those given New York, 
give undue preference to the differential ports and result in 
undue prejudice against Boston and the other New England ports. 
Attorney-Examiner Charles F. Gerry recommended the dismissal 
of the complaints on a finding that the adjustment had not 
been shown to be or to have been in violation of the law. 

BE. E. Clark, former chairman of the Commission, opened 
the case for the complainants, which are not merely Boston, 
but every other New England port. Delegations from all the 
ports constituted an unusually large audience, Senator Lodge 
of Massachusetts occupying a seat in the front row. 

As developed by Mr. Clark, the New England proposition 
was that unless a port could have rates that would give it 
grain to export, it could not be developed as a port. A ship 
line, he said, could not be developed unless it could have ballast 
cargo, of which grain and grain products constituted one of 
the most desirable forms. Boston was not asking for something 
it had never had, he said, but merely for the restoration of 
what it once had had, but which it has not now and by reason 
of the lack of which it had become a port of negligible business. 
Grain exporters living in Boston and desiring to do business 
through their own port, he said, were forced to go to other cities 
to do the business they formerly did through Boston and other 
New England ports. 

As a climax to an argument lasting nearly two hours, Mr. 
Clark said there was no justification for differentials on grain 
and grain products, either on ex-lake grain or grain from dif- 
ferential territory. 

Wilbur LaRoe, Jr., also arguing for the New England ports, 
devoted himself to the demolition of three propositions set up 
in behalf of the ports of Philadelphia and Baltimore, namely, 
differences in distance, that New York is a large port, and the 
antiquity of the differential adjustment. Under that adjustment, 
he said, Canadian ports are growing rapidly. 

Preferences for the three ports of Baltimore, Philadelphia 
and Hampton Roads, he said, were the only exceptions made 
by the railroads to their general rule of having equal rates to 
all ports. 

“The ascendency of the Canadian ports,” he said, “is noth- 
ing less than alarming. At the rate of gain of the Canadian 
ports during the past few years, if maintained for a decade, it 
will mean that United States ports will not be exporting any 
grain at all.” 

He ridiculed the contentions of the three big trunk lines 
serving the ports having rates less than New York, which means 
less than Boston, that differences in distance justify differences 
in the export rates. The maximum difference in distance as 
between New York, Philadelphia and Baltimore, he pointed out, 
was 61 miles. Yet he said the New York Central, the Pennsyl- 
vania and the Baltimore & Ohio joined in rates from Cleveland 
to New Orleans the same as to Boston, with the difference in 
distance 400 miles against New Orleans. 


A mere statement of the rates, he said, showed discrimina- 
tion against Boston. But, he said, his duty, under the law, was 
to show that the discrimination was of the kind or character 
forbidden by the law. That he proposed to do, he said, by 
bringing to the attention of the Commission the multitude of 
facts brought into the record in this case. 


In his argument, Mr. Clark made it clear that the case did 
not involve the differentials on domestic traffic. He did that 
in a colloquy with Commissioner Potter. Answering a question 
by Mr. Potter, the former chairman pointed out the difference 
in the purpose of domestic and export rates, the latter being 
made, he said, to enable the country to export its surplus to 
markets where it was needed, in competition with surplus from 
other parts of the world. He also pointed out that while the 
ocean rates were not always identical from all the ports, they 
were substantially so and that if grain could get to Boston on 
an equality of rates that port had the facilities to handle it and 
the men desiring to export. 

The speaker said there had been many observations by the 
friends on the other side about the complainants shifting their 
position, but he asserted the case now stood as it had always 
stood, and as many others had stood before the Commission, 
namely, as one alleging undue prejudice. He said the prayer 
was for the removal of the undue prejudice by any one of sev- 
eral methods. All New England was asking, he said, was equal- 
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ity of opportunity to use the facilities of the railroads at rates 
the same as those given other ports. The allegation of unrea- 
sonableness, made in the complaints, was not pressed at the 
hearing, he said. 

“All we are asking is to be permitted to do business under 
rates under your jurisdiction,” said Mr. Clark. He discussed the 
Diffenbaugh case, which, he said, had been used as the law 
applicable to the case. He said that that case undoubtedly de- 
fined the law about attempts to equalize commercial conditions, 
but it was not the law about the equalization of opportunity to 
use the facilities of carriers. He said there had been no shifting 
of position. Parity of rates, in the sense of equality of rates, he 
said, had been asked in the beginning and that was the prayer 
now. 

“We are not asking for an apportionment of traffic, or a 
percentage of the traffic,” declared Mr. Clark. “I challenge the 
record to show any such thing. 


“To show the Commission that this is not a local New 
England matter, I want to direct the attention of the Commission 
to the fact that many organizations and communities intervened 
in the case or_sent their witnesses to support the complainants. 

“Competition of carriers created the differentials and they 
were accepted in settlement of controversies between carriers. 
Changes have been made by order of the Commission or on its 
suggestion. Prior to the war and the advent of the United States 
Shipping Board, shippers through Boston were able to get con- 
cessions from ocean carriers that enabled them to compete. 
After the beginning of the war the shipping situation tightened 
up and the import and export traffic of Boston has become prac- 
tically negligible and the differential rates have reached their 
maximum of evil effect. 

“Distances are disregarded now more than they would be 
if these ports were put on a rate equality.” 


Continuing his recital of the evil days that had fallen on 
New England ports by reason of the differential adjustment in 
favor of Baltimore, Philadelphia, and the Hampton Roads ports, 
Mr. LaRoe said there had been a 38 per cent decline in the im- 
port and export business of Boston, between 1910 and 1920. Its 
exports in the earlier year, he said, amounted to 15 per cent of 
the total and in the later only 2.9 per cent. In 1910, he said, the 
grain exports amounted to 10 per cent of the total and in 1920 
only one per cent. In the same period the export and import 
business of Philadelphia had increased 236 per cent, Baltimore 
447 per cent, New Orleans 136 and Galveston 138 per cent. 

In 1916 or the following year, Mr. LaRoe gaid, ocean rates 
from all the north Atlantic ports became the same. Prior to 
that time the rates from Baltimore and Philadelphia had been 
higher and that fact, he said, constituted one of the reasons for 
the maintenance of the differential rates. He attributed that 
equalization of ocean rates to the United States Shipping Board. 
Considering export rates merely as proportionals, he said that 
that change constituted a factor that was sufficient to account, 
in a large measure, for the decline in Boston’s business and the 
big increase in that of Philadelphia and Baltimore. 

“Baltimore and Philadelphia are seeking the perpetuation 
of a newly acquired advantage,” said Mr. LaRoe. 

Continuing, he said that there was not the slightest reason 
for a differential on ex-lake grain and grain products by reason 
of any difference in distance from Buffalo. The Commission, 
in many cases, had ignored differences greater than those in the 
adjustment of group rates. He denied that the Commission had 
ever passed on the question of the relationship of import and 
export rates via Boston and New York on the one hand, and 
south Atlantic, gulf and Canadian ports on the other. His as- 
sertion was that in all other cases the question was the relation- 
ship of the rates via New York on the one hand and the differ- 
ential ports on the other. 


Samuel Silverman, assistant corporation counsel for the city 
of Boston, was given a minute in which to give notice that Bos- 
ton desired the preservation of her right to test, in the Supreme 
Court of the United States, if necessary, the constitutional right 
of Boston to be preserved from discrimination by reason of any 
order the Commission might make in this case. 


Henry Wolf Bikle, for the Philadelphia lines, said the New 
England interests were arguing on the false assumption that a 
difference in rates spelled a discrimination. He said there had 
been no change in the law and none in the facts since’ the Com- 
mission had last passed on the question of the differential rates. 
None of the new provisions of the law, some of which had been 
mentiond by Mr. LaRoe, he said, had any effect whatever upon 
the situation. He commented upon the changes made in the 
complaints and the varying methods of relief suggested by the 
complainants, saying they ended with the contention that rates 
should be equalized. Among the contentions as to relief, he 
pointed out, were for rates no higher than those to the differen- 
tial ports, no higher than to the South Atlantic ports, or no 
higher than those to Canadian ports. 

What they really desired, he said, were rates lower than 
those to New York. Had they asked for such relief, the case, 
he said, would be much simpler, although he did not mean to 
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say it was complicated. He agreed with the complainants that 
the question was as.to whether the rates were unduly preferential. 

So-called admissions against interest attributed to witnesses 
for the respondents claimed the attention of Mr. Bikle, first of 
which was the letter of George H. Ingalls, traffic vice-president of 
the New York Central. He said there was no reason why rates 
to the north Atlantic ports should not be the same. Mr. Bikle 
called attention to the fact that the New York Central then, as 
now, served New York and Boston, and that if the rates to Phila- 
delphia, Baltimore and Hampton Roads were made the same, the 
tendency might be to throw traffic to New York and Boston. As 
to the assertions of E. P. Bates, traffic man for the Pennsylvania, 
and O. S. Lewis, for the Baltimore & Ohio, that the adjustment 
to the south Atlantic and Guif ports was wrong and that such 
assertions constituted admissions that the contention of Boston 
was right, he suggested that inasmuch as the ports served by 
the Pennsylvania and Baltimore & Ohio might regain business 
by reason of higher rates to southern ports, the so-called ad- 
missions might well be counted as contentions in favor of an 
adjustment tending to give the Baltimore & Ohio and Pennsyl- 
yania more business. 

“But in all that discussion no mention was made of the fact 
that in the equalization through the south Atlantic and gulf 
ports grain and grain products were and are not included,” said 
Mr. Bikle. He added that the increase in the prices of everything 
resulted in lessening the value of the differentials. Comment- 
ing on Mr. LaRoe’s mention of the equalization of the ocean 
rates in 1916, or the following year, Mr. Bikle said he agreed 
with Mr. LaRoe, when the latter, at the hearing, remarked that 
he was not contending that the fluctuations in ocean rates should 
be made the measure of rates by land. 


In conclusion Mr. Bikle said that equalization would not 
help Boston but would tend to throw traffic to New York and the 
Canadian ports. The American roads do not control the rates 
to the Canadian ports and equalization so as to keep them ona 
parity with American ports could not be enforced by American 
authorities, he pointed out. 

Reasons why the existing adjustment should be maintained 
were put forth by C. R. Webber, representing the Baltimore & Ohio, 
and, in this case also speaking for the lines that serve Balti- 
more. He said the adjustment was made in the first instance 
as a recognition of Baltimore’s geographical advantages. Bos- 
ton’s complaints he treated as a move by Boston for an allot- 
ment of tonnage. 

Commissioner Eastman asked why the Baltimore & Ohio had 
always been so diligent to insist upon Baltimore’s geographical 
advantage in relation to ports to the north and not at all anxious 
about the preservation of that advantage in relation to the ports 
to the south, especially those around Hampton Roads. Mr. Web- 
ber said that that was a traffic matter and that he could not 
say what the traffic officials had in their minds. 


In a broad way of speaking, W. F. McGeehee, speaking for 
the southern and Mississippi Valley lines, and particularly for 
the Southern Railway, said the equalization of the north At- 
lantic, south Atlantic and Gulf ports about which Boston had 
complained, was a farce; that it existed only on traffic that does 
not and never had moved via the southern ports. He said that 
after joint rates to equalize had been put in, the northern lines, 
without notice to the southern and Mississippi Valley lines, had 
reduced the rates on iron and steel, automobiles and automobile 
parts, to the north Atlantic ports. Such things could move from 
C. F. A. via the southern ports, he said, but the disadvantage in 
rates caused by the reductions he had mentioned had made ex- 
port through the southern ports impossible. He also called at- 
tention to the fact that to Europe and Africa ocean rates from 
the southern ports were 7.5 cents higher than from the north 
Atlantic and from the Gulf ports they were 15 cents higher, 
while from north Atlantic ports to Cuba and South America the 
ocean rates were the same as from the south Atlantic and Gulf 
ports. Assuming that what Mr. LaRoe had said, that the Com- 
mission controlled rail rates and the Shipping Board ocean rates, 
was accurate, he wanted to know how Boston could contend the 


rail rates to the south, considered as proportionals, could preju- 
dice Boston. 


Karl Knox Gartner, for the Hampton Roads ports, said the 
Case was one under the third section wholly, in which the fact 
was that lines reaching the Hampton Roads ports had no rails 
to Boston and could therefore not be accused of preferring the 
Virginia ports to the hurt of Boston. True, he said, the Hamp- 
ton Roads lines did serve Boston by means of their concurrence 
in joint tariffs. But, he said, if the Commission told of any of 
the Norfolk lines to quit doing that, their abstinence from par- 
Ucipation therein would not help Boston. Boston, he said, did 
not want any diminution in service. The Boston lines, he con- 
tended, controlled the situation because the New York Central 
had lines to both New York and Boston. Countering that sug- 
gestion, Commissioner Eastman asked if it was not the fact 
that whenever the Boston lines tried to give Boston lower 


rates the Baltimore lines cut under whatever rates the Boston 
lines made. 
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T. J. Burke, for the Charleston, S. C., Traffic Bureau, ad- 
vocated the continuance of the present adjustment and its ex- 
tension so as to bring about equalization of rates on grain, 
grain products, iron and steel and machinery, not from part 
of C. F. A., but from the whole of it. 

A. S. Olmsted II, in behalf of Philadelphia and adjoining 
ports in New Jersey and Delaware having the Philadelphia basis 
of export and import rates, said the total figures did not show 
discrimination in favor of Philadelphia, because sometimes they 
showed Philadelphia going ahead and then Boston stepping out 
in front. He said the extension of rates to the south Atlantic 
and Gulf ports equal to those to New York and Boston consti- 
tuted a gift to them. 

“We object to the proposition that because a gift was ex- 
tended to Jacksonville, Fla., a robbery must be committed at 
Philadelphia,” said he. 

In behalf of the Board of Trade and all other commercial 
bodies in Baltimore, Walker D. Hines, former Director-General, 
made an extended analysis of the figures and other testimony 
put into the record by Boston, and claimed by it to show dis- 
crimination against Boston. As Mr. Hines read them, they did 
not show anything of the kind. He said they showed that Balti- 
more and Boston were usually competing for the last place in 
the competition with New York, the latter always going ahead. 
He read figures from charts submitted by Baltimore showing 
the two cities alternating for last place. 

Mr. Hines also reviewed the history of ocean rates at con- 
siderable extent, to show that they were not constant, as sug- 
gested by Boston, but always fluctuating, with the differences 
in them greater than the amount of the rail differentials. Uni- 
formity in ocean rates, such as suggested by the Boston com- 
plainants, never did exist. Admitting for the sake of the argu- 
ment that the Shipping Board had tried to make the rates from 
the north Atlantic ports the same, the fact was, he said, the 
board had not been able to carry out its plan. He said the 
Shipping Board was the one that kept up the ocean rates from 
Boston, although the distance from Boston to European ports 
was less than from other north Atlantic ports. 

“Baltimore is not trying to perpetuate what Mr. LaRoe 
characterized as a recent advantage, but is merely trying to 
maintain a legal adjustment of rail rates to the ports,” said 
Mr. Hines. “It did not seek what the Shipping Board gave her, 
but her merchants are‘not to be blamed for taking the equality 
of ocean rates offered. Boston is trying to make what is stable 
(railroad rate adjustment) depend upon what is unstable (ocean 
rates), and is seeking to have the Interstate Commerce Com- 
mission, which has no jurisdiction over the ocean rates, say 
that that should be done. The fact that New York gets busi- 
ness when rates are equalized, as they were on flour in 1921, 
is no reason why Baltimore and Philadelphia should be called 
upon to give up any of their advantages of geographical loca- 
tion.” 

Mr. Hines said the report of the Shipping Board, to which 
Boston had referred because the complaining city thought it 
contained a declaration that the rail differential was the cause 
of Boston’s trouble, was not the report of the board, but merely 
that of the research bureau of the board, and. had not, so far 
as the records of the board and of the Commission showed, 
been transmitted to the Commission. It pointed out, he said, 
what Boston would have to do to maintain itself as a port. He 
said the report was not one such as contemplated by the law 
should be made by the board to the Commission when it might 
find a rate situation, which in its estimation seemed to indicate 
necessity for consideration by the Commission. 


James W. Carmalt, for the Baltimore Chamber of Com- 
merce, dealt with the grain rate situation exclusively, except at 
the points where it was necessary for him to refer to the his- 
tory of the adjustment, the complaint and the allegations of 
witnesses, to make his contentions clear. One of his contentions 
was that the differentials, in every instance, were compromise 
rates intended to deprive Baltimore of some degree of the ad- 
vantages of her location. Instead of the differentials being too 
high, he said, they were too low. He said every contention 
made by the complainants merely served to confirm the sound- 
ness of the report made by Attorney-Examiner Gerry, who 
said the case was like other cases involving the same question, 
decided at other times, and particularly by the Commission in 
1912. He said the complaint should be dismissed. 

Calling attention to the fact that while the rates on ex-lake 
grain were the same to Boston and New York, Mr. Carmalt 
directed attention to the further facts that New York handled 
the bulk of the business and that the grain handled by Phila- 
delphia and Baltimore exporters was loaded as filler, and that 
they had been unable to make any substantial profit thereon. 
Notwithstanding the differential, he said, the bulk of the grain 
moved through the non-differential ports, mainly, of course, 
through New York. 

The case was closed by Messrs. Clark and LaRoe. The 
former again reviewed the history of the rate wars which re- 
sulted in the establishment of differentials, and said that on 
this record the Commission could not make any difference in 
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the rates to New York and Boston. Mr. LaRoe insisted that 
the lines responsible for the adjustment to the American ports 
could control the rates to the Canadian ports and, to support 
that assertion, cited the testimony of Mr. Bates of the Penn- 
sylvania. Mr. Bikle, attorney for the Pennsylvania, interrupted 
to say the testimony of Mr. Bates was not susceptible to, the 
construction placed upon it by Mr. LaRoe. 

“The New York Central wants to give Boston relief,” as- 
serted Mr. LaRoe, “but the Pennsylvania and the Baltimore & 
Ohio object and probably will not permit the extension of relief. 
New York Central men sat through the hearings in this case 
and did not say a word in defense of the adjustment. The ocean 
rates are not unstable, as the other side would have you believe. 
They are controlled by the North Atlantic Conference, of which 
the Shipping Board is a member.” 


PENNSY REFUSES TO APPEAR 


Following the refusal of the Pennsylvania to appear before 
the Labor Board May 21 in answer to a complaint of the 
Brotherhood of Railway and Steamship Clerks that the carrier 
had violated the decision of the board ordering it to hold an 
election to determine the representatives of its employes, the 
Labor Board decided to use its power to invoke the aid of 
the federal court in bringing President Rea before it at the 
resumption of the hearing May 28. 

In a letter to the chairman of the board, in which he set 
forth his reasons for not appearing, President Reat said the 
Pennsylvania had no dispute with its clerical and’ miscellaneous 
employes. The employes of the road, he said, had dealt with 
the road for the last two years under the present system of 
representation and the road could not, therefore, hold that the 
Brotherhood of Railway and Steamship Clerks represented its 
employes. 

The representatives of the unions, at the hearing, called 
the board’s attention to section 310 of the transportation act, 
which gives it the power to have the federal courts subpcena 
witnesses, and this the board decided to do. 

The dispute follows the decision of the board (220, Docket 
405, which ordered the Pennsylvania to hold elections among 
its employes to determine whether or not they desired to be 
represented by the various railroad unions in the maintenance 
of way shopmen and clerical divisions. An injunction was 
obtained by the Pennsylvania to restrain the board from ren- 
dering a decision condemning it for refusing to hold the elec- 
tion. This was carried to the Supreme Court, which dismissed 
the injunction. The Pennsylvania has refused to hold such 
elections following the decision of the Supreme Court, because 
the court held that the law did not require it to abide by the 
board’s decision. 

Samuel Rea, president of the Pennsylvania, has advised the 
chairman of the Railroad Labor Board that he will appear vol- 
untarily before the board, May 28, when the board will resume 
investigation of the complaint of the Brotherhood of Railway 
and Steamship Clerks. 


RAILWAY WAGE INCREASES 


Voluntary increases in the pay of its shopmen which will 
approximate $4,000,000 per year and will bring the rate of pay 
to 75 and 76 cents per hour, five cents above that prescribed by 
the Railroad Labor board, have been announced by the Penn- 
sylvania lines effective May 1. The increase amounts to three 
cents an hour in the Chicago district and two cents an hour 
elsewhere. Pay rates for maintenance of way employes in the 
northwestern region of the Pennsylvania which will approxi- 
mate $300,000 per year have also been announced. Negotiations 
are also under way between the Pennsylvania and its clerks 
and freight handlers. 

The Baltimore and Ohio has field with the Labor Board an 
agreement with its shopmen which grants them an increase of 
three cents per hour, effective May 16. The advance effects 
20,000 shopmen and 4,000 laborers and others and will amount 
to $1,800,000 per year. The advance brings the shopmen’s rate 
to 73 cents per hour. 

The Seaboard Air Line has granted a voluntary increase to 
its maintenance of way employes which advances the rates for 
various laborers from 17 cents to 25 cents per hour, to be effec- 
tive as of March 1. Watchmen and bridge tenders are also 
advanced from 2% to 3 cents per hour. The increase will effect 
3,200 men. 

The Nashville, Chattanooga & St. Louis has granted a 2 
cent an hour increase to 2,079 shopmen and laborers. This ad- 
vances the laborer’s rate to 28 cents per hour. 

Other advances filed with the labor board include: Buf- 
falo, Rochester and Pittsburg station employes and laborers 2 
cents per hour; Mobile and Ohio roundhouse laborers, 8 cents 
per hour; Tennessee Central clerks and workers in the general 
offices, $8.80 per month; Gulf, Mobile & Northern laborers, 2 
te 2% cents per hour, with a definite sum set aside for increases 
for certain clerical employes, which are to be aetermined by 
an employes’ committee. Shop laborers and rounhouse em- 
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ployes on the Richmond, Fredricksburg & Potomac have also 
received an advance of 5.cents per hour, while the line’s dis. 
patchers are advanced $9.34 per month. 

The Louisville & Nashville has increased the pay of 4,836 
clerks from 1 to 3 cents per hour, which will amount to an 
approximate annual total of $250,000. 

The Chicago & Eastern Illinois has granted certain shop. 
workers a 2-cent an hour increase. The Central of Georgia 
has granted increases in the maintenance of way department, 
which range from $5 per month for foremen to a flat rate of 
18 cents per hour for laborers. The Norfolk & Southern has 
granted 650 clerks and station employes increases of 2 cents per 
hour. The Georgia Railroad has increased certain men in its 
maintenance of way department from $2 to $19 per month. 
Maintenance of way employes on the Pittsburgh & Lake Erie 
have been raised from 1 and 4 cents per hour to $5 per month. 


HOOPER RE-ELECTED BOARD HEAD 


Ben W. Hooper has been re-elected chairman of the Rail- 
road Labor Board, after what is understood to have been an 
attempt to elect G. W. W. Hangar, who was re-elected vice- 
chairman. In a statement issued before the voting, Mr. Hangar 
said that although he had been offered the support of a ma- 
jority of the board he did not feel that he could accept the 
responsibility. Chairman Hooper declined to comment, but 
stated that such opposition as there had been to his re-election 
did not have its origin in his actions affecting labor questions. 


PRIVATE CARS FOR CLERGYMEN 


Criticism is being made of President Thornton, of the Cana- 
dian National Railways, for having furnished a private car to 
Cardinal Begin, the primate of the Roman Catholic church in 
Canada, to attend the consecration of a bishop at Rimouski. 
Clergymen of the other denominations are asking if this privi- 
lege is to be extended to the heads of the other churches in 
Canada when they want to travel. The Minister of Railways, in 
reply to an inquiry has stated: “In matters of that kind or any- 
thing else concerning the operation of the road, Sir Henry 
Thornton does not need to consult this department.” 


LUMBER ON CANADIAN RAILROADS 


The lines of the Canadian National Railways are stated to 
be the greatest carriers of forest products of any railway sys- 
tem in the world. The latest record, covering twelve months, 
shows over 11,000,000 tons of lumber, pulpwood, logs, posts, 
ties and paper, as compared with 5 million tons carried by 
the Canadian Pacific. The total traffic supplied by the forests 
of Canada to all railways for the year was in excess of 22,000,000 
tons. In this connection it is stated that, although millions of 
tons of pulpwood have been shipped on Canadian railways, 
nine times as much have been destroyed by human-set fires. 


CANADIAN RAILWAY ACCIDENTS 


Accidents on Canadian railways reported by the Board of 
Railway Commissioners for the month of April show 28 persons 
killed and 247 injured. No passengers were killed, and 24 were 
injured. The total number of accidents was 248. Highway 
crossing accidents caused the death of five and injury to 19. 
Of the 14 crossing accidents automobiles were involved in six. 


NEW ROUTE FOR CANADIAN CATTLE 


In the development of their co-operative cattle shipping to 
British markets, the United Grain Growers, the commercial 
organization of western farmers, are inaugurating a new route 
via Quebec, and the Canadian National Railways. A _ consid- 
erable saving in time is claimed by this route. 


LAKE GRAIN RATE REPORT 


It may be some little time before Parliament considers the 
report of the royal commission on lake grain rates, as the 
report will have to be printed so as to be in the hands of all 
the members, and there are other matters of importance to 
take precedence over it. In order to carry out the recom- 
mendations regarding the coasting laws, it would be necessary 
to pass a bill to give the governor-in-council power to suspend 
the coasting laws. The fixing of maximum rates could be done 
either by the Railway Commission or by a new tribunal. No 
details regarding the method of dealing with insurance and 
with the ship brokers has been mentioned, but it is probable 
that it could be done by amending the criminal code. 


REFRIGERATOR CARS FOR CHEESE 


The Canadian railways have announced they will, from 
June 4 to September 1, where practicable, supply refrigerator 
cars for the transportation of cheese, in carloads, with a mini- 
mum load of 16,000 pounds, consigned to Montreal for local 
delivery or export. The government will assume the cost of 
icing up to $8 per car, the balance, if any, to be paid by the 
consignor or consignee. 
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CONSOLIDATION HEARING 


The Trafic World Washington Bureau 


Agnew T. Dice, president of the Philadelphia & Reading 
and affiliated companies comprising the Reading system, in the 
hearing on railroad consolidation, objected to the grouping of 
those lines in the Baltimore & Ohio system and opposed the 
suggestion of President Smith, of the New York Central, that 
the Central of New Jersey and parts of the Reading be grouped 
with the: New York Central system. A grouping such as pro- 
posed by Mr. Smith, the witness said, would seriously impair 
the Reading system’s capacity to render service to the public. 
He said if the suggestion were carried into effect the Reading 
would be “mutilated.” He also declared it was of vital im- 
portance that the Reading system have access to the Central 
of New Jersey terminals at New York City. He said the Cen- 
tral of New Jersey and the Reading were complementary to 
each other. 

Taking up proposed System No. 3, the Baltimore & Ohio, 
Mr. Dice said as there was an obvious lack of common interests 
and characteristics between the Reading and Jersey Central, on 
the one hand, and the New Haven, Central New England and 
the western lines in the group, on the other, it seemed unneces- 
sary to discuss in detail the proposed inclusion of the New 
England and western lines in the group. 

Consolidation of the Reading and Jersey Central with the 
B. & O. and western lines, the New Haven and Central New 
England, he said, would involve serious and unnecessary dis- 
advantages both to the shippers served directly by the Reading 
system and to the whole shipping public, would materially limit 
present wholesome competition and would seriously disturb and 
disrupt existing routes and channels of trade and commerce 
which were of great importance to the shipping public. 


“I agree with the view of the Commission that the Lehigh 
& New England and the Lehigh & Hudson River railroads 
should be consolidated with the Reading system and Central 
Railroad of New Jersey and believe that the consolidation of 
these four lines would be in the public interest,” said he. 

Expressing the belief that the Commission appeared to have 
been influenced in its conclusion in favor of the consolidation 
with the B. & O. chiefly by: the purpose to secure to the latter 
access to its terminals at New York over its own rails, the 
witness said it was inconceivable that the Reading and Jersey 
Central would ever refuse to make such arrangements as would 
enable the B. & O. to reach its New York terminals on just, 
fair and reasonable terms. He said the most logical and effec- 
tive way to secure both the rights and interests of the B. & O. 
and the N. Y. C. in the Reading and Jersey Central properties 
was to continue and perpetuate the existing situation under 
which the interests of those two trunk lines and the interests 
of all the other connections of the Reading and Jersey Central 
were adequately safeguarded. Summing up his objections to 
the Commission’s plan and his suggestions with reference to 
grouping with the Lehigh & New England and Lehigh & Hud- 
son River, Mr: Dice said: 


Considering the relative values of the Baltimore & Ohio and 
New Haven Railroad securities and the securities of the Reading 
and Jersey Central railroads, it is evident that the proposed con- 
solidation of these lines would be very disadvantageous to the 
Reading and Jersey Central security holders. 

It is obvious that the operation of an unwieldy, artificial line 
such as has been proposed by Professor Ripley and the Commission 
would result in many disadvantage both from the transportation 
— “ae standpoints. It will suffice briefly to mention the 
ollowing: ’ 

The reduction of economy and efficiency in transportation by 
the inevitable tendency to divert traffic to routes which will secure 
the longest haul to the Baltimore & Ohio. 

The disruption to a greater or less extent of existing routes 
and channels of trade and of through rating arrangements which, 
for many years, have efficiently served the shipping public in the 
Reading-Jersey Central territory as well as the shipping public 
in the United States. 

The inevitable exclusion to some extent of connections and of 
a rms public from the important Reading-Jersey Central 

erminals. . 

The disadvantage to the anthracite industry both from the 
standpoint of car supply and competition with bituminous coal. 

The disadvantage to the iron and steel industry in Eastern 

Pennsylvania that would result from being deprived of the service 
of railroads which have no conflicting interests in other iron and 
steel producing territories. 
. , The disadvantages that would result to the cement and other 
industries in the Reading-Jersey Central territory from subjecting 
transportation and rate questions of vital importance to them to 
the decision of a railroad management that had conflicting inter- 
ests in other competing territories. 

There can be no question that a compact, homogeneous system 
such as would be formed by the Reading, Jersey Central, Lehigh 
and New England and Lehigh & Hudson River railroads, where 
the management is in close and constant touch with all its ship- 
pers, can give better transportation service than would be pos- 
sible for an unwieldy, artificial system serving a number of sec- 
tions of country which are in active competition. 

Summarizing the reasons which justify the consolidation of 

the Reading, Jersey Central, Lehigh and New England and Lehigh 
and Hudson River railroads, it is submitted in conclusion: 
N That consolidation of the Reading, Jersey Central, Lehigh and 
_— England and Lehigh and Hudson River railroads will form a 
omogeneous system of railroads naturally complementary to each 
other, which will have adequate financial strength and will not 
earn an excessive return on the total property investment. 
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That this proposed consolidation will preserve and maintain 
all the routes and channels of trade which have been developed 
over these lines through the free play of economic laws, extending 
over a period of many years. 

That this proposed consolidation will fulfill the requirements 
of the transportation act, section 407, paragraph 4, that “competi- 
tion shall be presserved as fully as possible and wherever prac- 
ticable the existing routes and-channels of trade and commerce 
shall be maintained.” 

hat this proposed consolidation will keep open for the use 
of all connections and the whole shipping public the important 
terminals of the Reading and Jersey Central at Philadelphia, New 
York and inland points; 

That this proposed consolidation will promote economy and 
efficiency of transportation and will best serve the interests of the 
industries in the territories served by the Reading, Jersey 
Central, Lehigh and New England and Lehigh and Hudson River 
railroads as well as the interests of the whole shipping public. 

That the industrial importance of the territory served by the 
Reading, Jersey Central, Lehigh and New England and Lehigh and 
Hudson River railroads entitles this territory to the service of a 
system of railroads knowing its needs and interests and having no 
conflicting interests in any other section of the country. 


Frank Burton, secretary and general counsel of the Fonda, 
Johnstown & Gloversville, said the line was a feeder to the 
New York Central and should be allocated to that system under 
any consolidation plan.. The tentative plan put the line with 
the New York Central. 

W. G. .Besler, president of the Central of New Jersey, 
stressed the fact that his line was a great and important ter- 
minal railroad and that the Reading and the Jersey were com- 
plementary to each other. 

“As a terminal railroad,” he said, “the Central of New Jer- 
sey, with its ever greatly increasing volume of traffic, is de- 
pendent upon its connections, working arrangements and through 
tariffs with all of the nine trunk lines in this territory. 
This traffic is to a large extent highly competitive in character 
and is subject to diversion, and these facts should be kept 
constantly in mind, for if the status of the Central Railroad of 
New Jersey should be changed from that of an open terminal 
for all of the trunk lines to that of a terminal for one of them, 
competitive traffic which is now routed via and interchanged 
with the Central Railroad of New Jersey might all be lost. 

“The neutral position of the Jersey Central in its relations 
with all of the connecting trunk lines has been its tower of 
strength. 

“In so far as satisfactory service to the public is con- 
cerned, it is believed that the existing situation is the ideal one 
from their standpoint, and if they could be consulted and their 
wishes made known, it is our belief that they would desire to 
have the Jersey Central placed in the category of such other 
large terminals as, for example, the Terminal Railroad Asso- 
ciation of St. Louis, etc., where all entering lines are served 
alike, and all are given comparable, yet competing, service upon 
a basis apparently entirely satisfactory to themselves.” 

In response to a question by Professor Ripley as to disas- 
sociating the terminal,part of the property from the rest, Mr. 
Besler ‘said the line service given by the company was the 
equivalent of a belt line service. 


Loree Checked by Hall 


L. F. Loree, president of the Delaware & Hudson, which, 
under the tentative plan of the Commission, would go in System 
No. 4, the Erie, began by making an attack on the proposed 
consolidation of railroads into a limited number of systems. 
Commissioner Hall permitted the witness to read four or five 
pages of his statement and then suggested that the witness, in 
the interest of time, direct his testimony to the subject with 
which Congress had mandated the Commission to deal. Mr. 
Loree then skipped the part of the statement referred to with 
the understanding that it would appear in the record. 

Mr. Loree said that, appearing as the representative and 
fiduciary of the owners of $200,000,000 of capital, all of which 
would be profoundly affected by the “revolutionary plan” which 
had been tentatively proposed, he would feel seriously remiss in 
the fulfillment of an accepted obligation if he omitted to ex- 
press his surprise and regret that the stage of a formal hearing 
had been reached “with so slight foundation in the data avail- 
able to those who must deal with the subject, and in the formu- 
lation and statement of the principles upon which the Interstate 
Commerce Commission proposes to act.” A 

Admitting that Congress had directed the Commission t 
prepare a plan, Mr. Loree said nevertheless the Commission’s 
history afforded no evidence that it had ever hesitated to inform 
Congress of its disapproval of legislative policies and he sug- 
gested “the inquiry whether the repeal of the statutory pro- 
vision under which this proceeding is held ought not to be 
recommended, and urged with that persuasive force which, in 
the past, has so often and so remarkably influenced the course 
of legislation.” 

Mr. Loree referred to the period from 1887 to 1920, when 
“intercorporate co-operation in the railway industry” was. for- 
bidden, and then said that suddenly, and for no more conclusive 
reason, so far as any public record or discussion disclosed, 
than that there was an awakening to the fact that artificial 
restraint of co-operation had worked badly, it appeared to have 
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been concluded that artificial stimulation, amounting even to 
duress, should be substituted. 

“But the failure at one extreme does not prove or even 
indicate that resort to the opposite extreme wil] prove suc- 
cessful,” said he. 

Setting up a few objections to artificial stimulation of 
consolidation Mr. Loree said in all history artificial and radical 
interference with economic order has invariably resulted in 
suffering and disaster; that even in its present stage, the 
plan was an insidious blow at the railway industry and had 
shaken the morale of the official staff of most railways and 
seemed to make uncertain the future and ultimate allegiance 
of the officers; that there was no real ground for believing that 
the economics which seemed vaguely to be imagined would 
be realized; that the union of a road strong financially with 
a weak road was not certain, as seemed to be assumed, to 
produce a strong combination, that no economically weak rail- 
road should be made the parasite of a strong railroad; that 
in the last analysis the plan contemplated a drain and diver- 
sion of earnings derived from the business of certain com- 
munities or regions to the support of inadequately compen- 
sated services rendered in behalf of other communities or 
regions, that questions of service did not appear to have re- 
ceived consideration, except in the measure that they had 
been assumed to be essentially correlated with the continued 
operation of lines that were incapable of self-support, although 
it was unquestionable that the greatest anxiety of general in- 
dustry was in regard to service. 

Mr. Loree offered the following proposal for substitute leg- 
islation: 


It appears to be agreed, upon all sides, that the restrictions upon 
co-operation contained in the act of 1887, accentuated by the Sher- 
man anti-trust act of 1890, as construed by the decisions of the 
Supreme Court in the Northern Securities, Trans-Missouri and Joint 
Traffic Association cases, were ill-advised, and that their abandon- 
ment had become plainly necessary in 1920. If the Commission should 
determine to recommend the repeal of the consolidation provisions 
of the transportation act, 1920, it would not wish to recommend a 
return to the evils that were recognized when it was passed. As an 
alternative, I suggest consideration of the remedy proposed by the 
late Senator Foraker, early in 1906. It appears on page 5,144 of the 
Congressional Record of April 12, 1906, in the form of a proposed 
amendment to the Elkins Act of February 19, 1903, and is set forth 
below: 

“That nothing in the act to regulate commerce, approved Feb. 4, 
1887, or in the act to protect trade and commerce against unlawful 
restraints and monopolies, approved July 2, 1890, or in any act amend- 
atory of either of said acts, shall hereafter apply to the establishment 
of rates or the changing or publication of the same with respect to 
foreign commerce, or shall prohibit any necessary and reasonable 
agreement of two or more carriers with respect to rates or charges 
and the maintenance and observance of the same for interstate 
transportation that is not in unreasonable restraint of trade or 
commerce with foreign nations or among the several states.’ 

With the addition of a clause exempting consolidations approved 
by the Commission from the prohibitions of the Sherman act, the 
foregoing would permit all essential co-operation and work in the 
interest of efficiency and the general public welfare. With the re- 
moval of the legal obstacles, whatever natural tendency there may 
be toward co-operation and consolidation would develop neither too 
rapidly nor too slowly, the necessary adjustments would be accom- 
plished with minimum interference with industrial or financial equi- 
librium and the process would be better in its incidents and results 
than any artificial plan, superimposed by authority. With the re- 
quirement of the approval of the Commission the interests of the 
public would be safeguarded. 


Mr. Loree said he had seen nothing, in any proper sense of 
the word, that could be denominated a “plan,” tentative or 
otherwise, for the consolidation of the railroads of the United 
States. He said the document issued by the Commission Au- 
gust 3, 1921, did not contain, “by the most remote implication, 
the primary essential of a plan of consolidation, namely, an in- 
dication of the terms on which unions proposed could be accom- 
plished.” After referring to the financial considerations involved 
in any consolidation of railroads, Mr. Loree said: 

“A mere listing of railway corporations, arranged in groups, 


would perhaps be the initial step in the formulation of such a 


plan, but it could not be the plan that Congress intended. * * * 
There cannot be a genuine plan of consolidation of any two 
properties which does not indicate the common denominator to 
which securities are to be reduced, and the ratios on which old 
and new securities are to be exchanged.” 

Mr. Loree said there were actually 89 separate railroad 
properties instead of 188 Class I roads. He suggested that the 
wiser course of procedure would be for the Commission to 
recommend the early consolidation of the present systems so 
that each of them would be represented in its public relations 
by a single corporation. He said he believed that the results 
thus obtained would be infinitely superior to an immediate re- 
duction to nineteen systems obtained under substantial duress. 
He said the Commission had placed emphasis on access to 
cities rather than upon access to traffic producing regions. Ac- 
cess to traffic, not access to cities, was the first essential of a 
sound economic foundation for a railway system, he said. 

“No consideration having apparently been given to this 
controlling principle of railway economics, the plan lacks the 
necessary basis of a sound scheme of consolidation; even if it 
were beyond criticism in other respects,” said he. 
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“The plan would seem to have the effect of greatly aug- 
menting the power of the New York Central. This is shown 
by the allocation of the Boston & Maine railroad to the New 
York Central, accompanied by a provision for the perpetuation 
of its control of the Boston & Albany; the omission of any con- 
sideration of the West Shore separate from that system; the 
refusal to include the Michigan Central in the proposed Pere 
Marquette system, although Professor Ripley considered that 
‘the desirability of withdrawing it from the New York Central 
is self-evident,’ and the weakening of its greatest rival by mak- 
ing the Norfolk & Western railway the center of an indepen- 
dent system. 


“The Delaware & Hudson would be particularly and most 
unfavorably affected by the proposed transformation of the 
Boston & Maine from an independent operating concern to an 
integral portion of a system which would be capable of divert- 
ing to its own rails a great deal of traffic which now passes 
from and into New England through the Mechanicville gateway.” 

Continuing, Mr. Loree said the Delaware & Hudson was 
under duress and that its owners believed it should be per- 
mitted, without interference, to discharge the duties undertaken 
when its charter was granted by the state of New York more 
than one hundred years ago, and which were contemplated 
when capital was raised for its construction and operation. 
Speaking for the owners of the Delaware & Hudson, he contin- 
ued as follows: 


They look with apprehension upon consolidation academically con- 
ceived and arbitrarily imposed and they anticipate no advantage of 
any kind, for themselves or for the public which they serve, from 
the provision of the transportation act under which this proceeding 
is being conducted. Notwithstanding this, if there is to be a gen- 
eral consolidation of the railways operating in the region occupied 
by their properties, it is obvious to them, as it must be to others, 
that their railway, if left isolated and alone, would suffer to the 
extent of disaster. 

It is only under the duress of these circumstances, and subject 
to the consummation of other consolidations in conformance to a 
plan ultimately to be approved by this Commission, that I feel 
authorized, in behalf of the owners, to suggest somewhat different 
plans from any heretofore presented to or by the Commission and 
which, in their judgment and in mine, would be more conducive 
to the general welfare. 

Subject to the qualifications which I have indicated, I shall make 
suggestions concerning combinations of railways that would, in my 
judgment, produce better results, from the point of view of the 
public welfare, than those pointed out in the “tentative plan’ or 
others that have been the subject of recent discussion. These will be 
made (first) with relation to New England; (second) upon the assump- 
tion that nothing is to be gained by extending the trunk line systems 
west of their terminii, Buffalo, Pittsburgh, etc., and (third) upon 
the assumption that the systems serving the Atlantic seaboard are 
to- be extended at least to Chicago and the Mississippi river. 

New England. Contrary to a general public impression, there is 
no proposal, in the ‘‘tentative plan’’ or by Professor Ripley to create 
a single system embracing all New England lines. Perpetuation of 
the control of the New York Central over the Boston and Albany, 
and that of the Grand Trunk (of Canada) over the Central Vermont, 
as well as the continued ownership by the Grand Trunk and Canadian 
Pacific of their railway properties in north-eastern New England, 
seems te have been accepted without question. The consolidation, 
into a single system, of the remaining New England railways is. 
however, one of the proposals and, as to this, it is. necessary to 
observe that the power of such a combination to divert an important 
volume of traffic, at its pleasure, from one connecti6n to another, 
would confer an opportunity to extort unfair and excessive divisions 
which would certainly be utilized and which ought not to be per- 
mitted. The control of traffic originating on one such railroad has, 
in the past, been utilized to produce precisely that result, that com- 
pany receiving as much as one-fourth of the total earnings for a haul 
of 150 miles out of a 1,000 mile haul, or twenty-five per cent of the 
compensation for fifteen per cent of the service. Sixty-one per cent 
of the traffic of New England railways is interchange traffic, to or 
from Trunk Line connections. 


I have, therefore, two suggestions to make as to New England, 
as follows: 


1. That the New England railways located north of the Boston 
and Albany (the Boston and Maine, Maine Central, Bangor and 
Aroostook and Central Vermont) be united with those of The Dela- 
ware and Hudson Company, or, 

2. That the New England railways located north of the Boston 
and Albany be united with those of the Boston and Albany and 
that the Delaware and Hudson and the New York Central Railroad 
Company become owners of equal interests in the consolidated 
property. 

Trunk Line Territory. For many years no trunk line railway 
extended westward of the trunk line terminii, Buffalo, Torawanda, 
Salamanca, Pittsburgh. Wheeling and Parkersburg; and ‘although the 
Vanderbilt family and the Pennsylvania Railroad acquired interests 
in lines further west, the former becoming dominant even in the 
Chicago and Northwestern and the latter adventuring towards the 
south, bv investing in the Richmond and Danville. predecessor of 
the Southern Railway, it was long before those holdings eventuated 
in unified ownership or common management and operation. Even 
today the Delaware and Hudson; Delaware, Lackawanna and West- 
ern; Lehigh Valley; New York, Ontario and Western, and other 
fades ae seem satisfied to remain east of the western trunk line 
termini. 

Professor Ripley notes (p. 488) that the Delaware, Lackawanna 
and Western, in particular, has had opportunities to extend its 
sphere west of Buffalo and has found that expansion undesirable. 
It is suggested, therefore, that the trunk line termini still constitute 
a natural boundary between eastern and central systems and that if 
these gateways are left as open to competition in the future as they 
are at the present it might be eminently desirable to maintain this 
boundary between the consolidated systems to be created. If this 
suggestion should be accepted, the following would, it is believed, 
constitute a useful. efficient. and self-sustaining system: 

Delaware & Hudson; West Shore; Delaware, Lackawanna & 
Western; Lehigh Valley: Buffalo, Rochester & Pittsburgh; Philadel- 
phia & Reading (one-fourth interest); Central Railroad of New 
Jersey (one-fourth interest). 

The union of the Delaware and Hudson with the West Shore 
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rovide a direct line between New York and Montreal, with 
Sent to Buffalo and connections with Central Freight Association 
lines;. the Wabash, Grand Trunk, Nickel Plate and Pere Marquette, 
reaching that city from the West. The inclusion of the Delaware, 
Lackawanna and Western would bring within the consolidated sys- 
tem the trunk line route through Binghamton and extending to the 
northern New England gateway of Mechanisville, which is already 
shared by the Delaware and Hudson. It would afford additional 
access to the port of New York, direct service to Wilkes-Barre, 
Scranton and Binghamton, and to the Great Lakes at Oswego and 
Buffalo and, supplemented by the interests suggested in the Philadel- 
phia and Reading and Central Railroad of New Jersey, access to tide- 
water at Philadelphia would be obtained. By means of the Lehigh 
Valley, an alternative route between New York-Philadelphia and_the 
Great Lakes serving important sections of Pennsylvania and New 
York would be obtained. The Buffalo, Rochester and Pittsburgh 
would carry the system into Pittsburgh and afford opportunity to 
share in the distribution of bituminous coal in eastern and northern 
New York and in New England. : 

The Philadelphia and Reading and Central Railroad of New Jersey 
are substantially terminal properties. Their lines are supplementary 
to each other and for a long period they have been operated in 
effective co-operation, the former having controlled a_ sufficient 
portion of the voting stock of the latter. As noted by Professor 
Ripley (p. 491), the New York Central and Baltimore and Ohio have, 
for many years, owned almost one-half (43.33 per cent) of the capital 
stock of the Philadelphia and Reading, each owning one-half of the 
shares which were purchased in 1903 by the Baltimore and Ohio. It 
is believed that the most satisfactory utilization of these properties, 
in any plan of consolidation, would be to secure substantially one- 
half of the remaining shares (approximately twenty-five per cent of 
the total voting strength) on behalf of the consolidated corporation 
in which The Delaware and Hudson Company would _ participate and 
probably to establish equal stock ownership on the part of the 
Pennsylvania Railroad Company, understood to exchange with these 
properties the largest volume of business. | , 

Trunk Line and Central Freight Association Territory. Although 
it is my own opinion that it would be better to extend none of the 
consolidated systems reaching the Atlantic seaboard beyond the 
established trunk line termini, as just indicated, the Commission 
appears to have adopted the views of Professor Ripley, and to have 
favored their extension to Chicago and the Mississippi River. I feel 
impelled, therefore, to suggest a further consolidation, in case the 
foregoing is not acceptable which would extend as indicated, includ- 
ing the following railroads. 

Delaware & Hudson; West Shore; Delaware, Lackawanna & 
Western; Lehigh Valley; Buffalo, Rochester & Pittsburgh; Philadel- 
phia & Reading (one-fourth interest); Central Railroad of New 
Jersey (one-fourth interest); Bessemer & Lake Erie; Wheeling & 
Lake Erie; Pittsburgh & West Virginia; Western Maryland; Wabash; 
Grand Trunk (lines west of Sarnia and Detroit River). 

The addition of the Western Maryland would give access to a 
third Atlantic port, Baltimore, and to additional supplies of bituminous 
coal. The Wheeling and Lake Erie, Pittsburgh and West Virginia, 
and Wabash would connect the eastern lines with Detroit, Toledo, 
South Michigan and Chicago, and would enable the establishment of 
trans-Lake Michigan ferry services. The Bessemer and Lake Erie 
would supply access to Pittsburgh and the lake port of Conneaut. The 
dismemberment of the Wabash, proposed in the ‘‘tentative plan,’”’ is 
not favored. Its continued existence in its present form would add 
strength to the proposed system, giving it access to St. Louis and 
other Mississippi River gateways, and would permit routing of traffic 
that might otherwise clog the frequently congested lines, in and 
out of Chicago and St. Louis,**by its line to Kansas City through 
Hannibal. The lines west of the Mississippi River could not be cut 
off without involving interference with the established routes and 
channels of traffic in a manner which the statute expressly indicates 
was not intended by Congress. ‘ 

It is understood, of course, that in connection with either of the 
two systems next above outlined, the witness recommends the adop- 
tion of one or the other of the plans which he has suggested for 
New England; that is, either the transfer of the Boston and Maine 
and other New England lines north of the Boston and Albany to 
the consolidation in which the Delaware and Hudson would par- 
ticipate, or the union of the Boston and Albany and the Boston and 
Maine and other New England lines north of it in a single system, 
the ownership of which would be equally divided between the Dela- 
ware and Hudson, on the one hand, and the New York Central on 


the other. 
Bessemer & Lake Erie 


James H. Reed, president of the Bessemer & Lake Erie, the 
latter placed by the Commission’s tentative plan in system No. 
4 of which the Erie would be the main stem, opposed its in- 
clusion in any system. Hermetically sealing it up so that it 
never could be consolidated with any other railroad, a fate sug- 
gested by Commissioner Hall, in an interrogative manner, had 
no terrors for President Reed. 


System No. 4, proposed by the Commission would be com- 
posed of the Erie, Chicago & Erie, New Jersey & New York, 
New York, Susquehanna & Western, Delaware & Hudson, Del- 
aware, Lackawanna & Western, Ulster & Delaware, Bessemer 
& Lake Erie, Buffalo & Susquehanna, Pittsburg & Shawmut, 
Pittsburgh, Shawmut & Northern, Lorain, Ashland & Southern 
and the Wabash lines east of the Missouri. 

“I can’t see any reason why the Bessemer should be in- 
cluded in a system with the Erie or any other system,” said 
the witness. “That is, I can see no benefit to any shipper over 
the Bessemer. The Erie is just as good as any other trunk line, so 
far as we are concerned. But as we are now, we are in a posi- 
tion to exchange traffic with four or five lines and give our 
shippers the choice of hundreds of routes. If we were included 
in a system our shippers would have to route over that system 
So as to give it the long haul. 

“It is an advantage to shippers and communities to have a 
road you can almost see over from end to end because its 
officers live on that road and are in a position to decide ques- 
tions more quickly than if they had to deal with absentee man- 
agement. I don’t care how many vice presidents a system may 
have living in the communities along the line. Unless each had 


authority to act, the delay incident to distant management 
would remain. 
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“The Bessemer & Lake Erie, in competition with the Penn- 
sylvania, stole the location of a big plant along its rails be- 
cause I was abie to give an answer quickly. The Pennsylvania 
officials had to put propositions up to Philadelphia and get an 
answer before they could say yes or no.” 

R, V. Lindabury, attorney for the Bessemer & Lake Erie, 
asked the witness what he thought about the suggestion of 
Professor Ripley that independent steel manufacturers might 
like to see the Bessemer & Lake Erie freed from control, 
through the Carnegie Steel Co. by the United States Steel Cor- 
poration. The witness said there were no sites along the Bes- 
semer for other steel mills because there was no water supply. 
Professor Ripley said what he meant was that perhaps the 
other steel shippers would like a service that was not quite so 
excellent for the steel corporation; that is, they might be pleased 
if the Bessemer were in the hands of a system that would not 
give the steel corporation such expedited service. 

“The steel corporation possesses no advantage over other 
shippers of steel,” said Mr. Reed. “Of course, it gets dividends 
from its investment in the property.” 

“That must be a solace,” suggested Professor Ripley, and 
the witness retorted that it was not such a big dividend. 

The witness admitted acquisition of the Bessemer by al- 
most any system would be a benefit to the acquiring company 
and particularly to the Nickel Plate, which, he pointed out, had 
no entry into Pittsburgh. ; 

Expressing general ideas the witness said he thought it 
would be poor policy for the Commission to diminish the num- 
ber of trunk lines by connecting one with an outlet to the sea, 
with another also having such an outlet. As a purely personal 
view, without having discussed the subject with any officer of 
the steel corporation, President Reed said it seemed that if 
there must be consolidation, a good one for the Bessemer to 
be in would be composed of the Buffalo, Rochester & Pitts- 
burgh and the Western Allegheny. That, he said, would put 
coal from western Pennsylvania into New England and put the 
Bessemer into the mill district of New Castle, Pa. Another 
suggestion was that the Bessemer should be put into a system 
with the Western Maryland, Buffalo, Rochester & Pittsburgh 
and the Montour, the latter owned by the Pittsburgh Coal Co. 
That, he said, would provide a system extending from Lake 
Erie to Baltimore. : 

Professor Ripley and Commissioner Hall questioned Mr. 
Reed, the former on why the terminals in Pittsburgh were not 
unified and the latter whether he was prepared to admit that 
his suggestion that the Bessemer, if the Reed suggestion for 
independence were followed, might make it impossible for the 
Bessemer ever to be put into a system with any other road, 
and if he admitted that, whether he was prepared to say that 
that would be good for the Bessemer. The witness stuck. to 
his position, reiterating his opinion that the. Bessemer should 
be left independent: to be able, impartially, to serve all the 
trunk lines with which it connects. 

As to the reason for the separate terminals in Pittsburgh, 
he said the conformation of the land made unification impossible 
except at the cost of expensive tunnels or tracks away outside 
of the city, at a cost no one had cared to incur. He said con- 
gestion at Pittsburgh would not increase because all the land 
suitable for manufacturing had been occupied and that the fu- 
ture development of the city would be in the far suburbs, towns 
and cities forty miles from the city proper. He said that every 
railroad that had come into Pittsburgh had been told that it 
was about to disarrange everything, and he ventured the opinion 
that if the Baltimore & Ohio and Pennsylvania were asked 
now they would contend they could handle the steel corpora- 
tion’s tonnage just as they had argued when Mr. Carnegie 
brought the Bessemer in by what he called the back door of 
Pittsburgh. Every road, he said, that had entered Pittsburgh 
had developed its own business and not taken from the roads 
already there. George Gould, with his Wabash, had made a 


mess of the matter, said the witness, but he did not explain 
what he meant. 


F. C. Baird, traffic manager for the Bessemer, filed a book 
containing elaborate traffic statistics, the most remarkable fact 
in it probably being that in 1920 the traffic of the Bessemer was 
nearly the ideal of every traffic man—equal in both directions. 
In that year the northbound tonnage was 49 per cent of the 
total and the remainder southbound. The slight variance from 
an absolute balance, he said, was caused by the fact that the 
ore tonnage, all southbound, was hauled the entire length of the 
road. The larger volume, in cubical content, northbound, he 
said, moved for distances ranging from thirty miles to the whole 
length of the road. The loaded car movement, he said, was as 
nearly balanced as though actual control had been exercised 
for that purpose. 

That balancing of traffic, he said, had made for efficiency 
and economy in operation. To illustrate his point he directed 
attention to the fact that in 1905 the road moved 9,505,439 tons 
of revenue freight, with a freight train mileage of 1,250,978, 
while in 1920 the road moved 18,660,414 tons, at the cost of 
only 1,134,011 freight train miles; that is, the road moved nearly 
double the tonnage at the cost of fewer train miles for the 
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smaller tonnage of 1905. In the fifteen years used for com- 
parison purposes, he said the average length of the haul of one 
ton decreased from 127 to 107 miles, the average carload in- 
creased from 39 to 51 tons and the average trainload went up 
from 940 tons to 1,768 tons. 

But Baird put a fly into the ointment, so to speak, by call- 
ing attention to the fact that in 1901, although the level of 
rates was lower than in 1920, the economy and efficiency shown 
in the operation had not been wholly beneficial to the owners 
of the property. In 1901, he said, the men who had invested 
their money in the road had what he called a margin of 
sawety of two mills per ton mile, while in 1920, owing to the 
higher costs, the margin of safety had been reduced, he said, to 
1.58 mills per ton per mile. 

Both President Reed and Traffic Manager Baird took the 
opportunity presented to them of pointing out what they thought 
the misleading statements and implications, first, that the rail- 
road company earned a large return, and second, that it was 
chiefly a carrier for the steel corporation. In the text and ex- 
hibits in the book submitted by the traffic manager, it was 
pointed out that relatively, and in some instances, actually, the 
steel corporation tonnage moving over the Bessemer had de- 
creased. In the same book objection was taken to the declara- 
tion in the tentative plan of the Commission that the Bessemer 
made 8.93 on its investment. The Baird figures. showed that 
the return on investment was as stated but that the law re- 
quired return to be computed, not on investment, but on value 
of the property devoted to transportation service. He said the 
book cost of the property was, as shown, $60,646,740, but that 
that sum did not include all uncapitalized expenditures nor come 
anywhere near showing the value. He stated that value to be 
not less than $93,692,900, without including anything for going 
concern, cost of development and other intangible assets or 
values. He also showed something more than $2,000,000 of 
uncapitalized expenditures and included the sworn statement, 
made to the Commission for 1922 on the recapture clause of 
section 15a, in which it claimed it had not had a return of 
more than 6 per cent on value. 

After pointing out that it would be necessary to spend $1,000,- 
000,000 to put proposed system No. 4 on an equality with the 
Pennsylvania, in the matter of cars and engines, Mr. Baird 
said, the situation confronting the new Erie system (No. 4) 
would be one of paralysis because even with that $1,000,000,000 
of investment there would not be enough equipment to handle 
the business. 

“Surely the equipment of the Bessemer in fairness to the 
public it serves should not be taken from it and thrown into 
the general equipment of the new Erie system,” said Baird. 
“Such a policy would result in seriously impairing the ability 
of the Bessemer to serve the public. To create such a trans- 

ortation chaos in the coal and steel producing districts in 
estern Pennsylvania, in our opoinion, would be against, rather 
than in the interest of the public.” 


Underwood, of Erie 


F. D. Underwood, president of the Erie, testified briefly on 
the matters of opinion embodied in the consolidation question, 
but at considerable length as to the history of the development 
of the Erie, which the Commission proposed as the main stem 
of system No. 4. He made an alternative suggestion, propos- 
ing that the Erie should be combined with the Delaware & 
Hudson south of its connection with the Boston & Maine, the 
Lehigh & Hudson, the Monticello line of the New York, On- 
tario & Western, the Pittsburg & Shawmut, Buffalo & Susque- 
hanna, Bessemer & Lake Erie, Buffalo, Rochester & Pittsburgh, 
Western Maryland, Toledo & Ohio Central and the Wabash, 
east of the Mississippi. 

System No. 5, as proposed by the Commission, would con- 
sist of the Lehigh Valley, New York, Chicago & St. Louis, To- 
ledo, St. Louis & Western, Detroit & Toledo Shore Line, Lake 
Erie & Western, Wheeling & Lake Erie, Pittsburgh & West Vir- 
ginia, and the Bessemer & Lake Erie. 

Comment on that alternative system was reserved, at the 
request of Mr. Underwood, until a later time, when he might 
be subjected to cross-examination, he suggested, if any one de- 
sired to ask questions. He asked for that postponement, too, 
on account of the desirability of making suggestions as to roads 
and parts of roads that might be left up in the air by other 
suggestions. 

On the general proposition of consolidation, Mr. Underwood 
said the Erie was not opposed to the merging of railroads and 
was of the opinion that the cost of operation of the trunk lines 
would be lessened by wise consolidations. He said the Erie 
was not in any way opposed to consolidation. 


Williams, of Wabash 


Exactly the reverse of that position was taken by W. H. 
Williams, chairman of the Wabash, which was proposed for in- 
clusion with the Erie in system No. 4. He said it seemed to 
him that the problem to be solved had not been defined and 
therefore the answer was not to be had. Consolidation, as pro- 
posed, he pointed out, would have at least one effect, namely, 
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that: of increasing the congestion: at Chicago.because it was 
proposed to bring some southwestern and Missouri river lines 
into Chicago, thereby making it necessary for them to avoid 
turning over their traffic to eastern connections at St. Louis, 
Thebes and other gateways that avoided Chicago. He sug- 
gested that some of the supposed benefits, of long hauls over q 
single system, could be obtained by the establishment of routes 
over the lines proposed for consolidation, without incurring the 
risk of consolidation, before the theory could be proved or 
disproved. 

One of his thoughts was. that there had not been an ascer- 
tainment of the problem to be solved and a query was whether 
consolidation would cure what might be the matter or merely 
mass the symptoms. 


Bringing weak lines into a consolidation, he suggested, 
would be no benefit to them because nothing could be taken 
from the strong lines, because taking; without recompense, would 
be confiscation, and if there were compensation the means for 
making it would have to be found somewhere. Another sug- 
gestion was that size was not a safe criterion for determining 
strength or earning power. Consolidation, he said, did not of 
itself make the roads better or stronger. 


“Consolidation is a step toward not one away from govern- 
ment ownership,” said he. “Giving each system about the same 
rate of return will not improve the service. The same effect 
could be brought about, in the way of improving the service, by 


establishing certain routes, without incurring the cost of con- 
solidation.” 


The idea of consolidating all the New. England roads into 
one system did not appeal to him. He asked the Commission 
to imagine the power that could be exerted by such a system, 
by giving or withholding traffic to one line west of the Hudson, 
until the other gave the New England system divisions to which 
it might not be entitled to receive. 


“Congestion is now on the big roads,” said Mr. Williams. 
“Nothing has been suggested for doing away with congestion at 
Chicago and Pittsburgh. On the contrary, what has been pro- 
posed would make the: congestion worse by bringing freight 
from the Missouri river and the southwest into Chicago instead 
of allowing it to go directly east from St. Louis or Thebes. 

“The railroads, generally, have not fallen down,” said he. 
“If we made an analysis of the causes of the troubles and the 
sourse, I think we could get the situation behind us.” 


The witness foresaw great trouble resulting from the pro- 
posal to dismember the Wabash because, as he pointed out, the 
securities were based on the road as a whole and dismember- 
ment would cause disputes about the relative value of one part 


‘of the dismembered system in comparison with other parts of - 


the system and in relation to the rcads to be put into associa- 
tion with the parts of the Wabash. 

“The Wabash cannot be regarded as a weak line,” said 
Mr. Williams. “Its troubles did not result from inherent things. 
The Wabash constitutes long established channels of commerce. 
The Mississippi is not necessarily a dividing line between rail- 
roads. Part of the causes of the troubles of the Wabash: have 
been removed by the increases in rates in’ the Central Freight 
Association territory. It is the only road that can give service 
over its own rails between the Missouri river and the great 
lakes. Its line between the Missouri and the great lakes is 957 
miles long, just about the distance between New York and Chi- 
cago. The contractual relations between the Wabash and the 
Grand Trunk should be maintained.” 

If consolidations are to be made, Mr. Williams said, he sug- 
gested, as an alternative system, the Wabash, Delaware, Lack- 
awanna & Western, Wheeling & Lake Erie and affiliated lines, 
Buffalo, Rochester & Pittsburgh, Delaware & Hudson, Bessemer 
& Lake Erie, Western Maryland, and the Boston & Maine, or 
some arrangement with some other New England road to give 
the system an entry into that part of the country. He pointed 
out that the Wabash and the Lackawanna made the short line 
between New York and Chicago. 

In the estimation of the witness consolidation would create 
a better opportunity for- governmental and politicai exploitation 
of the railroads; bring a net loss to the security holders and a 
deterioration in service. 

In commenting on the theory that something had to be done 
on account of the weakness of the Erie, Mr. Williams observed 
that he had not seen that any big system had been asked to 
carry any part of the burden of the Erie. 


Jenney for D. L. & W. 


If the Delaware, Lackawanna & Western were compelled to 
choose between the alternatives suggested in the Commission’s 
tentative plan, both being objectionable to: it, its choice would 
be of system No. 4, of which the Erie and Wabash are parts, 
and against the suggestion of Professor Ripley, of inclusion i2 
system No. 5, in which the Nickel. Plate would be the main stem. 
The company’s position was put before the Commission by 
William §. Jenney, vice president and general counsel. He 
made it clear, however, that the Lackawanna was opposed to 
such consolidation. No suggestion as to what would be a good 
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arrangement for the Lackawanna, other than the one indicated, 
was made by him. 

Commissioner Hall asked him if he could not make a sug- 
gestion. Mr. Jenney said the company did not feel. it could 
make an affirmative suggestion, saying the question was em- 
parrassing because of the good relations between the Lacka- 
wanna and its neighbors. 

“All we want to say is that if you leave No. 1 (New York 
Central) and No. 2 (Pennsylvania) systems intact and. give. the 
Baltimore & Ohio, the Reading and the Central of New Jersey 
system ‘Nos. 4 and 5 will not have a ghost of a show to compete 
with the other three,” said the witness. 

Mr. Jenney made such an analysis of the situation in east- 
ern trunk line territory that Professor Ripley said he desired 
to express his appreciation of the way Mr. Jenney had put his 
finger on the nub of the situation in that territory. The gist of 
that analysis was that if the Central of New Jersey and the 
Reading were turned over to the Baltimore & Ohio, a line inter- 
ested primarily, he said, in the development of Baltimore would 
be put into possession of the only access trunk lines other than 
the Pennsylvania and the Baltimore & Ohio now have into Phila- 
delphia and give a Baltimore line a commanding position in 
Philadelphia and New York, the latter by reason of the fact that 
the Central of New Jersey has more undeveloped water front 
than any other New York line. He said the Central of New 
Jersey should be turned over to a New York line, interested in 
the development of New York and not its suppression in favor 
of some other port. 

As to the situation in Central Freight Association territory, 
he said all lines not now comprising parts of the New York 
Central and the Pennsylvania which would lend any strength to 
systems No. 4 and 5 should be turned over to them. But even 
then, he said, Nos. 4 and 5 could expect comparatively little 
traffic from C. F. A. Little tonnage could be expected by either 
of them from Chicago or Pittsburgh and therefore they would 
seem to have less opportunity for successful competition in that 
territory than in the east. 

His idea was that the Lackawanna should be left independ- 
ent and free to compete for traffic from New England, from 
the lower peninsula of Michigan and other traffic areas that are 
not now tributary to an existing system, having rails’ to the 
eastern seaboard. ' 

Suggestion of system No. 7a, composed of the New England 
lines except the Boston & Aibany and the New York, Ontario & 
Western, Lehigh & Hudson, Lehigh & New England, Delaware 
& Hudson, Ulster & Delaware, Lackawanna, Buffalo, Rochester 
& Pittsburgh, Pittsburg & Shawmut and the Pittsburg, Shaw- 
mut & Northern; he treated as being ridiculous. He said it 
would not give the system any tonnage from the Lackawanna 
and no tonnage would come to the Lackawanna from the other 
roads in the system. He said the proposed system would con- 
fer no benefits on the public. In 1921 such a system, he said, 
would have fallen short by $20,000,000 of meeting its fixed 
charges. The system, he said, would be of no benefit to anyone 
because the natural routes of traffic to and from New England 
are over the New York Central and the Pennsylvania and the 
proposed system could not give shippers as good service as 
they have over those routes. 

As to the consolidation with the Nickel Plate, Mr. Jenney 
said the New York Central let the Nickel Plate go “for a song,” 
and he suggested that that would not have been done had. the 
road been comparable, in a competitive degree, with either the 
Michigan Central or the Lake Shore. The New York Central, 
he said, would not have let either go for less than $200,000,000. 
His thought was that it did not look good to suggest that, with 
the Nickel Plate as the main stem of a system, that that system 
would be able to compete successfully with the New York Cen- 
tral or the Pennsylvania system. 

“Your task is to make the systems you propose look good to 
those who have money to invest,” said Mr. Jenney. “Making 
them look good on paper will not be enough.” 


Mr. Jenney said that a number of gentlemen who had been 
on the stand made suggestions to the effect that inclusion of 
the Buffalo, Rochester & Pittsburgh with their properties would 
be pleasing to them. He said the owners of the Lackawanna 
and the B. R. & P. seemed also to be of the opinion that a union 
between those properties would be a good thing for both. 

“That road should not be put into any of the first three 
systems mentioned, ” said the witness. “We have come pretty 
close on two occasions to getting together. Once we were 
within one-half of one per cent of a trade. Both companies 
seem to believe they should be together.” 

System No. 5, the Nickel Plate-Lehigh Valley, was the next 
system taken up. It embraces the Lehigh Valley, Nickel Plate, 
Toledo, St. Louis & Western, Detroit & Toledo Shore Line, Lake 
Erie & Western, Wheeling & Lake Erie, Pittsburgh & West 
Virginia and the Bessemer & Lake Erie. 


Lehigh Valley 


C. E. Hildum, comptroller of the Lehigh Valley, submitted 
humerous statistical exhibits asked for by the Commission. E. H. 
Boles, vice-president and general counsel, said the Lehigh Val- 
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ley’s position was practically the same as that of the Lackawan- 
na, and for the same reasons. He expressed doubt as to whether 


systems Nos. 4 and 5 could successfully compete with Nos, 1, 


2 and 3, as proposed.. He believed that the Lehigh Valley could 
better serve the public if it had an entry into Philadelphia, He 
said he believed a system could be created that would be more 
in the public interest by taking the Michigan Central, the Buf- 
falo, Rocheseer & Pittsburgh and the line of the North Penn- 
sylvania from Bethlehem to Philadelphia. 

W. A. Colston, vice-president and general counsel of the 
Nickel Plate, said the Nickel Plate was in full accord with the 
consolidation of the railroads into a limited number of systems 
and had no objections to offer to the permissive inclusion in 
system No. 5 of all the lines included therein. He referred to 
the action of the’ company in effecting consolidation of its sys- 
tem lines under state laws and to the brief filed by him with 
the Commission as to its jurisdiction over consolidations. Con- 
tinuing, he said: 


We think the plan of consolidation to be adopted should allow 
the utmost latitude and the fullest freedom consistent with the 
standards prescribed in the act and that to that end reasonable 
alternatives should be allowed, the limits of choice should be extended 
and any plan adopted should be readily susceptible of prompt an 
easy extension and amendment, in accordance. with paragraph 5, 
section 5 of the act. : 

We are impressed with the comparative weakness of proposed 
Systems Nos. 4 and 5 in relation to what may be termed the standard 
system for our territory, to-wit: System No. 1, The New York 
Central, and System No. 2, the Pennsylvania. We note that Pro- 
fessor Ripley recommends including the Lehigh Valley in System 
No. 4, but that in the tentative plan that carrier is proposed as a 
main stem for System No. 5, and that Prof. Ripley recommends 
the Lackawanna as a main stem for System No. 5, but that in the 
tentative plan it is replaced for that purpose by the Lehigh Valley, 
and made available for either System No. 7-A, New England-Great 
Lakes, or System No. 4, Erie. 

We further note that the Delaware and Hudson, Delaware, 
Lackawanna and Western, Ulster and Delaware, Pittsburgh and 
Shawmut and Pittsburgh, Shawmut and Northern may, in accord- 
ance with the Commission's plan, be included.in either System No. 
7-A or System No. 4,. and that the Lorain, Ashland and. Southern 
may be included in System No. 2, Pennsylvania. It is our view 
that the interests of the public will be better subserved by the 
creation of one strong competing system, based upon systems Nos. 
4 and 5, with certain eliminations and additions, which will not 
disturb. the Commission’s general. plan, than that there should be 
created two systems, neither of which can adequately or efficiently 
compete with the larger and stronger systems, such as the New York 
Central and the Pennsylvania. 

We accordingly suggest a consolidation of Systems 4, 5, and 8, 
with ‘the alternative employment in the consolidated system or Sys- 
tem No. 7-A of either the Delaware,. Lackawanna and Western or 
the Lehigh Valley, one in each system, and with the omission of the 
following lines from System No. 4 and their inclusion in System No. 
7-A, to-wit: Ulster & Delaware, Pittsburgh & Shawmut, Pittsburgh, 
Shawmut & Northern. « 

The Lorain, Ashland and Southern would also be excluded from 
System No. 4 and included in System No.‘2, Pennsylvania, as is now 
permitted by the tentative plan, and the Wabash would be excluded 
from the proposed consolidated system and, distributed to lines with 
which it is naturally more closely allied. We suggest the tentative 
elimination from System No. 4 of the Wabash and its assignment to 
other systems because of unnecessary duplication which would result 
from keeping in the Wabash.if other lines in System Nos. 4, 5. and 
8 are combined. 

And, in order to afford access to the Michigan peninsula in com- 
petition with Systems Nos. 1 and 2, there should: be added to the 
proposed consolidated system either the Pere Marquette or the Grand 
Trunk Western. 

, mparisons of investment in road and equipment, of revenue 
ton miles, of average revenue per ton mile, of miles of road operated 
of railway_operatig revenue, of net operating income (standard 
return) and of percentage of net operating income to investment in 
road and equipment, will show that the proposed tentative system 
would be reasonably comparable with System No. 1, New York Cen- 
tral, and System No. 2. Pennsylvania, and would except as to some- 
what mileage and except as to lower revenue per ton mile, on basis 
of comparisons, lie generally between those two systems. 

The proposed tentative system would also be well balanced in 
respect of fuel and of coal and other traffic with the larger systems 
now existing, and in this connection we would ony that we would 
have no objection to enter to the continued inclusion of the Toledo 
and Ohio Central and Kanawha and a with System No. 1, 
New York Central, or to the inclusion of the Norfolk and Western 
with ——— No. 2, Pennsylvania, in view of the inclusion of System 
No. 8 in the proposed tentative system. . 


F. P. Barr, traffic manager of the Wheeling & Lake Erie, 
said that road was not prepared to make definite recommenda- 
tions at this time as to whether or not it should be consoli- 
dated with any other road or roads and that if further study 
resulted in it reaching a conclusion, it would submit its views 
to the Commission later. 

John F. Dickie, auditor and treasurer of the Buffalo, Roches- 
ter: & Pittsburgh, said that road would add strength to any 
group in‘ which it would be properly placed but that it gave 
little traffic either to proposed system No. 5 or No. 7-A, to 
which it had been tentatively allocated. He said the road 
needed some system that would give it some southbound traf- 
‘fic to balance its ‘northbound coal traffic. 

Frank H. Alfred, president of the Pere Marquette, testified 
as to system No. 6, the Pere Marquette, which embraces the 
Pere Marquette, Detroit & Mackinac, Ann Arbor, Detroit, To- 
ledo & Ironton, and the Boyne City, Gaylord & Alpena. He 
said the proposed system should be supplemented and strength- 
ened. He suggested that this be done by tying up with No. 6, 
proposed system No. 9, the Norfolk & Western, to which, he 
said, should be added the Delaware, Lackawanna & Western. 
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He further suggested that the Wabash lines east of St. Louis 
might be included to feed the D. L. & W. 

Professor Ripley inquired why, if the witness thought group- 
ing with the D. L. & W. would be advantageous to the Pere 
Marquette, the latter did not go after joint business with that 
carrier. Mr. Alfred said the Pere Marquette was tied up in 
agreements with the New York Central. 

After a recess of three days, Commissioner Hall and Exam- 
iner Healy took up the New England railroads May 24. Commis- 
sioner Eastman joined Commissioner Hall. 

James H. Hustis, president of the Boston & Maine, said his 
road was seeking no alliance with other railroads, but that the 
management recognized that the consolidation of railroads into 
larger systems than now existed was a necessary and funda- 
mental part of the transportation act. 

System No. 7, as proposed by the Commission in its tenta- 
tive plan, comprises the New Haven, New York, Ontario & 
Western, Central New England, Boston & Maine, Maine Cen- 


tral, Bangor & Aroostook, Lehigh & Hudson River and Lehigh 
& New England. 


“I am in accord with the suggestions already made in 
these proceedings, that if a New England system is decided 
upon, it should be a really inclusive New England system, com- 
prising all lines within the territory except, possibly, the Cana- 
dian lines in Maine,” said Mr. Hustis. “Only from such a sys- 
tem could the full benefit of the advantages claimed for a New 
England consolidation be realized.” 


Referring to previous testimony as to the disposition of the 
New England lines, Mr. Hustis said it was his own judgment 
that it would be both to the advantage of the Boston & Maine 
as well as to the territory served by it to be affiliated with a 
strong east and west system. 

“Whatever economies in management or operation might 
result from a New England system would be more than offset 
by economies resulting from an affiliation with a trunk line 
which would result in a long haul under one management,” he 
continued. “At the present time the only system answering that 
description is the New York Central. It is possible, however, 
that other systems may be built up which would serve the same 
purpose and avoid some of the objections which have been raised 
against a combination with the New York Central system.” 


The witness said there was much force in Mr. Loree’s objec- 
tion to the control of the northern New England roads by the 
New York Central, viewed from the standpoint of the Delaware 
& Hudson, for it was trie that the freight interchange-of the 
Boston & Maine with the Delaware & Hudson was largef than 
with any of its western connections. He referred also to Mr. 
Rea’s statement that the Pennsylvania was deeply interested in 


keeping the Boston & Maine as a gateway and open traffic 
exchange. 


“From the standpoint of the properties represented by 
Messrs. Loree, Rea and Willard, a union of the Boston & Maine 
with the New York Central is not appealing,’ said he. ‘From 
the standpoint of the Boston & Maine and the territory served 
by it, however, a consolidation with the Delaware & Hudson 
as it exists today would not be comparable with the proposed 
plan of the Commission, to unite the Boston & Maine with the 
New York Central, either from the standpoint of financial 
stretigth or from the traffic advantages to be obtained from a 
combination with any system reaching the Chicago gateway and 
the Mississippi River, and the intervening territory of the middle 
west. If, however, the Delaware & Hudson is itself incorpo- 
rated in a trunk line system covering substantially the same 
territory, these disadvantages would largely disappear. I am 
convinced that the Boston & Maine would be of real value to 
any trunk line system.” 


The witness said the Boston & Maine was a valuable prop- 
erty and not one to be scrapped or to be taken over as a bank- 
rupt concern at the expense of its owners, who, he said, were 
entitled to a fair return on their investment. He said what the 
Boston & Maine wanted was to have its value recognized in 
any trade that might be made in the future. 


“For the Commission to decree that this or that particular 
plan must be adopted and rigidly adhered to in those instances 
where there otherwise would be bargaining possibilities as be- 
tween several interests might result in serious loss to the own- 
ers of the properties affected and indirectly to the territory 
served,” he concluded. “In its tentative plan the Commission 
has recognized the unusual position of the Boston & Maine and 
other New England roads by including them in three alternative 
systems, and I respectfully urge that the Commission in its 
final treatment of the subject should not foreclose the property 
which I represent from making the best bargain consistent with 
the public interest to which it is entitled by reason of its intrin- 
sic value both from a physical and traffic standpoint.” 


Professor Ripley asked a number of questions relating to 
the “persistent interest of the trunk lines in the New England 
roads,” and as to the reasons for such interest. Mr. Hustis 
said the situation reminded him of that of the Balkan states— 
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the trunk lines were anxious that the balance of power be 
preserved, but were not willing to pay the price. 

E. J. Pearson, president of the New York, New Haven & 
Hartford, submitted evidence to show that during the last few 
years the New Haven had been developed into one of large and 
substantial transportation capacity. He said he gave such testj- 
mony because of “impressions which improperly reflect the sit. 
uation and conditions of the New Haven, and particularly be. 
cause of remarks that have been made earlier in this hearing 
to the effect that the New Haven must be short of both facilities 
and equipment because of its weak financial condition.” He 
also submitted evidence to show that the financial condition of 
the property was growing stronger. 

Mr. Pearson emphasized the point that the New Haven was 
not only a terminal in a large degree for the trunk lines but 
for other lines within New England, and that because of its 
situation had developed a policy to permit shippers to route 
traffic in both directions free from New Haven control or solici- 
tation and to provide for patrons and connections a high char. 
acter of terminal service. He said it was absolutely essential] 
that such a policy be continued in order that “competition shall 
be preserved as fully as possible, and wherever practicable the 
existing routes and channels of trade and commerce, shall be 
maintained,” as provided by the transportation act. 

Consolidation of the New Haven with a trunk line, he said, 
would inevitably result in an attempt to control the movement 
of traffic and restrict it as against other gateways and other 
routes. East and west consolidations, he said, might very prob- 
ably tend to the gradual growth of barriers against what was 
now the normal and advantageous interchange and flow of traffic 
within New England and consequently influences, perhaps dis- 
advantageous, might tend to the realignment of market condi- 
tions and trade within New England. He said no trunk line had 
indicated a desire to consider absorption of New England roads 
on a basis ‘with encouragement to the holders of their stock.” 
He said the interests of the stockholders should be safeguarded. 
He also said the competitive incentive heretofore displayed on 
the part of the trunk lines, to participate in New England traffic, 
would disappear if one of the trunk lines should control in New 
England and that the use by New England of any and all routes, 
water as well as rail, would almost surely suffer restriction in- 
stead of encouragement, as now. 

“From no viewpoint does it appear that practical advantages 
can be brought about through east and west consolidations,” 
said he; “from every angle, however, advantages appear from 
a. continuation .of rome control and the. promotion .of home 
support.” Uk i my ‘ 

In. conclusion, Mr. Pearson said if public opinion in favor 
of consolidations was to prevail the New Haven believed that a 
complete consolidation of all the New England roads, except 
the two northern Canadian lines traversing Maine, was the one 
that should be brought about if possible. He said the system 
should include the following: Bangor & Aroostook, Maine -Cen- 
tral, Boston & Maine, Boston & Albany, Central Vermont, Rut- 
land, New Haven, Central New England, New York; Ontario & 
Western, and their respective leased, operated or controlled rail 
and water lines. He said these lines formed a group performing 
a distinct territorial service, and were not substantially com- 
petitive with each other. He said such a consolidation would 
insure to a degree not even now attained the freedom of routing 
to all points beyond New Hngland. Proposed systems Nos. 7-A, 
New England-Great Lakes, and 3, Baltimore & Ohio, were re- 
ceived unfavorably by the New Haven, the witness said. 


RATES ON GREAT LAKES 


The Trafic World Ottawa Bureau 

Four important recommendations are made in the finding 

of the Royal Commission appointed to inquire into the charges 

of freight-rate fixing combines on the Great Lakes, which was 

tabled in the House of Commons by Hon. James A. Robb, Min- 
ister of Trade and Commerce. They are as follows: 


1. That supervision of rates charged for the transportation 
of grain between Canadian ports be placed in the hands of the 
Railway Commission, or some other independent body with the 
assistance of advisers and experts who are thoroughly conversant 
with this somewhat difficult problem; that all persons or cor- 
porations operating vessels carrying grain between Canadian 
ports shall be obliged to file with such Commission maximum 
rates; that provision shall be made for alteration of such rates 
to suit different portions and conditions of the shipping season; 
and that rates in excess of the maximum shall be illegal. 

That power be placed in the hands of the Governor in 
Council to suspend coasting regulations in so far as the same 
may be necessary to enable American vessels to carry grain for 
winter storage between Canadian ports, and that the Governor in 
Council be empowered to suspend such regulations on grain in 
other cases on the recommendation or report of the Commission 
—- power of supervision over rates to be charged on the Great 

akes. 

3. That all vessels, brokers, and persons in any way engaged 
as agents or otherwise in chartering vessels, or space on vessels, 
from Fort William and Port Arthur east, be prohibited from 
writing cargo for out-turn insurance on grain, from acting, !n 
any way for the placing of such insurance, and from accepting 
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any commission on such insurance or on any premium connected 
therewith. 
4. That all vessels, brokers and persons in any way engaged 
as agents or otherwise in chartering vessels or space on vessels 
for the carriage of grain from Fort William and Port Arthur 
east shall, at the grain exchange at the place where such charter- 
ing for vessels or space is made, afford to the grain dealers a de- 
tailed statement showing the space, date of shipment and destina- 
tion for carriage of each grain charter entered into each day. 


The finding, which is unanimous on the part of three com- 
missioners—Dr. J. S. McLean, chairman, Ottawa; Levi Thomson, 
K. C., of Saskatchewan, and General L. T. Tremblay, Quebec 
City—and is voluminous, containing 90 pages, had been awaited 
with interest by the largest commercial interests of the country, 
especially by the lake steamship companies and the western 
grain. producers. 


After a recital of the order in council creating the commis- 
sion there are reproduced a number of statistical reports show- 
ing freight traffic on the Great Lakes.. Then follow some of the 
main arguments submitted by the various counsel for and against 
and finally, preceding the recommendations, is a summary of 
the entire case divided into fifteen sections. 

The summary paragraphs are as follows: 


1. It is admitted that at one time during 1922 shipping 
season vessel operators controlling a sufficient proportion of the 
bulk freighters on the upper lakes, to constitute a virtual 
monopoly, combined to fix rates to be charged on the shipment 
of grain on these lakes, and in the opinion of your Commission 
a tacit understanding between these operators as to those rates 
existed during the whole season, and measures should be taken 
to prevent its continuation. 


2. Rates on grain between Canadian ports were discrimina- 
tory as compared with rates charged by Canadian operators on 
grain and other bulk freight between Canadian and United States 
ports, and as compared with those charged by Amerié€an opera- 
tors on grain and other bulk freight between United States ports. 

3. In justification of discrimination, it is alleged: (a) that 
there was congestion at Canadian ports: (b) that the Canadian 
vessels got less return cargo than the American; (c) that the 
work of Canadian vessels was less steady than that of the Amer- 
ican by reason of the seasonal character of the grain traffic; (d) 
that rates to Buffalo were, during the early part of the 1922 
season, “distressed” rates by reason of American freighters being 
unable to procure their usual tonnage of iron ore. 

4. Congestion was as bad at Buffalo as at Port Colborne, and 
was worse than at Bay ports; therefore, discrimination cannot 
be justified by congestion. s 

Congestion did exist both in 1921 and 1922 and was one 
eause of high freight rates. The fact that grain can be so much 
more rapidly discharged from Fort William and Port Arthur than 
it. can be transferred at Montreal, Quebec, and Port Colborne 
makes for congestion. With the completion of the Welland Canal 
and the addition of such facilities along the all-water route as 
may be found necessary, in order to take advantage of the more 
economical operation offered thereby, it may be anticipated that 
there will be an increase in the grain traffic moving by the St. 
Lawrence route, called by Mr. Stocking of Duluth “the natural 
attractive route”; and in order properly to utilize such facilities 
for the transferring of grain at Montreal, Quebec and Port Col- 
borne, every effort should be made, through effective cooperation, 
to ensure the fullest possible coordinated use not only of all the 
facilities at the ports in question but also of all factors used or 
bearing on the transportation and transfer of grain. 

6. The United States vessels have some advantage over 
Canadian vessels in the matter of return cargo. Coal is the only 
extensive return cargo for vessels carrying bulk freight from 
lakes Superior and Michigan, and as the available return cargo 
is much less than the cargo carried down, coal being only about 
20 per cent or 30 per cent of American bulk freight on the Great 
Lakes, the most of the vessel tonnage carrying bulk freight down 
from the Upper Lakes, whether American or Canadian, must go 
back light; and so long as a returning vessel can get a cargo of 
coal, she can afford to carry at any rate that will pay her better 
than returning light. Whatever she gets beyond sufficient to 
pay for the extra time and cost of going back light, is clear 
gain. It is alleged that trade connections existing between United 
States vessels and coal companies give the former an advantage 
over the Canadian vessels in obtaining this return cargo. It would 
seem, however, that in general the advantage possessed by thé 
American vessel in respect of coal is not so great as represented. 

7. Canadian bulk freight being mostly grain is more seasonal 
than American, and Canadian vessels may not have quite so steady 
employment as American, but the.claim that American rates were 

distressed” rates shows -that American vessels were at times 
also’ short of employment;and although the companies controlling 
nearly-all-the Canadian upper-ake: tonnage: were ably represented 
before the ‘Commission, they were only able to show that one 
Canadian vessel had been laid up for want of-work during the 
season, and that vessel only for thirty days. On the other hand, 
it has been admitted that labor costs were lower on the Canadian 
side than on the American. 

’ - After making due allowance for additional cost of operat- 
ing and handling to which the grain was subject, but which did 
not apply to ore and coal, there is still an excess of earnings 
from the transportation of grain between Canadian ports over 
earnings from,the carriage of other bulk freight, which shows 
high and unjustifiable rates. 

9. The increase of the 1922’ rates over those of 1921 by the 


Canadian vessel operators was so great as to be hi : 
justifiable. - g o gh and un 


10. Railway rates and rates for the transportation of all im- 
portant bulk freight on the Great Lakes, except grain, are being 
controlled in some way; the former through Commissions acting 
on behalf of the public, the latter by agreement between the 
Producers and carriers. The difference in cost of operation of lake 
vessels at different periods of the shipping season, and the mov- 
ma nature of the capital invested in lake transportation, owing 
0 the boats not being tied down to one fixed route, among other 

ings, make it impractical to attempt to control lake traffic in 
feactly the same way in which rail traffic is controlled; and joint 
xing of rates by agreement between producer and carrier, as in 
the case of iron ore, does not seem feasible. 
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11. The season of 1922 was characterized by high levels of 
rates which cannot but have been detrimental to all those en- 
gaged in the production and disposal of grain, and it is, therefore, 
essential that through control of the upper level of rates the 
competitive principle which has been relied upon by Parliament 
in the case of water transportation should be permitted to be 
operative. 

12. The difficulties in the way of controlling rates on lake- 
borne grain are such that your Commission is of the opinion that 
the only feasible method of rate control through a regulative 
tribunal is through maximum rates. 

13. Power to suspend the coasting laws in respect of the 
grain trade should be conferred upon the Governor in Council. 
It is suggested in this connection that the Dominion Bureau of 
Statistics should keep statistical records of the port-to-port car- 
goes "in the coasting trade, such records to be based on returns 
from the vesel or vessel companies operating. 

14. The broker should not obtain the payment for his serv- 
ices from participation in the premium of insurance written by 
him. The basis of compensation for services rendered should be 
a direct charge. 

15. There is justification for publicity in connection with 
chartering of space and date of same. 


Throughout the report there are replies on the part of the 
Commission to arguments advanced by counsel in defense of the 
“combine.” Answering the argument that, while the existence 
of a combine at one time was admitted, that combine was 
ended when later on the law of “supply and demand” was al- 
lowed to operate, the commissioners say: 


The fact seems to be that so far, at least, as the 1922 season 
was concerned when the fixing of rates suited the carriers they 
fixed the rates without consulting the producer whose grain they 
were carrying, or the shipper from whom they were to receive 
the grain; but when the demand for space for shippers became 
so great that they could scarcely meet it, they allowed the law 
of “supply and demand” to operate to a great extent, but still 
acted so well in concert that the going rate from day to day 
was easily ascertainable. 


Dealing with the small profits which the steamship com- 
panies claim they made last year (Canada Steamships, 9.36 per 
cent; Great Lakes Transportation Company, 11 per cent, and 
Mathews Company, 10.24 per cent), the commissioners say: 


It is very difficult to test the accuracy of these statements, 
and without saying that they are in a general way unfair it may 
be said that some evidence has been submitted which shows 


ground for questioning the accuracy of the material filed by those 
companies. 


Urgent necessity of preserving as much as possible open 
competition in trade in Canada is pointed out by the Commission 
in the following words: 


Open competition in this traffic is what the general public 
is interested in. The primary object, therefore, to be considered 
is the effect of permitting those holding a virtual monopoly of 
an exceedingly important line of business to do everything to 
prevent or lessen competition even among themselves. Neither 
the intentions of the parties nor the presence of a pool have any- 
thing to do with the result. It is the result of the acions, not 
the intentions of the party nor the manner of dealing with the 
profits that concern the persons affected. If it be necessary that 
the principles of open competition must be so sacredly guarded, 
it becomes necessary that the actions of corporations constituting 
a virtual monopoly shall be critically scrutinized, and that all 
reasonable steps shoud be taken to ensure that open competition 
is interferred with to the least possible extent. 


Defending the recommendation that power be given to the 
Governor in Council to suspend the coasting laws when deemed 
necessary the Commission says: 


It would seem that what is important is not so much the 
amount of tonnage that might be added to the trade in such case, 
as the possibility of having tonnage brought in which would keep 
the Canadian carrier from so increasing his rates as to make the 
traffic more than usually attractive to the American grain carrier. 

Those brokers who charter space on the vessels for the grain 
shipper are not believed by the Commission guilty of speculation 
in space. “The evidence does not satisfy the Commission that 
such speculation has been practiced to any. material extent.” 

There is a piece of lively comment by the Commission in deal- 
ing with the discrepancy between the prospectuses of the various 
steamship companies and the evidence received. Referring to a 
statement by Mr. Mathews of the Mathews Company, for the year 
ending January 31, 1922, and to statements by the heads of the 
other companies, the Commission says: “Possibly further expla- 
nations might have been given by the presidents of these com- 
panics had they not been out of Canada on their winter vacations.” 


W. B. T. & S. SECURITIES 
The Waco, Beaumont, Trinity & Sabine Railway Company 


~has applied to the Commission for authority to issue $1,149,000 


of first mortgage 6 per cent thirty-year coupon gold bonds; 
21,703 shares of common stock of the par value of $100 per 
share, aggregating $2,170,300 par value; 60 equipment trust notes 
for $1,000 each and bearing 5 per cent interest, and 30 unse- 
cured notes in the sum of $2,500 each, bearing 10 per cent in- 
terest, and maturing within six months from date thereof. 

The applicant explained that the proposed financing was 
in connection with the acquisition of the Trinity-Colmesneil line 
from Trinity to Colmesneil, Tex., a distance of 66.6 miles, and 
for rolling stock and equipment. 


Give Our Railroads a Chance 
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CANADIAN RAIL SITUATION 


The Trafic World Ottawa Bureau 


Sir Henry Thornton, in a recent address before the Canadian 
Manufacturers’ Association, said the railway situation, as judged 
by statistics, was not any too favorable to Canada. In 1913, he 
said, there were 25,400 miles of railway in Canada and 56,800,000 
tons of traffic. In 1921 there were 31,771 miles of lines, but the 
traffic had fallen to 55,300,000 tons. 

“The truth is,” he said, “that we have too much mileage 
and not enough traffic, and that is what is wrong with the 
C. N. R. Tere is nothing to be gained, however, by the two 
principal railways of the country pinching a few carloads of 
freight from each other. What we need is more traffic and 
new traffic.” 


MOLASSES IN PUNCHEONS 


The Trafic World Ottawa Bureau 


Since 1920 there has been going on a discussion, between 
the Canadian Railways on the one hand and West Indian pro- 
ducers and Canadian dealers in molasses on the other, as. to 
the shipment of molasses in the big and unwieldy puncheons 
which have always been used. In October, 1922, the Canadian 
Freight Association, representing the Canadian Railways, issued 
notice of an embargo on molasses in puncheons, to go into 
effect after December 31, 1924. The Chamber of Commerce of 
the British West Indies claimed. that this embargo would 
greatly discommode their export trade, which had been built 
up from the beginning on puncheons, would disorganize their 
present packing and shipping arrangements, and would mean 
an increase in cost to the Canadian consumer of three or four 
cents a gallon. A special committee of Canadian importers and 
dealers, in conjunction with the producers, presented a memo- 
randum to the Canadian Freight Association protesting against 
the embargo. This was followed by a joint meeting of all in- 
terests affected. when a compromise was reached, continuing 
existing conditions, but providing that on and after January 
1, 1924, molasses shipped in puncheons, in less than carload lots, 
will be advanced from third to second class rates, which will 
mean a slight advance in freight rates. It is stated that Canada 
consumes about 85 per cent of the molasses. produced in the 
British West Indies. No change is made on the carload rating 
nor in 1. c. 1 rates on other packages. 


WARFIELD ON TRANSPORTATION ACT 


The Trafic World New York Bureau 


Statements by many railroad officials that the transporta- 
tion act should not be amended are declared to be untenable 
by S. Davies Warfield, president of the Seaboard Air Line, in 
his annual report to stockholders, who said that the carriers 
cannot expect to receive the benefits of the law without showing 
a spirit of co-operation in carrying out the plans for consolida- 
tions and other features. The railroads have not complied with 
the intention of the law to provide joint use of facilities and 
equipment, he added. It was stated that stockholders should 
not supply the pleas that the transportation act. should not be 
amended. i 

Mr. Warfield said that the. position of ‘the railroads is 
extremely critical pending the determination by Congress of the 
future of this law. The policy of watchful waiting on the part 
of the. carriers carries with it the responsibility’ of complying 
with the spirit of the law, in his opinion. On this subject -he 
said: 


Congress specifically provided in the act that intercarrier rela- 


tions must be recognized by the railroads by bringing about the. 


joint use of such. railroad equipment and facilities, without respect 
to ownership, that would produce better service at reduced cost. 
The Interstate Commerce Commission was: accordingly authorized 
by the act to provide for — facility uses and was empowered to 
name the terms and conditions under which they were to be brought 
about in default of agreement among the railroads. 

Will not Congress, therefore, expect co-operation from the rail- 
roads in carrying out the construction program required by the act. 
of which the rate-making-fevenue and the other provisions referred 
to-are only a part? : 

Can the railroads expect to continue in the enjoyment of the 
particular provisions of the act mentioned unless Congress can be 
assured of the purpose and offered the means to carry out the 
intent of the other provisions? Can stockholders ask Congress to 
preserve the legislative railroad status quo that is now being urged 
unless such assurances are given? 


Taking up consolidations, Mr. Warfield declared that there 
are two fundamental questions for the public and the stock- 
holders: ; 


First—Should not railroads be permitted to consolidate from time 
to time under such plans or conditions as are proved to be in the 
public interest and such as would be approved by the Interstate 
Commerce Commission without respect to any particular plan that 
mey have been or be promulgated by that body or by any other 


Second—Are not the questions incident to the taking of prop- 
erty involved, such as may invite long litigation should there be an 
attempted enforced consolidation of the railroads of the country 
into a few very large systems limited to the Commission’s present 


iefeas, as anticipated under the terms of the act or as it may be here- 
after amended? 
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Mr. Warfield stated that there was no insistent demand for 
the proposed large .consolidations excepting from those “who 
find unwillingness on the part of the railroads to fully co-operate 
with one another, and see no other means to secure the eco. 
nomic results.and service sought to be attained thereby.” 

He said that this is a tenable position and cannot be met 
otherwise than by bringing’ about the joint facility uses that 
are contemplated through corporate consolidation, including the 
pooling of freight cars by common agreement and by establish- 
ing a railroad agency to effect this. 


MONTHLY EQUIPMENT: REPORT 
The Trafic World Washington Bureay 


The Commission, in its report on the condition of railroad 
equipment in April, made to the President, in accordance with 
the La Follette resolution, adopted in February, showed that of 
the 96,940 freight cars inspected, 7,045, or 7.3 per cent, were de- 
fective, in comparison with 4,637, or 4.5 per cent, in the cor. 
responding month of last year. In the month, the Commission 
said, it had transmitted 32 cases, involving alleged violations 
of the safety appliance acts, to various attorneys for the United 
States for prosecution. : 

According to the report on the percentage of locomotives 
and cars unserviceable, the carriers, in March, reported to the 
Commission 8.8 per cent of their freight cars, 24.6 per cent of 
their road freight engines, and 23.8 per cent of their road pas- 
senger engines unserviceable. In the corresponding period of 
1922 the number of unserviceable freight cars was 13.8 per cent, 
the unserviceable road freight engines 23.8 per cent, and the 
unserviceable road passenger engines 22.5 per cent. 

Unofficial advance information for April as to cars and en- 
gines, received from the car service division of the American 
Railway Association, showed the unserviceable cars to be 9.4 
per cent; road freight engines, 21.6 per cent; and road passen- 
ger engines, 21.5 per cent. Those figures were included in the 
Commission’s report for information and were subject to re- 
vision, the report said. 

In April eight persons were killed and 97 injured on account 
of the failure of some part or appurtenance of a locomotive or 
tender, as compared with five killed and 104 injured in March. 


CAR SURPLUS AND SHORTAGE 


The average daily shortage of freight cars has become 
negligible, in the opinion of the officials of the car service divi- 
sion of the American Railway Association. The average daily 
shortage in the period May 8-14 was 23,761 cars as compared 
with 28,316 cars in the preceding period. The average daily sur- 
plus was 18,419 cars—approximately within 5,000 cars of the 
shortage figure— as compared with 16,081 cars in the preceding 
period. A progressive increase in the number of cars moved 
daily and a decrease in accumulations are the reasons assigned 
for the practical disappearance of a shortage. 

The shortage was made up as follows: Box, 5,410; auto and 
furniture, 118; -total box, 5,528; flat, 2,240; gondola, 6,312; hop- 
per, 9,341; total, all coal, 15,653; coke, 128; S. D. stock, 13; D. 


D. stock,. 13; refrigerator, 47; tank, 108; miscellaneous, 31; 


total, 23,761. ° 

The surplus was made up as follows: Box, 6,204; ventilated 
box, 42; auto and furniture, 31; total box, 6,277; flat, 303; gon- 
dola, 1,922; hopper, 854; total, all coal, 2,776; -coke, 35; S. D. 
stock, 4,590; D. D. stock, 135; refrigerator, 8,577; miscellaneous, 
726; total, 18,419. 


Canadian roads reported a shortage of 4,000 box and 425 flat 
cars. 


LOCATION OF CARS 


The per cent of home carson home roads as of May 1 
was 48.5, according to the car service division of the American 
Railway Association. By classes of equipment the percentages 
were as follows: Box, 34.6; refrigerator, 61.1; gondola, 57.5; 
stock, 68.5; and flat, 60.7. 


The semi-monthly bulletin of percentages of freight cars on’ 


line to ownership as of May 1 showed the following: Eastern 
district, 105.1, as against 97.4 a year ago; Allegheny district, 
101.8, as against 103.8 a year ago; Pocahontas district, 86, as 


against 90.9 a year ago; Southern district, 98.4, as against 100.6 


a year ago; Western district, 93, as against 96.4 a year ago; 
all districts, 98.3, as against 98.4 a-year ago; Canadian roads, 
86, as against 91.2 a year ago; Mexican roads, 106.9, as against 
106 a year ago. 


VANCOUVER BIGGEST PORT 

According to figures presented by the Merchants’ Exchange 
of Vancouver, that city last year became the biggest port in 
Canada and the third port on the Pacific coast as regards total 
cargo tonnage. The tonnage of Montreal last year for ocean 
going vessels was 3,453,000, while Vancouver claims 3,967,000. 
The gross tonnage of the port last year was 12,233,000 tons. 
Forty-two ocean shipping lines now regularly use the port. 
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THE TRAFFIC WORLD 


Trafic Lesson No. 37 


Time and Preference Freight Services—Thirty-Seventh Lesson in the Course Written for The 
Traffic World by Grover G. Huebner, Ph. D., Professor of Transportation and Com- 
merce, University of Pennsylvania* 


Within recent years, so-called “time,” “fast,” “dispatch,” 
“preference,” or “manifest” freight services have been estab- 
lished on many railroads. The purpose of these services is to 
expedite or speed up the movement of particular kinds of 
freight or freight trains. Time and preference freight moves 
on “symbol” or fast freight trains which are scheduled to run 
at specified times. Other freight moves on “tonnage” trains. 
which are run when a desired amount of, freight is available 
for shipment. 

These services should not be confused with the so-called 
‘fast freight lines,” which will be discussed in a later lesson. 
In spite of the apparent similarity of names, “fast freight lines” 
are now primarily through routing and soliciting agencies, and 
do not offer any of the advantages which are included under 
time freight. 

Time or preference freight services are usually open to 
perishable freight, carloads of high-class freight, and less car- 
loads of many kinds of wares consolidated into “merchandise” 
or “package” cars. These fast freight services are not, how- 
ever, limited exclusively to perishable and high-class goods. 
Many of the railroads which have devised special arrange- 
ments for handling time or preference freight, have extended 
it to numerous commodities which are of a bulky character. 
The apparent reason for the inclusion of so wide a range of 
articles is to expedite long hauls, which, under ordinary freight 
services, would consume a great amount of time. By offering 
a service which, for the same charge will deliver goods within 
a much shorter time, shippers are induced to select the routes 
via which such service may be obtained. 

In some instances, the carriers divide freight into various 
groups with regard to preference in movement. The Rock Is- 
land, for example, divides freight into four groups, the first 
three of which comprise preference freight: gold ball, which in- 
cludes all freight, regardless of origin or commodity, destined 
to El Paso, Texas, or routed via El Paso gateway east or west, 
except forest products, coal, and coke; red ball, which in gen- 
eral, embrace perishable freight and merchandise of relatively 
high value and all freight, other than gold ball, which moves 
through El Paso; green ball, which includes specified commodi- 
ties of relatively less value than those carried as red ball 
freight; and ordinary or dead freight. Moreover, preference is 
given to traffic in the order named. 


The Southern Pacific has a similar classification of freight, 
embracing livestock, perishables, manifest and dead freight. 
The manifest freight consists principally of all carload freight 


moving either eastward or westward through Ogden, El Paso 


and Portland. Certain commodities are designated as first-class 
and certain other commodities as second-class manifest freight, 
the former taking preference in the movement and forwarding 
of the freight from various junctions and district freight 
terminals. 


Management of Time Freight Services 
The methods of managing time or preference freight serv- 


ices vary from the simple plan of using distinctive car waybills ° 


or stickers to indicate cars that are to move in symbol trains 
or receive preference, to the use of distinctive billing through- 
out, the receipt of current telegraphic or mailed reports, and the 
use of special train boards or records at a central office. 

As an illustration ofthe method employed for controlling 
the preference freight services from the central office, the prac- 
tice of the Southern Railway may be cited. Upon receipt of the 
report of manifest or time freight forwarded in the office of the 
general superintendent of transportation, a clerk records in a 
special car record book the car number, initial, manifest symbol 
and number and the date of the shipment. The sheet containing 
this information is then placed on a working pad, each station 
being filed separately. A complete record of the movement of 
of the car is then kept on the sheet. The clerk daily checks 
the location of cars and if they have been delayed or set out 
or if the movement is not up to schedule, the superintendent is 
notified and requested to promptly move the cars. By this 
method a close check is kept on all the cars and delays are pre- 
vented or are promptly relieved. The sheet is kept on the 
bad until all cars on this particular sheet and the sheets cover- 

§ cars previously manifested have reached their destinations 
on the Southern lines or have been delivered to a connecting 
line as indicated by the routing in the space provided on the 
manifest sheet. When removed from the pad, the sheets become 
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a permanent record and are used for reference in connection 
with claims, etc. 

The Southern Pacific Company likewise maintains a close 
check on the movement of preference or manifest freight cars 
through its Manifest Bureau. Moreover, weekly exhibits of 
the performance of trains carrying perishable and manifest 
freight and livestock are prepared for the purpose of enabling 
the management and the departments interested to keep a check 
on their respective functions and on the preformance as a whole. 

As indicated above, some railroads have adopted elaborate 
plans for the handling of time or preference freight. Among 
these is the Atchison, Topeka and Santa Fe, whose system 
of red-ball freight is here described as typical of the operation 
of time freight services under elaborate arrangements. 

The Santa Fe red-ball freight service is extended to a 

large list of commodities when carried in full carloads, includ- 
ing all perishable freight, all freight in bond and all cars con- 
taining less carload merchandise. Live stock in 1. c. 1.’s is also 
included. Moreover, the territorial application of the service 
is specified in the instructions. 
_ All red-ball freight is shipped from stations designated as 
Red Ball Billing Stations, each of which is assigned symbol 
letters and serial numbers. In case freight which is entitled 
to be red-balled is offered at non-red-ball stations, it is shipped 
to the nearest red ball station along the route of the car and. 
there handled as regular red ball freight. ‘Scheduled trains are 
employed for this service. 


Special billing and reports are used to facilitate the move- 
ment of this traffic. To distinguish easily all cars containing 
red ball freight, cards on which a red disk appears, together 
with the train number, are attached to each side of every car 
of red ball freight. Distinctive way-bills or card way-bills are 
used, each of which is numbered consecutively beginning with 
the car for the nearest destination. As soon as a car of red 
ball freight has been forwarded, the agent at billing point is 
required to make out a “consist report” and to inform the 
car accountant, by wire, of such forwarding; in case any cars 
are delayed for movement and are not reported on the “con- 
sist report,” a “daily report of red ball loads delayed” must be 
made out; as the trains proceed along the line, the agents at 
red ball stations telegraph such fact and prepare a “passing 
report”; should a car be cut out of the train for any reason, 
a “set-out report” is issued; when such a car or any delayed 
car is again forwarded, a “delayed cars forwarded report” is 
made; and when a car arrives at destination, a “report of ar- 
rival” is made. Most of these current reports are required to 
be transmitted by wire. 


Similar arrangements for preference freight are made by 
other railroads. The Erie, for example, conducts a “manifest” 
freight service: by an analagous, but less elaborate, method. 
The Rock Island plan is practically the same as that of the 
Santa Fe, with. the exception that the green ball cars are not 
symboled: The Southern Railway and the Illinois Central have 
established a similar arrangement for the handling of their 
manifest and time freight, the manifest freight including per- 
ishables and articles of relatively high value, while the time 
freight refers to commodities of less value. The Frisco system 
of red-and-green-ball freight is operated in the same manner. 
as the Santa Fe’s; the red-ball freight taking preference over 
the green-ball. 


Some railroads have not devised such an elaborate ar- 
rangement as those above. The New York Central for example, 
divides the traffic to which preference is granted into perish- 
able freight and preference freight. The former is designated 
by bright red “perishable” stickers, which are attached to the 


‘waybill, and the latter by pink “P. F.” stickers. Both classes 


of freight move in symbol trains, which run on schedule, but 
there is no elaborate arrangement for checking up on the cars. 
Agents and yardmasters are instructed to see that freight so 
designated is given preference and is handled in scheduled 
trains. 

The New York, New Haven and Hartford Railroad Com- 
pany provides fast, scheduled freight service for perishable and 
time (high-class) freight, when shipped between certain desig- 
nated points. This is really a special application of the “ar- 
ranged” freight train service of that road, according to which 
the approximate schedules of all regular freight trains are estab- 
lished... 

Merchandise or Package Cars 


Another phase of time or preference freight, although not 
usually designated by these names, is the operation of so-called 
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“merchandise” or “package” cars. This service is offered by 
most of the railroads of the country. By this practice, ex- 
peditious handling and delivering of less carload freight is 
obtained. Merchandise or package cars are run regularly be- 
tween designated stations, when a specified minimum weight 
of 1. c. 1.’s. is. offered. There is. no. delay in handling this 
traffic at transfer points or junctions, as the cars are run 
through to destination. Obviously, the larger a station or city, 
the more frequently are merchandise cars operated between 
It and other points. This gives a distinct advantage to a 
shipper located in a large city, where he may be able to secure 
flaily and rapid transportation to distant distributing points. 
L. ¢. 12s which are offered at smaller stations in sufficient 
quantities to warrant the establishment of frequent merchan- 
dise or package cars, must either wait until the required weight 
is available or else they are shipped to transfer points and 
after being combined with other 1. c. Is. from adjacent points, 
are forwarded to a given destination in direct cars. By ascer- 
taining the days on which this service is maintained to speci- 
fied points and, in the case of large cities, the particular lecal 
freight stations at which traffic will be accepted, the shipper 
of 1. c. 1’s is in a position to provide prompt delivery to his 
customers. In some cases, severe competition between the rail- 
roads, which is no longer influenced by rate-cutting, may cause 
the establishment of merchandise or package cars withoui 
strictly enforcing the requirements as to minimum weights. 
This is merely another illustration of the effect of competitive 
factors which today are causing continued improvement in the 
service offered by the railroads. 


SALE OF BOARD’S VESSELS 
The Trafic World Washington Bureau 


Offers for some of the services of the Emergency Fleet Cor- 
poration are expected by officials of the Shipping Board on 
May 28, but there was little optimism among them as to the 
offers being of such a character as to warrant acceptance by 
the board, Chairman Lasker has been outspoken in his belief 
that: acceptable bids will not be made. 

The decision of the board to ask the next Congress for an 
appropriation for two new passenger ships. was pointed to as 
an indication that the board- at least did not anticipate an ac- 
reptable offer for the United States Lines, which is the board’s 
organization for operating its passenger vessels in the North 
Atlantic. 

If the offers made are turned down by the board it is ex- 
pected that a drive will be begun immediately by private ship- 
pwners as well as by Shipping Board operators to get the board 
to change the decision to go to direct government operation of 
the fleet. An attempt will be made to have operation of the 
vessels continued on a basis other than that of the MO4 agree- 
ments, which give the operators a fixed percentage of the gross 
revenue regardless of the costs of operation. 

The Chamber of Commerce of the United States went on 
record at its recent annual convention against the government 
engaging in commercial business and urged. that. before the 
government undertook direct operation of the fleet it should 
make every possible effort to solve the problem on some other 
basis. 

So far as can be ascertained no definite plans for: direct 
government operation have been formulated by the board and 
it is regarded as possible that some shift in policy may be made 
if the vessels are not sold. 

The Shipping: Board has sold’ the steel tanker Hadnot, of 
9,100 deadweight tons, to the Steamer Freeport. Corporation of 
New. York City. : * 


The Shipping Board has sold to-the: Cape Steamship Com- 


pany of Philadelphia the: steel. tankers’ Sapulpa, 9,758*d. w. t., 
Quabbin- of- 9,863 d. w.t., and* the Houma of 10;387 d. w. t. 

“Ship owners and operators have continued conferences with 
representatives of the Shipping Board relative to..bidding for 
vessels .before May 28. Representatives of S.-Sitcovich & Co., 
Lykes:..Bros.,, Tampa-Inter Océan. Steamship Company, Water- 
man.-Steamship Company; and Daniel Ripley & Co., Gulf op- 
erators; conferred with Mr. Smull, president of the Emergency 
Fleet Corporation. 


It is not believed that the board will consider appeals from. - 


the private steamship owners to abandon the plan for direct 
government operation until it has been demonstrated that the 
ships cannot be sold. 


CARGOES IN U.S. SHIPS 


More than 18,000,000 tons of the products of American farms 
went abroad by ships last year, but little more than a third of 
this was carried by American vessels, says a statement issued 
by the National Merchant Marine Association, which adds: 

The fact, however, that a large supply of American tonnage was 
available for service made it impossible for foreign shipowners to 
eontrol ocean freight rates and the total exports of agricultural 
products showed a gain of 2,500,000 tons over the 1921 total, or about 
{6 per cent. Returns made to the Shipping Board show that while 
American vessels carried 1,000,000 tons more than in 1921, foreign 
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ships increased their. total by 1,500,000 tons. And of the million tons 
gain by our ships, 800,000 tons went to Shipping Board vessels. It is, 
therefore, evident that private American ships, under existing handi- 
caps, are faring the worst in the competition for American trade 
while the cargoes transported on the government’s vessels show, not 
an operation profit, but a loss. The division of the sea carriage of our 
= exports during the two years was as follows, in cargo 
ons: 


‘Vessels 1922 1921 
ee ee 3,717,000 2,953,000 
PINE Bie We wcecclhecvestneenes 2,911,000 2,736,000 

TOCA AWSFIGED ccdc sisson ss 6,628,000 5,689,000 

WOCRL SOPOMED ooo Ss ces sce ees 11,406,000 9,889,000 
BD 9-050 3 Anas taviintwtohs 18,034,000 15,578,000 


Although there was a decrease of 725,000 tons in exports of wheat 
last year, as compared with 1921, the loss was more than made up 
by the gains in exports of other cereals, so that the total shipments 
of grain, wheat included, advanced from the 12,014,000 tons of 1921 
to 13,181,000 tons. This increase was chiefly due to the gain in ex- 
ports of rye from 402,000 tons to 1,174,000, and of corn from 2,174,000 
tons to 2,910,000. While Shipping Board boats carried only 890,000 
tons of wheat, as against 1,051,000. in 1921, total grain exports by the 
board's ships advanced. from 1,965,000 tons to 2,212,000. In the case 
of private American ships, however, although wheat exports advanced 
from 742,000 tons to 791,000, the total of all grain carried by these 
vessels decreased from the 1921 figure of 2,316,000 tons to 2,203,000. 
This brought the total grain movement in American bottoms from 
4,281,000 tons in 1921 to 4,415,000 last year. As against this gain of 
134,000 tons, however, foreign ships showed an increase of 1,033,000 
tons, their carriage of grain growing from 7,733,000 tons to 8,766,000, 
a ae of 13 per cent, as compared with only 3 per cent for American 
vessels. 


One field in which the Shipping Board’s boats were able to meet 
foreign competition was that of cotton exports. The marked gain in 
the volume carried by the government’s ships was accompanied by a 
sharp decline in the total foreign carried, as indicated by the follow- 
ing table of tons of cotton exported: 


Vessels 1921 1922 
I Sn cp cec.cecegescans 371,000 605,000 
NEE ns chieceds gow cbewecacce se be 925,000 716,000 


4 The result has been that, while in 1921 foreign vessels carried 
554,000 tons more than the Shipping Board boats, in 1922 the foreign 
lead was only 111,000 tons. And, while the board’s total for 1922 was 
234,000 tons more than in 1921, foreign vessels in the same period 
showed a loss of 209,000 tons. The share of privately owned Ameri- 
can ships in this trade was negligible, amounting to only 37,000 tons 
last year, as against 55,000 in 1921. The showing of the Shipping 
Board’s boats is emphasized by the fact that their proportion of the 
total cotton exports advanced from only about 25 per cent in 1921 to 
nearly 50 per cent in 1922. These changes were brought about with 
practically no variation in the total volume of cargo, cotton exports 
advancing only from 1,351,000 tons to 1,358,000. Development of Ship- 
ping aur services from Southern ports is largely responsible for the 
gains made. 


Exports of meat and dairy products for 1922 were more than 
double the 1921 figure, all ships gaining,. as the following table of 
tonnage shows: 














Vessels 1921 1922 
Shipping Rey eee 48,000 87,000 
ee 72,000 174,000 

Total American ................ 120,000 261,000 
Total foreign .................. 91,000 213,000 
ie a FA bie 2a 4 211,000 474,000 


Exports of vegetables almost trebled the 1921 total. Shipping 
Board boats carried 37,000 tons, in comparison with 12,000; private 
American ships, 100,000, as against 62,000, a total for American: ves- 
sels of 137,000 tons, as compared with 74,000. The gain for foreign 
vessels was much sharper, however, advancing from 36,000 tons to 


154,000 tons. The total exports by all vessels showed an increase from 
110,000 tons. to 291,000. 


Farm products, which represented 32° per cent of all exports in 
1921, were 42°per cent of the total last: year. In comparison with 
their increase. of 2,500,000--tons, the total for all other classes. of. ex- 
a AR peng from 33,062,000 :tons. to. 24,468,000, a-loss of about 
,600, ons, ; 


U. S. LAWS BURDEN SHIPPING. 
.- = : : The Traffic World New. York .Burcau 

By a series of. restrictive and burdensome laws.on Ameri- 
can ships; Congress has made it impossible for shipowners’ to 
operate at a profit under the United States flag, Capt. Robert 
Dollar said, May 23, at a luncheon of the Propeller Club at 
the Whitehall Building. He declared that if the national legis 
lature will place American vessels on an equal basis with their 
foreign competitors the merchant marine will again be found 
in all parts of the world. He added that he has been trying 
to impress Congress with these facts for 25 years, but without 
headway. 

About 150 steamship officials were present to hear Capt. 
Dollar, who has been operating ships under several flags for 
almost half a century, tell in what respects American legislation 
is less favorable to shipping than that of other countries. He 
said that the British laws are the most favorable in the world 
and are designed to aid and foster shipping, while Japan 15 
a close second. In this country, he added, the interests of the 
shipowners are not considered. ; 

“American laws hamper and restrict us in every way,” gaid 
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Capt. Dollar. “If they are not effective it is because Congress 
does not know how to make them so. 

“There is the vicious seamen’s law—so vicious that the 
United States has never been able to enforce it fully. If this 
was done no ship could clear from an American port today. 


Under this law the collector of the customs must refuse clear- - 


ance papers unless it is fully complied with, but it can’t be 
done.” 

Mr. Dollar said that while American and foreign measure- 
ment laws are the same, foreign officials make the tonnage 
figures as low as possible to cut down taxes, while in this 
country there is no such co-operation. He mentioned several 
concrete instances within his own experience. Two of his 
steamers—the Stanley Dollar and the Grace Dollar—each meas- 
ure 1,610 net tons more under American than British registry, 
he explained, thus placing them under a direct financial handi- 
cap in every port of the world. 

This difference in measurement, according to Capt. Dollar, 
probably accounts for the fact that the Leviathan is now rated 
as a larger ship than the Majestic, though the latter held the 
title before the Leviathan was measured under American 
standards. 

American laws also require hydrostatic tests for boilers onc 
a year, with forced pressure one and a half times the steam 
pressure, he continued, with the results that the boilers crack 
and leaks appear. The British Lloyds makes a careful inspec- 
tion, but does not enforce extremes, he said. As a further 
disadvantage, he pointed out, that American officials require 
a vessel to be tied up in port, at a loss of $1,000 to $2,000 a 
day, while the annual inspections are completed, while British 
officials accomplish this a little at a time in order not to delay 
the ship. The trouble is not so much with the laws as with 
their administration, he said. 

“IT could continue for a couple of hours, but have told 
enough for illustration,” Capt. Dollar said. “All we shipowners 
ask is that we have the same rules and regulations as our 
foreign competitors.” 

As a result of these restrictions, it was pointed out, that 
there are only two privately owned American ships in the trans- 
Pacific trade today, and only 36 on the Atlantic. 

Capt. Dollar compared the wages paid on ships of different 
nationalities on the Pacific, saying that ‘on identical ships the 
American scale is $3,718 a month, a British ship with a: Chinese 
crew, $1,567, and a Japanese ship, $1,403, 

‘ Answering the criticism that American shipowners have not 
adopted the Diesel engine, Capt. Dollar explained where a 
steamer would cost $300,000, a Diesel ship would cost $500,000. 
The interest, insurance and depreciation on the extra $200,000 
would be $34,000 a year, while the saving in fuel would not 


be large enough to offset this, he said, adding that “this is why 
I have no Diesels yet.” 


RESTORE COAST RATE CONFERENCE 


The Trafic World New York Bureau 


Fifteen steamship lines in the intercoastal trade have suc- 
ceeded, after four months of negotiations, in reaching an agree- 
ment for the restoration of the rate conference. This ends the 
rate war which began in June of last year and is expected to 
result in a substantial advance as soon as the new tariffs can 
be drawn and made effective. 


In consequence of the agreement here, it is expected that 
the Shipping Board will call off the general meeting scheduled 
to be held later in Washington. Chairman Lasker initiated 
the move in January to re-establish the conference and it was 
his intention to continue the negotiations in Washington if the 
discussions here had proved ineffective. 


All of the companies have agreed to the principle of the 
hew contract, it was said. The Transmarine Line, which enters 
the intercoastal trade next month, has not yet given its: final 
confirmation, but has indicated its intention to do so. 

Eastbound rates will be fixed in San Francisco and will 
become effective on July 1. It was said yesterday that these 
will probably be based upon the new schedule announcéd re- 
cently by the American Hawaiian Line. Westbound rates will 
be fixed in New York and will become effective on August 1. 
A special committee was appointed to consider new rates and 
Will report shortly to the conference. It is expected that the 
Mcrease will be ten to twenty-five per cent above existing leyels. 

The conference agreement ig said to differ in some impor- 
ie respects from the draft that has been under consideration. 


ile no definite statements could be obtained from conference . 


officials, it is understood that no penalty or cash forfeit is 
Provided to guarantee rates. 

The rate war which began last June was precipitated by 
the American Hawaiian Line on the grounds that several com- 
Panies were violating the agreement and that the trade was 
shot through with discriminatory rates and rebates. Officials 
of this company since that time have refused to enter into a 
new agreement until assured that there would be no repetition 
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of former practices. Carey W. Cook, president of the line, has 
been in New York several days attending the discussions. 





WASHINGTON INTERCOASTAL CONFERENCE OFF 


Officials of the traffic department of the Shipping Board 
said, May 24, they understood the intercoastal conference called 
by Chairman Lasker, for May 28, in Washington, would not be 
held, in view of the organization of the intercoastal conference 
in New York, May 23. Lasker was out of the city, but it was 


expected he would approve the decision calling off the Wash- 
ington meeting. 


START PACIFIC-EUROPEAN SERVICE 


The Trafic World New York Bureau 


Officials of the United American Lines, managing operators 
for the American Ship & Commerce Corp., confirmed reports 
that plans have been made for a joint Pacific Coast-European 
service by that company in co-operation with the Hamburg- 
American Line and the Kosmos Line. Each company will place 
two ships on the route. Those of the United American will 
be the Monticello, 12,500 deadweight tons, and the Montpelier, 
9,600 tons. 

The three companies will maintain sailings every three 
weeks from Seattle, Portland, San Francisco, Los Angeles and 
probably Tacoma on the west coast, to Hamburg, Antwerp, 
Glasgow and Liverpool in Europe as cargo offers. Williams, 
Dimond & Co. of San Francisco will be agents on the Pacific 
and E. H. Mundy & Co. in the United Kingdom. 

The first sailing will be that of the Kosmos steamer Bochum 
from Hamburg on May 30, followed by a Hamburg-American 
liner about the middle of June. The first sailing from the Pa- 
cific will be the Monticello some time in June. Complete de- 
tails have not yet been worked out. 

It was said here that this arrangement does not involve a 
new agreement, such as that now in effect between the Ameri- 
can Ship & Commerce Corp. and the Hamburg-American Line, 
but is, in fact, an extension of the present contract. The Kos- 
mos Line, it was pointed out, is closely affiliated with the Ham- 
burg-American. ° 

The new service takes the place of that abandoned when 
the American Hawaiian and the United American were severed 
last month, which* was maintained by a number of American- 


latter company announced its intention 
definitely of withdrawing from the trade. 


TO ASK MONEY FOR NEW SHIPS 


The Trafic World Washington Bureau 

The Shipping Board decided this week not to recondition 
the Agamemnon and Mount Vernon;:ex-German passenger liners, 
but to ask Congress at the next session to appropriate money 
for-the construction of two new modern liners: The board made 


public the following resolution which gave the reasons for the 
action taken: 


Whereas, It had originally been contemplated that the recondi- 
tioning of the Agamemnon and the Mount Vernon in order to place 
them in trans-Atlantic service in conjunction with the Leviathan 
would require an expenditure of a maximum of $4,000,000 per ship; and 

ereas, Careful plans and estimates prepared upon order of the 
United States Shipping Board and now just submitted, show that a 
minimum of $8,000,000 per ship will be required for such purpose; and 

Whereas, It is estimated that new ships of modern construction 
and of similar type would cost $12,000,000 per ship; it is hereby 

Resolved, That the United States Shipping Board regards an ex- 
penditure of $8,000,000 per ship for reconditioning twenty-year-old 


vessels, when $12,000,000 would construct new ships of similar type, 
as not justified. 


Therefore, Be it further resolved, That the Mount Vernon and 
Agamemnon be not reconditioned, but that in the next budget the 
United States Shipping Board will make request of Congress for such 
additional appropriation as would be required for the construction of 
two modern ships, smaller in size than the Leviathan, but comparable 


in every way for trans-Atlantic service in conjunction with the 
Leviathan. : 


ASKS LOAN FROM SHIPPING BOARD 


The Trafic World Washington Bureau 


The McDougall Terminal Warehouse Company of Duluth has 
applied to the Shipping Board, under the terms of the Jonés act, 
for a special loan to complete construction of two Diesel elec- 
tric freighters for Great Lakes, canal and coastwise trade. This 
is said to be the first time that any steamship company has 
sought the assistance of the board through the fund created 
by section 11. of the merchant marine act of 1920. 

The Jones act authorizes the board to set aside from sales 
or operating profits $25,000,000 a year for five years for the 
express purpose of aiding American companies to build new 
ships of approved types, making a total of $125,000,000 available. 
The board has not been able to create a fund as large as con- 
templated, but, according to last reports, there was more than 
$25,000,000 in this account. 

While the exact amount requested by the Duluth company 
was not revealed, it is assumed that this is two-thirds of the 
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total cost, $300,000 for each ship, which would make the loan 
$400,000 on the two vessels. The rate of interest is not speci- 
fied in the law and may be any figure that the board chooses 
to fix. An effort was made at the last session of Congress to 
fix the rate at 4% per cent, but this provision failed with the 
subsidy bill. os ty 

The vessels ordered by the McDougall Terminal Warehouse 
Company are being constructed by the Great Lakes Engineering 
Works of Ashtabula. They are 2,400 gross tons each, 375 horse- 
power, 258 feet in length, 42 feet beam and 18 feet 9 inches 
depth. 

The Shipping Board loan fund has not been utilized pre- 
viously because the money was not available when shipping 
was prosperous and there was a demand for new construction, 
and since that time the depression in ocean trade has forced 
most concerns to postpone plans for new vessels. Whether the 
board has granted the request of the Duluth company could not 
be learned definitely, but it was reported that the loan has 
been approved. In making such loans the law requires thé 
board to take first lien on the vessel as security. No restric- 
tions are imposed as to the use of the ship, whether in lakes, 
coastwise or overseas trade. 


SHIP OPERATORS TO MAKE BIDS 
The Trafic World New. York Bureau 


Most of the Shipping Board operators will submit bids of 
some sort for their services before the date for receipt of the 
offers, May 28, it was indicated here this week. Doubt was ex- 
pressed that the propositions will be considered sufficiently satis- 
factory by the Board, but the companies will make the best pro- 
posals possible under existing unfavorable circumstances. 

Several meetings of the U.S. Ship Operators’ Association have 
been held recently to discuss the situation. Realizing that sub 
stantial offers cannot be made for most of the routes, officials 
considered drafting alternate proposals but decided not to for- 
ward any new plan in the face of the public announcement of 
the Board that unless the vessels are sold they will be operated 
directly by the government. At the conclusion of the sessions 
it was decided that each operator should follow his own judg- 
ment in taking whatever action he considered best. 

One official said yesterday that failure to reply to the invi- 
tation of the Board to submit bids might be construed as lack 
of interest which would automatically eliminate that operator 
from future consideration. For this reason, it was said, each 
company will probably make an offer. 

Among the rumors which have been going the rounds of 
shipping men is one that the International Mercantile Marine 
Co. will make an offer for the United States Lines, to be joined 
with the American Line, which-will then.-be divorced from the 
I. M. M. organization. While no direct comment could be ob 
tained at the offices of the company, it was intimated that there 
is no truth whatever in the report. It was indicated strongly 
that the I. M. M. will submit no bids for freight or passenger 
vessels. 


WILL AID N. Y. PORT 


Plans to promote the interests of the port of New York 
were discussed Monday at a luncheon of the New York Freight 
Forwarders’ & Brokers’ Association on the Aquitania. The 
luncheon was tendered to the association by the Cunard Line, 
and C. W. Kenick, general freight manager of the company, 
acted as host. 

Speakers pointed out that other Atlantic ports are vigor- 
ously promoting their facilities by advertising and other means 
and that if New York is to remain in the forefront it must 
adopt similar tactics. It was decided to confer with the Mer- 
ehants’ Association and other local organizations and plan a 
campaign in the interest of New York. Committees will be 
appointed to start the campaign, E. R. Hayde, chairman of the 
publicity committee, announced. 


NEW INTERCOASTAL SERVICE 


The Trafic World New York Bureau 


Announcement is made that the Transmarine Line, a sub- 
sidiary of the Submarine Boat Corporation, will inaugurate an 
intercoastal service with thirteen vessels beginning June 12. 
On that date the steamer Surailco will sail from the Port New- 
ark Terminal for Los Angeles, San Frangisco (Oakland), Ta- 
coma and Seattle. 

This will establish a regular weekly gervice. Other ships 
will be added by time charter and as tramps if the traffic war- 
rants an expansion. The basis of the new line is said to be 
important lumber contracts for shipment from the Pacific to 
the Atlantic. r 

The Transmarine Line is acquainting Pacific coast shippers 
with the facilities offered at Port Newark as a distributing base, 
with rail connections for the interior. 

Since August of last year the Transmarine Lire has been 
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operating a regular schedule from New York to Pensacola, and 
last December established a regular service to Port Arthur 
Tex. The entrance of the company into the intercoastal trade 
has been expected for some time. The company has a large 
number of vessels which have largely been idle since their 
purchase from the Shipping Board. The establishment of inter. 
coastal and coastwise routes means greater activity in shipping 
It is expected that the Transmarine will join the intercoasta| 
conference if this is restored. 

The Transmarine Line is the fifteenth company to enter the 
intercoastal run, which was practically abandoned during the 
war because of the greater profits to be earned in overseas 
trade. Since that time American steamship lines have grady. 
ally been withdrawing from transoceanic trade to the protected 
coastwise routes. 


L W. W. CALLS OFF MARINE STRIKE 
The Trafic World New. York Bureay 


The Marine Transport Workers, a branch of the I. W. W, 
has withdrawn its strike launched on April 25 and has urged its 
members, in returning to work, to strike on the job. Thig js 
interpreted by steamship owners as an admission of the fail- 
ure of the walkout and the adoption of a policy of. crippling 
the operation of the ships whenever- possible. 

The I. W. W. claims a victory in the strike because of 
the raise in wages by the Shipping Board and the decision 
of the private owners to increase their pay to the level pre. 
viously paid by the board. This assertion is denied by steam- 
ship officials, who say that the advance is due to the: shortage 
of men brought about by the competition of industrial enter- 
prises ashore, that this shortage existed before thé strike and 
is still. apparent. 

W. L. Marvin, vice-president of the American Steamship 
Owners’ Association, said that many and perhaps a majority 
of the members of the organization were still paying the old 
wage scale, though in some instances the companies are paying 
as high as the Shipping Board. Trans-Atlantic lines especially 
are successful in getting men at the old rate, he said. 

The I. W. W. proclamation declared that their . “success” 
in the strike would have been greater if other classes of marine 
workers had joined them. It charged the International Sea- 
men’s Union with “scabbing.” In urging its members to strike 
on the job, the I. W. W. said that particular attention should 
be given to foreign, shipping. 


LOWER OCEAN RATES EXPECTED 
The Trafic World New York Bureau 


Ocean freight rates continued their decline last week, with 
indications pointing toward still further recessions. The up 
ward trend, which started last February when the French 
occupation of the Ruhr gave an impetus to the outward move 
ment of coal from this country, seems to have disappeared 
and rates are now nearing the level prevailing before that date. 

Light trading and indifferent demand were in evidence in 
all markets during the week, ‘without an underlying strength 
which would give hope for an improvement. : 

Fixture of coal ships was the principal activity of the week 
in the freight charter market. A number of vessels were fixed 
for French Atlantic ports for late May and early June loading 
at rates ranging down from $2.75, $2.50 and finally $2.25 a ton. 
There was no definite business to the Antwerp-Hamburg range, 
but brokers were working on inquiries at rates of $2.25 a ton. 
Indifferent inquiries were made for Italian ports. Several fix 
tures were made to Rio de Janeiro at $3.25 and $3.15 a ton, 
substantially below previous charters. 

The grain market was stagnant, with a few fixtures from 
Montreal at the lower rates of 20- cents a 100 to the Mediter- 
ranean and 22 cents to Greece. A fixture from Montreal to 
the west coast of Italy was made at 17 cents, though shippers 
generally were holding out for 16 cents. Berth rates were cut 
three to six pence a quarter to United Kingdom ports, around 
nine cents a 100 to Hamburg, 11 and 12 cents to Dutch ports 
and about 14 cents to French Atlantic ports. 


SHIPPING BOARD CHANGES 
President Harding would like to see Commissioner Thom> 
son of Mobile, Ala., accept reappointment on the Shippiné 
Board when his term expires June 15. It was said at the White 
House. It is expected Mr. Thompson will remain on the board. 
Oregon has recommended the appointment of Bert B. Haney 


‘ of Portland, formerly U. S. district attorney, as successor to 


Commissioner Chamberlain, whose resignation takes effect July 
1. Mr. Haney is a Democrat, but he has the support of both 
Republicans and Democrats. ; 


GOLTRA BARGE LINE CASE 


The government this week appealed to the Supreme Court 
of the United States in the case involving the attempt of the 
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inland waterways division of the War Department to get pos- 
session of 19 barges and 4 towboats from Edward F. Goltra, of 
St. Louis, who acquired the vessels under a contract with the 
War Department several years ago. The Secretary of War 
ruled that Goltra had not complied with the terms of the con- 
tract and Col. Ashburn, chief of the inland waterways division, 
went to St. Louis recently to take possession of the equipment. 
A federal court in St. Louis issued a restraining order on ap- 
plication of Goltra and it is from this action that the govern- 
ment appealed. 


CONSIDER SHIPBUILDER’S CLAIM 


Officials of the Shipping Board, May 23, denied a published 
report that the claim of the Bethlehem Shipbuilding Corpora- 
tion had been disallowed to the extent of $8,500,000. Commis- 
sioner Chamberlain said the claim was still under considera- 
tion and that no decision had been reached with respect thereto. 


FARLEY TO TAKE UP DUTIES 


Edward P. Farley, who will succeed Chairman Lasker June 
12, will come to Washington May 28 and “sit in” with Mr. 
Lasker for the last two weeks of the latter’s service as chair- 
man, in order to familiarize himself with the. problems before 
the board. ; 


LEVIATHAN NOT TO SELL LIQUOR 

Chairman Lasker, May 21, denied a newspaper report to 
the effect that the Leviathan had taken on a stock of intoxi- 
cating liquor at Newport News, Va., and that four bars had 
been fitted up in the vessel. He said such a story was “abso- 
jutely a figment of the imagination of some news writer to 
get a couple of dollars for space.” Any employe of the Levia- 
than or any other vessel operated by the board, he said, found 
with intoxicating liquor on board, would be prosecuted more 
vigorously than “a regular bootlegger.” He said although he 
was not a “dry,” liquor would not be sold on the Leviathan, 
adding that the new chairman; Mr. Farley, would also carry 
out the President’s instructions against the sale‘of liquor. 


CONSIDER SHIPBUILDER’S CLAIM 


The claim of the Bethlehem Shipbuilding Corporation of 
approximately $13,000,000 against the Shipping Board on ac- 
count of the cancellation of shipbuilding contracts entered into 
during the war, was considered, May 21, by Commissioners 
Chamberlain, Plummer and Lissner, who compose the claims 
committee of the Shipping Board. Chairman Lasker attended 
the meeting. Charles Piez, former head of the Emergency Fleet 
Corporation, and Charles M. Schwab were heard by the com- 
mittee in connection with the claim. 


BELL TO LEAVE CANADIAN NATIONAL 


The Canadian National Railway has issued a statement to 
the effect that Major Graham Bell, vice-president in charge of 
finance and accounts, will return to. his office as. deputy min- 
ister of railways with the government. He was simply loaned 
to the Canadian National by the government. The office of 
vice-president in charge of finance and accounts will remain 
unfilled, and those departments will be under the direction 
of the president. It is officially stated that the report that 
Sir Henry Thornton was considering the appointment of an 
American to this position is entirely without foundation. 


MILLING OF PEAS IN TRANSIT 


Following the application of the Canadian National Railway 
Company for authority to cancel.the arrangement. erroneously 
published, effective February 1, 1923, with regard to milling in 
transit arrangement on peas, the Board of Railway Commis- 
sioners has given the required authority, reserving the right to 
any interested party prepared to substantiate the claim that peas 
should be given the milling in transit rate to apply for an order 
requiring the railways to amend their tariffs accordingly. 


PETITIONS FOR REHEARING, ETC. 


The Director-General of Railroads, defendant. in No. 13239, 
Swift & Company vs. Director-General, has petitioned the Com- 
mission to grant a reargument, rehearing or modification of the 
order therein, and alleges in support thereof, that the Commis- 
Slon erred in its finding in that it was not supported by the 
facts of record. The defendant insists there is no conflict in the 
Provisions of the governing tariffs cited by the Commission in 
its report. 

The complainants in No. 6194, Holmes & Hallowell :Company 
et al. vs. Great Northern Railway et al., and other related cases 
have requested the Commission to reopen the same.in order that 
further testimony may be taken with respect to the reasonable- 
hess of the rates involved prior to March 8, 1921, and with 
respect to their right to reparation. 

The complainant in I. C. ©. No.. 14122, Lubrite Refining 
Company vs. Dayton Goose Creek Ry. Co. et al., has petitioned 
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the Commission to reopen the case for the purpose of taking 
further evidence in order that the Commission will have before 


it the full facts necessary to enable it to reach a fair and just 
conclusion. 


The Commission has received a petition, filed by F.. A. 
Leland, on behalf of all carriers interested, asking for the 
modification of its orders in connection with No. 9702 and 
related cases (77 I. C. C. 473) at page 605,.under the caption 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. rates for 
classified advertisements are as follows: First insertion, $1.00 line, 
minimum charge $3.00; wacnsesing. insertions, per line, 50c; 10 words 
to the ine; numbers and abbreviations counted as words; 6 point type; 
payable in advance. Answers to keyed advertisements oer free 
and all correspondence “held in . strict confidence. ‘The T Cc 
WORLD, 418 South Market Street, Chicago, Il. 











POSITION WANTED—Experienced Accountant, familiar with 
general office work and recently graduated from the LaSalle Extension 
University in Traffic Management, desires position. Address C. A. B. 
care Traffic World, Chicago. 





POSITION WANTED—Thoroughly capable traffic man desires to 
serve an industrial or commercial firm; over 13 years’ practical experi- 
ence; court and commission decisions; claim prevention and collec- 
tion; rate adjustment and -tariff interpretation; well educated; 35 
years. Address C. A. L. 543, Traffic World, Chicago. 





POSITION WANTED—Experienced stenographic secretary desires 
sition in freight or passenger dept., where there is opportunity to 
ecome traveling agent or solicitor. Best of references. Address 
E. T. E. 551, Traffic World, Chicago. 





ATTENTION, TRAFFIC MANAGER—Do you need assistant? One 


familiar with rate structures, I. C. C. cases, handling of claims and 
economical distribution? 


Present connection nationally known house 
whose advancement policy is based on seniority. Box 553; Traffic 
World, Chicago. : 


POSITION WANTED—Traffic Manager open for position after 
June 1; ten years’ experience and can furnish the best of references. 
Write P. A. Heinfelt, 2867 Bauman St., Omaha; Neb. 











FOR SALE—Several cars newly manufactured, good quality, No. 1 
Oak Railroad Ties, 6x8—8 ft, size. Also some 7x9 Oak Switch Ties. 
L. E. Pearson, South Bend, Indjana. 





ST. FRANCIS MILLING CO., St. Francls, Kansas, 
says: “We are indeed very well pleased with the 
Edgar seal. We have had the privilege of collecting 
two or three claims by a seal being broken, and we do 
not recall any claims we have collected with Company 
seals being broken; in fact, there has been very few 
company seals but would show a clear record, so we 
feel that we have made a good purchase, and when in 
need of more will get in touch wih you.” 


The Edgar Steel Seal & Mig. Co., Lawrence, Kansas 








Ask for Samples 
and Prices Today 


NEW YORK CITY 


WANT POOL CAR DISTRIBUTION SERVICE 
WANT A DISTRIBUTING WAREHOUSE 
WANT A DELIVERY SERVICE IN GREATER NEW YORK 
WANT YOUR SHIPPING AND STORAGE PROBLEMS 
YOU TO RECEIVE PERSONAL ATTENTION 


Get in touch with 


L. Ellinger Distribution Warehouses 
24 Washington St., New York City 


CONTINENTAL WAREHOUSE COMPANY 


416-434 West 12th Place, Chicago, Ill. 
Sprinkled Warehouses in the heart of the 
Freight Terminal District. 


POOL CARS 
PITTSBURGH DISTRIBUTING CO. 


601 Empire Building, PITTSBURGH, PA. 
Established 1910 Phone 1574 Smithfield. 
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“salt,” by changing the minimum weight as now shown therein 
of 37,500 to read 45,000 pounds, effective as July 1. 

The Commission has received a petition requesting re- 
argument in I. and S. No. 1718 (78 I. C. C. 653), in which rates 
on box shooks from Southeastern territory were increased to 
the basis of lumber rates from the same territory. The peti- 
tion states that such action would be unjust in view of the 
fact that this increase would absorb a minimum profit of 2% 
cents per hundred pounds, and would serve to confiscate their 
property in which large sums of money have been invested 
to salvage this otherwise waste material. 


Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


( taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 
In Absence of Proof as to when Damage Occurred, Complaint 

Dismissed as Against Final Carrier: 

(Supreme Court, Appellate Term, First Department.) Where 
Where two other carriers had possession of a violin before it 
was delivered to the final carrier, and there was no proof of 
the condition in which in was delivered to the final carrier, a 
complaint for damages thereto will be dismissed as against such 
earrier.—Dosecco vs. Canadian Express Co. et al., 199 N. Y. S. 80. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publi Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


In Suit Against Consignee, Member of Coal Exchange, for De- 
murrage, Held Liable, Notwithstanding Consignment Was 
Made in Care of Exchange: 

(District, Court, E. D., Pennsylvania.) Where coal Was con- 
signed to consignees in care of a coal exchange, of which they 
were members and whose rules expressly provided that the 
members of the exchange should be responsible for demurrage 
charges accruing to their account, the consignees are liable for 
the demurrage notwithstanding the “care of’ consignment, espe- 
cially where their title to the coal was not divested under the 
rules of the exchange until their coal was used as. equivalent 
for that to be delivered on the contract of another member.— 
Norfolk & W. Ry. Co. vs. Emmons Coal Mining Co. et al.; Same 
vs.- Weston. Dodson & Co. et al., 287 Fed. Rep. 168. 

Rules of Exchange Held Unnecessary to Demurrage Charge Un- 
der Tariffs: 

Where the railroad company’s tariffs on file with the Inter- 
state Commerce Commission provided for every essential ele- 
ment of its claim for demurrage, and the statement of claim set 
out the articles and rules of the coal exchange in whose care 
the shipment was consigned merely to show that defendants as 
members of the tariff, an objection that the rules of the coal 
exchange were not filed with the Interstate Commerce Commis- 
sion is not tenable.—Ibid. 


Objection to Substitution of Cars in Fixing Demurrage Affects 
Reasonableness of Tariff Only, and Is Not for Court to 
Determine: 

An objection to a provision of a carrier’s tariff substituting 
the date on which a car should be released for the date when 
its equivalent is unloaded, so as to cause a car, when unloaded, 
to be charged with demurrage after its actual release, goes only 
to the reasonableness of the tariff or its discriminating effect, 
and is not for the court to determine.—Ibid. 


Filed Tariff Is Law Until Commission Determines Reasonable- 
ness: 

When a carrier’s tariff is filed with the Interstate Commerce 
Commission or published, it becomes the law between the ship- 
per and the carrier until the Commission has determined what 
are the just and reasonable rates to be charged, and in the 
meantime the carrier is prohibited from departing from the tariff, 
and its only remedy, if the shipper refuses to pay the tariff 
charges, is to sue for their recovery.—Ibid. 

Facts Held to Show Skins Were Damaged by Sea Water: 

(District Court, S. D., New York.) On libel against a ship 
for damages to a shipment of lambskins, evidence that the dam- 
age could have been caused only by sea water or by improper 
dressing, and that all the damaged skins in each bale were to- 
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gether on one side of the bale, sufficiently shows that the damage 
resulted from sea water.—The Dondo, 287 Fed. Rep. 239. 


Recital Goods Were Received in Apparent Good Order Is Prima 

Facie Proof There Were No Exterior Signs of Damage: 

A recital in the bill of lading that the goods were received 
on board ship in apparent good order and condition makes g 
prima facie case on behalf of shipper that there were no ex. 
terior signs of damage when the goods were delivered to the 
vessel.—Ibid. 

Burden of Proving Receipt by Ship in Good Order Does Not 

Shift from Shipper: 

A recital in the bill of lading that the goods were received 
in apparent good order merely creates a presumption in favor 
of the shipper, and does not shift from him the burden of proof 
that the damage occurred on board the ship.—Ibid. 

Recital of Receipt in Apparent Good Order Does Not Admit 

Burlap Covering Was Unstained: 

Where it was customary to use second-hand burlap for wrap. 
ping bales of lambskins, and such covering was frequently 
stained before use, a recital in the bill of lading that lambskins 
wrapped in burlap were received in apparent good order and 
condition was not an admission that there were no stains on the 
burlap.—Ibid. - 

Evidence Held to Show Damage by Sea Water Was Not Caused 

On Board Ship: 

Evidence that bales of lambskins had been stored in a pile 
in the same hold, and that a few skins on one side of each bale 
were damaged by sea water on arrival at destination shows that 
the damage was not received on board the ship, in which event 
all of the skins in the outside bales would have been damaged 
before any of those in the bales on the inside of the pile, whereas 
the damage which appeared might easily have resulted while 
the skins were being transported to the ship in lighters.—Ibid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Shipper Has Burden of Showing Damage from Salt Water Com. 
ing Through Deck Was Result of Peril of Sea: 

(Supreme Court of Washington.) The pleadings admitting 
that the damage to shipment was caused by salt water coming 
through the vessel’s deck, the carrier had the burden of showing 
this was the result of a peril of the sea, exempting it from 
liability under the bill of lading and the Harter act (U.S. Comp. 
St., sec. 8029-8035).—Shaw Supply Co., Inc., vs. Charles Nelson 
Co., 214 P. Rep. 19. 

To Excuse Carrier, Showing that Damage Was from an Ex 
cepted Peril Must Not Leave the Matter in Doubt: 

To excuse the carrier, shipper making a prima facie showing, 
the carrier must affirmatively show the damage arose from an 
excepted peril, and it is not enough to leave the matter in doubt. 
—Ibid. 


Carrier’s Affirmative Showing as to Damage from Peril of Sea 

Held Insufficient: 

Carriers’ affirmative showing as to damage to shipment from 
salt water coming through the vessel’s deck being the result 
of a peril of the sea, excepting it from liability, held insufficient. 
—Ibid. 


Bill of Lading Governed by Law of State of Contract: 

The effect of limitation of time for action in vessel’s bill of 
lading, where not signed by consignor or consignee, is governed 
by the law, properly proved, of the state where the contract was 
made.—Ibid. 


Where None of Goods Called for by Bill of Lading Delivered, 
Provision Requiring Examination by Consignee Not Applica 
ble: 

(Supreme Court, Appellate Division, First Department.) 
Where, due to a confusion of two shipments, none of the goods 
called for by the bill of lading were delivered to consignee, 4 
clause in the bill of lading requiring examination by consignee 
before removal from the pier, to ascertain whether any part 
of the goods were lost or damaged, held not applicable.—South 
& Central American Commercial Co., Inc., vs. Panama R. 00. 
199 N. Y. S. 92. 

First Cummins Amendment Relating to Interstate Shipments 
Held Applicable to Carrier Operating Between Panama and 
New York: 

The first Cummins amendment (U. S. Comp. St., sec. 86048), 
prohibiting an interstate common carrier from contracting for 
shorter periods for giving notice of claims than 90 days, for filing 
of claims than 4 months, and for institution of suits than 2 
years, applies to a common carrier operating between Panama 
and New York under tariffs filed with the Shipping Board pur 
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The enormous in- 
crease in tonnage 
through the Port of 
Houston has made it 
necessary to increase 
the facilities. 






Houston is ready at 
all times to take care 
of the increase in 
tonnage. 


Tariffs and Particulars Mailed on Request 


120,000 SQUARE FEET FLOOR SPACE, concrete construction throu 
electric conveyor trucks and stacker; 72 cars, private tracks. 

Quick out bound rail and water service; very low insurance rate. 

MERCHANDISE ACCOUNTS FOR STORAGE AND DISTRIBUTION SOLICITED. 


automobiles and steel products. 


PORT OF HOUSTON 


WHERE SEVENTEEN RAILROADS MEET THE SEA 
The Funnel Through Which Pours the Traffic of the Great Southwest 











If Service is Your Motto, Direct Your Shipments via Houston 


DIRECTOR OF THE PORT, Fifth Floor Court House, Houston, Texas 


ghout; three compartments; sprinkler system; 


WE CALL SPECIAL ATTENTION to our facilities for handling, storing and distributing full and part cargoes of 
coffee, sugar, rice, beans, canned goods of all kinds, dried fruits, packing house products, farm implements, 


Your shipments to HOUSTON can be financed through our NEGOTIABLE WAREHOUSE RECEIPTS. 
We offer our efficient and reliable service, backed by years of experience in the warehouse business. 


BINYON SHIPSIDE WAREHOUSE CO., INC., HOUSTON, TEXAS 
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During the next year 
six new wharves and 
a million bushel 
grain elevator will be 
added to her present 
facilities. 


More wharves to be 
constructed when 
needed. 




















Our motto is “‘Quick 
dispatch to both ship 
and shipper.” 
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suant to act Sept. 7, 1916, sec. 18 (U. S. Comp. St., sec. 8146ii). 

—Ibid. 

Shipping Board Act Hid Not to Repeal First Cummins Amend- 
— in so Far as It Relates to Interstate Water Transporta- 
tion: 1% 
The Shipping Board act (U. S. Comp. St., sec. 8146-8146r 

is not an exclusive enactment with respect to regulation of 

common carriers by water to interstate commerce, and its failure 

to make regulations with respect to bills of lading is not a 

removal of the restrictions imposed by the first Cummins amend- 

ment to the general interstate commerce act (U. 8. Comp. St., 
sec. 8604a).—Ibid. 

Neither Shipper Nor Carrier Held Entitled to Recover from the 
Other for Delay to Discharging or Improper Handling, Due 
to Unusual Conditions at Port of Discharge: 

(District Court, D, Maryland.) Delay in discharging a ship- 
ment of knocked-down railroad cars at a Cuban port, and im- 
proper stowage of the cargo on the, wharf when unloaded, held 
due to the unusual congestion of the port and unusual financial 
and industrial conditions prevailing there at the time, which 
gave neither shipper nor carrier valid claims for damages against 
the other.—Koppel Industrial Car & Equipment Co. vs. Baltimore 
S. S. Co., 287 Fed. Rep. 203. ; 
Evidence Held Not to Show Damage to Cargo from,improper Un- 

loading and Handling: 

A shipper, which permitted its goods to remain on the wharf 
where it was unloaded in a Cuban port for several months, held 
not to have sustained the burden of proving what, if any, dam- 
age resulted from unskillful handling and stowage when they 
are unloaded.—Ibid. bo Ne 
Provision in Bills of Lading Limiting Time for Bringing Suit for 

Damages Held Valid: 

Provision of the bills of lading requiring suit for damage 
to cargo to be brought within three months held reasonable 
and valid under the circumstances of the case.—Ibid. 


RATES ON PICKLES 


Continuation of long established carload commodity rates 
on catsup, pickles, vinegar, cider, and kraut from points in 
western Michigan and northwestern Indiana along the Pere 
Marquette into Chicago is sought by pickle producers in I. & S. 
1812, heard before Examiner Carter, May 21, in Chicago. 

In setting forth seasons for the cancellation, the Pere Mar- 
quette stated that the rates had been largely brought about 
by water competition between lake ports. This cancellation, 
it was said, was part of a movement to even up these com- 
modity rates and to prevent them from influencing the estab- 
lishment of other unduly low rates to points other than Chicago. 
Commodity rates on this class of commodity were not in effect 
to any points»outside the area included in the rates under sus- 
pension and from all other points the commodity moved un- 
der fifth class rates, which, the carrier believed, were reason- 
able. 

Members of the National Pickle Packers’ Association, the 
protestant, testified that in some cases their plants had been 
located in this territory on the fixing by the carrier of these 
commodity rates that would permit their competition with 
northern Illinois producing centers. They estimated that twenty 
per cent of the selling price of their product was absorbed in 
freight charges and that the proposed increase .to fifth class 
rates would seriously interfere with their business. These 
commodity rates, it was said, had been in effect for fifteen 
years or longer and such industries as the million dollar plant 
of the E. J. Hines Company at Holland, Mich., it was stated; 
were predicated on their existence. Comparisons of the rates 
on pickles moving into St. Louis and other markets were intro- 
duced to establish the fairness of the commodity rate which, 
it was said, was the general method of movement from num- 


erous other producing areas. Tables of commodity rates from - 


other producing sections in Wisconsin: and Illinois. were intro- 


duced to show that such- points would have the advantage 


over the Michigan district if the rates were abolished. 


GEORGIA FREIGHT RATES 


* (Special Correspondence From Atlanta, Ga.) 


The Atlanta Freight Bureau and a number of large ship- 
pers have brought suit in Atlanta to enjoin the principal rail- 
roads serving that city from charging rates that are alleged 
to be higher from Atlanta and points in north Georgia to Sav- 
annah and Brunswick than rates charged from Knoxville, Chat- 
tanooga, Birmingham, and Montgomery through Atlanta to Sav- 
annah and Brunswick. 

The defendant railroads include the Central of Georgia, 
Louisville & Nashville, Western & Atlantic, Seaboard, Southern 
Atlanta & West -Point and the Western Railway of Atlanta. 

The suit grows out of the fact that the Georgia Commission 
some time ago issued an order permitting. the railroads to revise 
their class rates between points in Georgia, making them no 
higher than certain mileage scales promulgated by the Georgia 
commission. Effective May 1, new and materially advanced 









Vol. XXXI, No. 91 


charges were put into effect on class rate traffic from Atlanta 
and other Georgia points to Savannah and Brunswick. Not. 
withstanding such increased rates, the shippers charge, the 
railroads left in force materially lower rates on class traffic to 
the Georgia ports from important points outside of Georgia, 
such as Knoxville, Chattanooga, Birmingham and Montgomery, 
The suit alleges that such increased rates for the Georgia 
points are in violation of the interstate commerce act, partic. 
ularly of the long and short haul clause. It further alleges 
that the railroads failed to obtain*the approval of the Commis. 
sion before publishing the increased rates schedule for Georgia, 
The Atlanta Freight bureau, in a statement, said: 


It is believed and expected that the filing of this suit wi) 
raise one of the most important questions ever presented to the 
courts in. eases involving freight rates. The hauls from Atlanta 
to Savannah and Brunswick are entirely within the state of 
Georgia and the rates now. being charged have been approved by 
the Georgia railroad commission. Nevertheless, the shippers 
assert that such rates are in plain violation of the long and 
short haul clause of the interstate commerce act and that the 
Georgia commission did -nmot, and could not lawfully, undertake 
to create such a violation of the federal law. It is contended 
that the decision of the Georgia commission was merely permis- 
sive and did not. compel the railroads to make the changes from 
Atlanta to the Georgia ports. 

_ The question. of: the power and authority of the Georgia 
railroad commission is thus drawn into the case collaterally be- 
cause, if the shippers are right in their contention, it means the 
railroads cannot lawfully charge higher rates within the states 
than they charge on interstate traffic, even though the intrastate 
rates might be as high as“the maximum rates fixed by the state 
commissions. This presents a new phase of the great question 
of state regulation of railroads, there having been much litiga- 
tion growing out of the fact that some of the states have been 
making lower rates on intrastate traffic than the railroads 
deemed reasonable and lower than the general level of interstate 
rates. In the suit filed in this connection, the reverse situation 
is alleged to exist and the question is whether the railroads can 
lawfully. continue to charge lower rates on interstate commerce 


“to the Georgie points than they charge on traffic to the ports 
n 


originating Georgia. 


WATERMELONS FROM GEORGIA 


(Special Correspondence From Atlanta, Ga.) 

Railroad representatives conferred last week with water- 
melon growers in south Georgia and assured them that there 
was no shortage of equipment and that the railroads were bet- 
ter prepared to render more efficient service than heretofore. 

Arrangements: were made whereby nine traffic representa- 
tives from the railroads will be stationed in the offices of the 
Georgia Watermelon Growers’ Association at Adel to assist in 
routing the summer traffic. Sixteen railroads sent representa- 
tives to the conference, which is an annual feature. 

R. E. Parrish, traffic manager of the growers’ association, 
presided at the conference. A report concerning the water- 
melon acreage showed that in 32 counties in Georgia and three 
counties in north Florida, the total acreage. planted amounted 
to 24,993 acres. ie jee 


It was pointed out that the association “controls 40 per 


cent of the total acreage, a considerable. gain over last season, 
when it controlled only about 15 per cent. 

Car load shipments for the season are expedted to total 
more than 8,000 cars from more than 100 shipping points. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Bangor & Aroostook 
Realroad Company to issue $360,000 of equipment trust notes 
which are to be pledged as collateral for promissory notes. 

The Central Railroad Company of New Jersey has beet 
authorized to issue $3,750,000 of equipment bonds to be sold at 
not less than 96 per cent of par and accrued interest. 

’ The Seaboard Air Line Railway Company has been author 
ized by the Commission to pledge $2,725,000 of first and cor 


. solidated mortgage 6 per cent gold bonds as security for a loan 


made by the United States under section 210 of the transporta- 
tion act. 

The New York, New Haven & Hartford Railroad Company 
has been authorized to issue $1,192,000 of equipment notes 
connection with the procurement of electric locomotives. : 

The Edward Hines Yellow Pine Trustees, operating a rail- 
road in Mississippi, has been authorized fo make a short eX 
tension of its line in Hancock county, Mississippi. 

The Cambria & Indiana Railroad Company has been author 
ized to issue $1,700,000: of equipment trust certificates, which 
are to be sold at not less than par. 


The Central of Georgia Railway Company has been author 
ized by the Commission to issue $2,910,000 of equipment trust 
certificates and to sell them at not less than 9514 per cent of pat. 

The Richmond, Fredericksburg & Potomac Railroad Com 
pany has been authorized by the Commission to issue not & 
ceeding $5,417,400 dividend obligations to be distributed as 4 
dividend on condition (1) that certain holdings of stock in al 
affiliated company shall not be disposed of without first pre 
curing permission from the Commission in this proceeding and 
(2) that certain quick ‘assets shall not be sold or otherwise 
disposed of’ unless and until certain additions and betterments 
are paid for from some other source. 
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FREIGHT SERVICE 


Rates Restored for the Season of 


1923 


New and fast service on Lake Michigan to and from 
the Ports of Chicago and Milwaukee in addition to the 
famed service via Lake Superior. 


Twenty-four (24) modern steamers, fully equipped for 
handling package freight east and westbound comprise 
the finest and swiftest fresh water fleet in the world. 


Package freight capacity Refrigerator freight ca- 
over two million tons. pacity about forty thou- 
sand tons. 


Through rates are in effect between the Atlantic Sea- 
board, Eastern Basing points, also Lake Ports; and 
Western and Northwestern points, including Chicago, IIl.; 
Milwaukee, Wis.; St. Louis, Mo.; Duluth, Minn.; Minne- 
apolis, St. Paul and points beyond. 


Through rates are also in effect from Youngstown, 0O.; 
Pittsburgh, Pa.; Wheeling, W. Va.; Canton and Akron, O., 
and points in the same general territory to Duluth, St. 
Paul and related points. 


Under arrangements with connecting rail lines this Cor- 
poration maintains a service via rail-and-lake between 
Eastern points and territory in the West, Southwest and 
Northwest, including Pacific Coast. 


INFORMATION FURNISHED SHIPPERS OR RE- 
CEIVERS ON APPLICATION WILL DISCLOSE A CON- 


SIDERABLE SAVING IN RATES AS COMPARED 
WITH ALL-RAIL. 


In order to secure the benefit of our unexcelled rail-and- 
lake service, combined with the saving in rates, shippers 
should mark their bills of lading plainly, “care reat 
Lakes Transit Corporation.” 


Address F, A. Stanley, Freight Traffic Manager, Great 
Lakes Transit Corporation Building, 223 Erie St., Buffalo, 
N. Y., or any of the agents mentioned below. 


AGENCIES 
Milwaukee, Wis.—19 West Water St. 
General 


4 Agent. 

Buffalo, N. Y.—Great Minneapoils, Minn.—1120 Metropolitan 
Corporation Bldg., $03 ‘erie Erie St. = 

W. Elliott, General Agent. 


- ; Meagher, General oout. 
Chicago, 111.—233 Bast North Water St. News York, N. Y.—299 Broadway 
. Hogan, General (Barclay ding). 
Cleveland, 0.—Lake Front, Foot Ninth W. B. Riddle, General Agent. 
et ‘N. W. a Pa.—452 The Bourse. 
D Mead, General Agent. w. 4 Agent. 
strefi, Sich pee of Cass Street. Pittsburgh, Pa.—1826 Oliver Building. 
Dulutir, Minn Pallecie Bat ~ st. Paul, Mion 3i5 Plone Riding. 
amed le oneer je 
Geo. C. Williams, General Western 3 General Agent. 
Eri fais Sault Ste. Marie, Mich.—Kemp’s Dock. 
, Pa.—Foot of Holland Street. R. C. Kline, Agent. 
H UR avan. General oe Wassiogien. D. C.—326 Mills Building. 
’ es | y' Agnew Myers, Agent. 
C. O. Berglund, General Agent. 









































































Boston, Mass.—839 Old South Building. 
P. L. Stuart, New pent Agent. 













Cruise the Great Lakes this summer on the 
Great Lakes Transit Corporation 


Steel Steamers 
TIONESTA JUNIATA OCTORARA 


“The World’s Finest Cruise’’ 
Orchestra: Dancing 
Ask Anyone Who Has Made the Trip 
















General Office: Great Lakes Transit Corporation Building, 223 Erie St, Buffalo, N. Y. 
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Joint Services with 


be | © * 
Hamburg’- American Line 
NEW YORK TO HAMBURG 
tRELIANCE May 29 #¢THURINGIA June 1 
*MOUNT CARROLL . June 21 
*MOUNT CLA $RELIANCE 
tRESOLUTE J +HANSA 
*3rd Class Passengers.. ¢ Cabin and 3rd Class. Passengers. 
t Ist, 2nd and 3rd Class Passengers. 
BOSTON TO BREMEN AND HAMBURG 
HESSEN (via Baltimore and Norfolk) 
FURST BULOW (via Baltimore and Norfolk) 
PHILADELPHIA TO BREMEN AND HAMBURG 
EMDEN (via Baltimore and Norfolk) 
BRASILIA (via Baltimore and Norfolk) 
KERMIT (via Baltimore and Norfolk) ; 
BALTIMORE TO BREMEN AND HAMBURG 
EMDEN (via Norfolk) 
HESSEN (via Norfolk) 
BRASILIA (via Norfolk) 
FURST BULOW (via Norfolk) 
NORFOLK and NEWPORT NEWS to BREMEN and HAMBURG 
EMDEN BRASILIA 
: FURST BULOW 
NEW ORLEANS TO BREMEN AND HAMBURG 
SACHSENWALD Last Half of May 
SCHWARZWALD Last Half of June 
Also Direct Freight Service from U. 8S. Pacific Ports to Northern 
European Ports 
Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports 
—eEeEEoEoUEoIo—E——————E—EEOEEEEEEEEeEEEEEeEOEOEEEEEeEEE 
General Offices: 39 BROADWAY, New York 
WESTERN FREIGHT OFFICE: 
CHICAGO, 327 South La Salle Street.........Phone Wabash 4891 
BRANCH OFFICE: BALTIMORE, Maryland Casualty Tower Bldg. 


BOSTON American-Hawaiian 8. 8. Co., 40 Central Street 
American-Hawaiian 8. 8S. Co., Bourse Bldg. 


Harriss, 
GENERAL PACIFIC COAST AGENTS: 
SAN FRANCISCO Williams, Dimond & Co., 310 Sansome St. 


AMERICAN-HAWAIN S.S. CO. 


Intercoastal Services 


To Los Angeles, San Francisco, Portland, 
’ Seattle and Tacoma 


NEW YORK—WEEKLY 
ALASKAN 
FLORIDIAN 


BOSTON—WEEKLY 


OREGONIAN 
GEORGIAN 


CHARLESTON 
IPSWICH 


SAVANNAH 
IPSWICH June 10 


NEW ORLEANS 
SPOWeOe  .6o5.50508 +.-June 20 IPSWICH June 26 


Through bills of lading, via Los Angeles te San Diego, via San 
Francisco to Oakland, Stockton, Sacramento, Cal.; and to Hono- 
lulu, Hilo, Kahului and Port Allen, Hawaiian Islands. 


General Offices: 8 BRIDGE ST., New York 


BRANCH OFFICES: 
BOSTON 40 Central Street 


Oliver Bldg. 
PHILADELPHIA. .Bourse Bldg. 


ROCHESTER...Commerce Bldg. 


AGENTS: 
United Am. Lines, Md. pneee :4 Foe ete. Bldg. 


GENERAL PACIFIC COAST AGENTS: 
Williams, Dimond & Co., 310 Sansome St., San Franciseo 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 





FAIR PLAY 


Editor The Traffic World: 

Let us apply the Golden Rule in our dealings with our 
railroads and our transportation problem will be solved. Let us 
get away from the old idea the railroads are all powerful or- 
ganizations with unlimited finances from whom it is an honor 
to steal a dollar whenever possible, and bear in mind the fact 
that the railroads belong to us and when we take advantage of 
a railroad in anyway we are only mistreating ourselves. If 
we do not own any railroad stock ourselves, thousands of our 
fellow men do, and if our transportation system should break 


down we, as shippers and receivers of freight, would be the 
first to suffer. 


Cooperation is the greatest word in the English language 
and the key word of our railroad situation today. We should 
always cooperate with the railroad officials in the handling of 
questions of service, rate adjustments, or claims, and by so do- 


ing we will get far better results than by working against the 
carrier’s interest. 


We should not judge the railroads as a whole by one or 
two incompetent officials with whom we may come in contact. 
There is one official in this city who is general claim agent for 
one of our large carriers, who is arbitrary, unreasonable, and 
unjust; he will not cooperate with any one. If the carriers, as 
a whole, were made up of such men as he is I would say give 
Senator LaFollette a free rein and the more regulatory railroad 
legislation he passed the better; but my experience has been 
that this man is the exception and not the rule. My policy in 


this case is to go after the man and not the railroads as a 
whole. 


A case was recently brought to my attention of a claim 
that was handled by an old time grocery man; who is a relic 
of the before-the-war days, when the universal policy of the pub- 
lie-was, “Soak the Railroad.” This man is as honest as the days 
are long, and would not steal one cent from an individual, but 
he bragged to me of having beat the railroad out of $85.00. The 
facts in the case were that the damage was entirely due to 
faulty loading by the shipper and I was assured by the party 
who unloaded the car that the carrier was not liable for one 
cent of the loss, but the damage was so presented to the rail- 
road inspector that the carrier paid the claim. In other words, 
the railroad was the goat. I know of another party who, when- 
ever he has a car of canned goods to come in, gets together 
all the old canned goods that have became. damaged in his 
stock, places it all in one pile and Calls the railroad inspector 
to come and inspect the damaged goods from this car. The 
carrier pays the claim and again the railroad is the goat. It is 
this policy on the part of the public that has placed some of 
our carriers in the financial straits in which they have been 
recently. 

In my fifteen years’ traffic experience I have found that, 
as a rule, better results could be obtained in rate adjustments by 
negotiating direct with the G. F. A. of the carrier involved, than, 
by rushing to the Commission. I have found it easier to con- 


vince a G. F. A., provided he was a reasonable man, that a rate 
was unreasonable, than to convince the Commission. In negoti-. 
ating with the carrier direct you have no opposition, but if you go 
direct to the Commission you have the carrier to fight. Of 
course, when the carrier joins with you in a petition for repara. 
tion on an unreasonable rate the rest is easy. 

The carriers are entitled to sufficiently high rates to give 
them six per cent return on capital invested. Regardless of the 
law in the question, this is only a fair return and will have to 
be paid to attract new capital, but, in asking for these rates, 
the carriers should lay their cards on the table and the rate 
structure should be built on a scientific and reasonable basis, 
giving due consideration to all commodities and all sections. 

If we expect the railroad officials to be reasonable and to 
give us reasonable rates we must not be unreasonable ourselves, 
The railroads should be required to give reasonable rates and 
to pay every cent they justly owe in loss and damage claims, 
but not one cent more. . 

I believe the railroad situation is being well handled by 
our Commission and what the railroads need most now is to be 
let alone to work out their own salvation. 

I am glad to note the position The Traffic World is taking 
on this matter and I would like to see the Democratic party 
adopt as its slogan for the coming campaign, “Give the railroads 
a chance.” 

I would not have any one get the idea from what I have 
said that I would favor the carriers in any controversy with the 
public. Of course, the duty of an industrial traffic man is w 
further the interest of the firm which he represents, first, last, 
and always, but I could not resist the temptation of taking 
this opportunity of saying a word in the interest of “Fair Play.” 

W. B. Jester. 
Traffic Manager, D. Pender Grocery Co. 
Norfolk, Va., May 19, 1923. 


SIMPLIFICATION OF TARIFFS 


Editor The Traffic World: 

The writer has read the various articles written by rep- 
resentative traffic managers who are obliged to handle nun- 
erous class and commodity tariffs. 


I found these articles very interesting and have come to the 
conclusion that the question of simplifying tariffs is one that de 
serves considerable thought. In my opinion can be worked 
out successfully and to the satisfaction of all concerned pro- 
viding articles such as written by Mr. L. C. Miller are given 
due consideration. I am fully convinced that Mr. Miller has 
the right idea and therefore wish to express my views on this 
subject. 

The loose leaf form, as published by Wm. J. Hartman and 
referred to by Mr. Miller, is in my opinion the system that 
should be carried out if it is possible. 

I have used the publication for the past 12 years and have 
always found it the most convenient and complete ready refer- 
ence, and sincerely believe that if the various publishers of 










of delay in receiving tariffs from tariff agencies. 


The traffic manager who uses 7he 


before their effective dates. 


DELAY IN RECEIVING TARIFFS 


The National Industrial Traffic League, in its circular No. 551, has called attention to the serious matter 


The circular outlines serious results that follow such 
delays and asks for information from members as to particular instances. 


about the problem. He knows the numbers of all new tariffs, their issuing 
agents and lines, and the commodities they cover, at least twenty days 
And if one of those he needs is missing from 
his file, he can take steps to get it before any real damage is suffered. 


Send for a copy of THE TRAFFIC BULLETIN today. 


THE TRAFFIC SERVICE CORPORATION, 418 S. Market St., Chicago, Ill. 





Traffic Bulletin need never worry 


ow 


ee 


’ Tep- 
num- 


to the 
at de- 
orked 
1 pro- 
given 
r has 
n this 


n and 
1 that 


i have 
refer- 
ers of 











May 26, 1923. 


Break-Bulk at Cincinnati 


USE US TO: Forward Break-Bulk Shipments; Make 
Local Dis: Distribution; Collect Drafts; Handle Pool Cars; 
Advance on Warehouse Receipts. 


We're up on our toes for service. 


THE BRIGHTON TRANSFER CO. 
FIREPROOF STORAGE CINCINNATI, OHIO 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 





References: Any jo 
DEEP WATER AND RAIL CONNECTIONS 


Wit, TEXAS [THE HEART OF TEXAS | 
Weatherred Transfer and Storage Co. 


FIREPROOF STORAGE 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 


CHICAGO 
Jos. Stockton Transfer Co. 


1088 Seuth Canal Street, near Tayler Strent 
Teaming ef Every Delivery Servies and Cartesd 


Petry Express & Storage Co. Ine. 
TRENTON, N. J. 


MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association. 


TOLEDO, OHIO 


The Toledo Terminal Warehouse Co. 
028-930 GEORGE STREET 
TOLEDO, OHIO 
STORAGE OF MERCHANDISE 
Special Attention to Pool Car Distribution 






ALBANY, N.Y. 
Natural distributing point for New York and 


New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 


Merchandise Storage and Pool Car 
Seyi cys Distribution — =can ros 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 
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New York-Baltimore-San Francisco 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 


a 
me York 
‘ ee May 24 5 se *COLOMBIA.. 
lune 2 SANTA PA 
a eo 15 yond 9 Junel1®0 SANTA ROSA. 
VENEZUEL. 
_ SANTA OLIVIA 


SANTA OLIVIA . 
*VENEZUELA . 


—— Angeles 
. June 19 = 21 
SANTA MALTA... 


July 8 July 10 
July 11 July 13 
July 26 July 28 


SANTA BARBARA. June 30 June 24 June 25 
Thereafter every 10 


and sailings about every 22 days thereafter 


PACIFIC MAIL S. .S. COMPANY 


nover Square, N: ork 508 California St., San Franeiseo 
G50 Sor Spring Str Alowandeis Hotel bow hum tee 





SEATTLE 


Three Warehouses 
\ 100,000 Square Feet of Floor Space 


Complete storage and distribu- 
tion facilities. Low insurance 
rates. Buildings served by 
all rail lines. ithin one mile 
radius of local freight sheds 
and wholesale district. 


STO! if co. 
Deiter Warchousemen 
oe: &@-¥ 8 £4 «€ 


EDWARDS 


Storage Co. 


Members: 
American Warehousemen’s Asso. Central Warehousemen’s Club 


Merchandise Distributors 
DISTRIBUTION CARS __ POOL CARS 


Furniture Packed, Shipped 
Delivered, Forwarded or Stored. er Stored 
No Switching cg. on Carloads. Established 1905 


FIREPROOF STORAGE LOW INSURANCE 


SEATTLE, WASHINGTON 


TAYLOR 


Transfer and | 


Consider our facilities for handling 
your shipments to and from 


CALIFORNIA 


Full information and 
Descriptive Pamphlets mailed on request 


PUBLIC WAREHOUSES AND DOCKS 
SAN FRANCISCO, SACRAMENTO AND STOCKTON 


Associated Terminals, 


General Offices: 324 Sansome Street, San Francisco 


GENERAL STORAGE 


POOL CARS 
DISTRIBUTION 
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accomplished along the lines of simplifying tariffs. 


Under the circumstances I hope that the article referred to 
will be given due consideration. . 


tariffs will attempt a system of the’same. nature much -ean ‘Be 


": George Mergener. 
Traffic Manager, Outbound, John Pritzlaff Hdwe. Co. 
Milwaukee; Wis.,. May 22, 1923. 


Questions and Answers 


In_ this department will be answered questions of both legal and 
nature that Sonsremh peneges dealing with traffic. A specialist 

on interstaté commerce law, is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will atiswer: questions relating to practical traffic 
lems.. We do not desire to take the place of traffic man but to 


elp him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to. answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
eituation too Comapten for the kind of investigation herein contemplated. 


ress Questions and Answers en 


Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


Application of Cummins Amendment to Shipments Moving from 
Canadian Points to Points in the United States 


Canada.—Question: We are at variance with your reply to 
“Massachusetts” on page 878 of your April 14 issue and, knowing 
your desire to treat these questions in an unbiased manner, call 
your attention to the following reasoning from which I think 
you will appreciate that the attitude of the Canadian carriers, 
which, after conference with the United States carriers in the 
East, at least, is being upheld, is proper. 

1. The law governing transactions that operate in more 
than one country is the law of the place where the econttact is 
made (Lex Loci Contractus).* This principle or statement of 


thé law is supported by numerous decisions in both Canada and 
- thée..United, States. 


2.. A contract’ of carriage made in Canada in accord with 
the Canadian bill of lading is a binding contract. It means just 
what it says. No Canadian court is at liberty to hold that any 
of the conditions of such a contract are not binding on the 
parties, or are unreasonable. This is, of course, assuming (which 
is a fact) that such class of contract has been authorized or 


approved by order or regulation of the Board of Railway Com- 
missioners for Canada. 


3. The Canadian bill of lading is made subject to the clas- 
sifications and tariffs in effect on the date on which the contract 
is entered into. A and B, both residing in Canada, make a con- 
tract that is a binding and legal contract according to the laws 
of the Dominion of Canada. It is no less a binding and legal 
contract because part of the work to be done thereunder must 
be performed in the United States, and if thé work is carried 
to a conclusion without any other contract being entered into, 
the terms of the contract originally made must prevail. 


4. The Canadian carriers are bound by Canadian laws and 
by Canadian decisions. United States carriers are bound by 
United States laws and by the decisions of the United States 
courts. I, however, suggest that it is both Canadian law and 
United States law that the law of the place of contract controls, 
and that this is no less true, even if the law in the other country 
is different in relation to contracts made in that other country. 


There are abundant authorities in both countries to establish 
this proposition. 


5. Again, if the Canadian law permits a certain limitation 
in.a contract made in Canada, and the United States law does 
not permit of such a limitation in a contract made in the United 
States, in such a case the Canadian law must prevail in a Cana- 
dian-made contract, and the United States law must prevail in 
a United’ States made contract. It is the Canadian law and it 
is the United States law that this shall be so. 


contraet must prevail (Lex Loci Contractus). 


6... I further suggest that if the United States carrier has 
to pay’a claim or settle a judgment, it must settle it under 
United States law, but if the United States law is that the car- 
rier must pay that claim or settle that judgment as per the 
contract that was made, and if the contract waS made in Can- 
ada, the claim must be settled or the judgment paid as per the 
terms of that contract, and if the contract was made in the 
United States the claim must be settled or the judgment paid 
as per the terms of that contract made in the United States. 


Answer: While the statement of the law which governs the 
making and enforcement of a contract set forth above is in- 
teresting and ordinarily should govern, we do not see how the 
opinion in the Woodbury case, 254 U. S. 357, can be ignored in 
determining this question. 
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In other words, | 
it is the law of both countries that the law of the place of ' 


-_ 
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In this connection see»our statementson page= 1076 of The 
Traffic: World for May*%, 1923, under the abeve caption. 
Stoppage in Transitu . 

lowa.—Question: In your answer to “Michigan,” on page 
1080, of the May 5 issue, you state, “the right of stoppage in 
transitu is the right of an unpaid seller of merchandise to re- 
sume possession thereof after shipment,” etc. Will you kindly 
advise me in regard to the following, which is similar except 
as to payment? A dealer sent us a check in payment of car 
of coal at our list price, f. o. b. mine. The order was accepted 
at our f. o. b. price; duly acknowledged, and shipment made 
within a few days. 

After shipment had gone forward it was discovered we had 
given another dealer in this same town the exclusive sale of 
our coal,.and had contracted with him that all sales were to be 
made through him. We immediately instructed the carrier to 
divert the shipment and sent the original consignee our check 
to reimburse him for his check sent us in payment of the coal 
and explained to him it was an error in accepting his order 
under existing conditions. 

Would we have the right of stoppage, and would carrier be 
obliged to accept our diversion order? 

Answer: The right of stoppage in transitu exists only in 
the event of the insolvency of the buyer of the goods. In your 
case, if, as we undertsand to be the case, the title to the coal 
passed to the buyer at point of origin, neither you nor the car- 
rier has the right to divert the shipment and at least nominal 
damages may be recovered by the party to whom the coal was 
originally consigned, 

Application of Rule 10 of Consolidated Classification 

Ohio.—Question: I cannot agree with the answer to “Mas- 
sachusetts” question under application of rule 10, Official Classi- 
fication, on page 1078 of the May 5 issue. 

Assuming the shipment properly comes under the provisions 
of rule 14, of course, the facts as given, are in no way subject to 
section 3 or 4 of rule 10; but properly come under section 1 
of the rule, which reads as follows: “Except as otherwise pro- 
vided, when a number of different articles, for which carload 
ratings or rates are provided, and shipped at one time, etc.” 
They will be charged at the carload rate applicable to the high- 
est classed or rated article, and the carload minimum weight will 
be the highest provided for any article in the carload. This rule, 
as I see it, covers this case. That is, the aggregate weight plus 
the highest rate: 58/100 @ .38, or $220.78, proper charge in the 
official class. 

Section 3, of course, is subject to sections 1 and 2, and, pro- 
vided they make-a lesser charge, could be used; but as -in this 
case would be greater, or $234.98. 

In my opinion, rule 10 gives the shipper, under proper com- 
pliance with the classification, four distinct ways of handling 
a mixed carload shipment. 

Section 1.—The aggregate at the highest rate and highest 
minimum weight. 

Section 2, paragraph A.—Charge each carload separate at 
the highest carload rate and the highest minimum weight. 

Section 3.—Makes the commodity exception under the West- 
ern and Southern classification. 

Section 4.—The carload charge on one or more articles at 
the highest rate and minimum weight and the others at the 
less-than-carload rate, provided it makes a cheaper charge. 

For the above reasons I cannot agree, and would appreciate 
an answer to what is the proper way of handling rule 10. In 
my opinion, to make separate carloads, as in this case, would 
destroy the very principle of the rule, causing the use of extra 
equipment, power, etc., and which under present conditions are 
very important factors. 

Answer: As we see it, there are only three bases for com- 
puting charges on a mixed carload shipment under rule 10 of 
the Consolidated Classification, the lowest of which may be used, 
and there is no statement to the contrary in the answer to 
which you refer. The question related to whether or not the 
rule applied to a shipment as to which an amount of one com- 
modity equaling or exceeding the carload minimum weight for 
that commodity under the applicable tariffs could be included 
in a mixed carload, and the answer was to the effect that it 
could. Of course, if lower charges result from the use of the 
basis in section 1 of the rule, that basis may be used. 


Duty of Consignee to Accept Damaged Goods : 

Louisiana.—Question: As a point of information we desire 
very much to know whether or not it is an established point of 
rules or regulation of the Interstate Commerce Commission to 
the effect that receivers of freight may not refuse damaged 
goods because of their being roughly handled by the carrier, | 
and, on the other hand, whether or not the duty is upon the , 
consignee to accept damaged goods from the railroad company 
and to repair and use them after they have been repaired - 
their regular. stock, and then in turn file claim for the actual | 
cost of repairs. =A f 

There is no doubt in the world but what a provision was | 
established by the Interstate Commerce Commission, but it = 
not apply to the wholesale furniture manufacturer for the sole 
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INTERSTATE COMMERCE COMMISSION HEARINGS 


WESTERN PETROLEUM REFINERS ASSOCIATION vs. MISSOURI PACIFIC, ETAL. (I. C.C. Docket 13568). 


Complainant attacks rates on gas and fuel oil from mid-continent field to all territory east of 
the IiMnois-Indiana state line and north of the Ohio River. 


Hearing set 33 Kansas City, May 15th. 


8 minutes in all Interstate Commerce Commission proceedings may be secured only from the Official Reporters, 
OMPANY, 235 Broadway, New York City, at 12 per page, “fixed oon Commission. 
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reason that a wholesale furniture establishment ‘would have a 
rather difficult time in receiving invoice value after a piece of 
furniture has been repaired. 

Answer: As a general rule it is the duty. of the consignee 
to receive goods consigned to it. This rule is subject to the 
qualification that. where the character of the property is, by the 
negligence of the carrier, so changed that it cannot be applied’ 
to the ordinary use of such goods, the consignee is within his 
rights in refusing to accept. Practically all of the decisions of 
the courts which state the rule that the consignee must accept 
a shipment, even though damaged in transit through the carrier’s 
negligence, deal with a situation which results from the refusal 
of the entire shipment by the consignee, even though only a 
portion thereof is damaged, the courts invariably holding that 
under such circumstances it is the duty of the consignee to 
accept the entire shipment and hold the carrier responsible for 
the injury and that he cannot recover the value of the entire 
shipment from. the carrier. 

In Brand vs. Weir, 57 N. Y. S. 731, the court said: “In the 
event of a partial damage, the better rule seems to be that, 
where the goods were injured through a. cause for which the 
carrier is responsible, the consignee is not justified in refusing 
to receive them, but should accept them, and hold the carrier 
responsible for the injury, it being the policy of the law to 
impose on the consignee the obligation to mitigate, as far as 
possible, the loss for which the carrier must respond. Hutchin- 
son on Carriers, section 770-D.” 

No duty, however, rests upon the consignee to repair goods 
and place them with their regular stock, the carrier being liable, 
where goods are damaged, for the difference between the value 
of the goods in their damaged condition and their value in good 
condition, at the time of arrival. 


Delay—tLiability of Carrier for 


Pennsylvania.—Question: Kindly give us the ruling of the 
Interstate Commerce Commission which would apply to the 
following: 

Shipment was made by the A Railroad from Worcester, 
Mass., to Pittsburgh, ordinary schedule of six days. Through 
negligence of the B Railroad, shipment was loaded in error in 
the wrong car, making this shipment in transit 24 days. Ship- 
ment was routed by A Railroad, B Railroad, C. & D: and the 
XYZ Railroad. 

On checking shipment at Binghamton Transfer, entire ship- 
ment was checked short. The railroad claims they are not liable 
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for depreciation on the merchandise due to it being loaded in 
the wrong car. 

Answer: A common carrier is not an insurer against delay 
in the transportation of goods and. in the absence of special 
contract binding the carrier to deliver within a specified time, 
mere delay in transportation does not create any liability to 
respond in damages. Nevertheless, if damage results from fail. 
ure, without good excuse, to deliver goods at their destination 
within a reasonable time, the carrier is liable for such damage, 
When a common carrier undertakes to convey goods the law 
implies a contract that they shall be delivered at destination 
within a reasonable time, in the absence of any special contract 
as to the time of delivery. What constitutes reasonable dili- 
gence must depend on the circumstances of each case. It has 
been held that if a carrier loads on the same car goods for 
different destinations and carelessly take to a more remote point 
goods which should have been delivered at a nearer point, it 
will be liable for the delay caused thereby. Waite vs. New 
York Cent., etc., R. Co, 110 N. Y. 635, 17 N. E. 730; Sherman 
vs. Hudson River R. Co., 64 N. Y. 254 . 

Unless the carrier can show that the delay in the instant 
case was caused by one of the recognized exceptions to the 
carrier’s liability, it is liable for the resulting damage 
Refusal of Goods by Consignee—Rights of Carrier, Consignor and 

Consignee 

Missouri.—Question: A car of material is shipped to a con- 
signee having a private siding. It is received at destination and 
tendered within the plant inclosures. Consignee breaks the 
seals and takes test pieces from the cars, holding same in his 
plant in the meantime. Consignee then returns the car to the 
railroad and refuses same, stating that the material was not up 
to quality and the railroad requests disposition of the shipper. 

Will you kindly advise if, in view of the fact that seals were 
broken on the car and part of the shipment, the pieces used to 
make tests, were taken from the car, if this is not actual accept- 
ance of the car and if the consignee should not have handled 
with the shipper for disposition of the shipment, as I cannot 
see where he could refuse the shipment after breaking the 
seals and removing some part of the contents. Shipper cannot 
reconsign the material after it has broken bulk. 

Kindly advise if the railroad had any authority to accept 
back from the consignee these cars under this condition. 

Answer: Whether or not the consignee, as a party to the 


contract of sale covering the shipment in question, had a right 
to refuse acceptance of the car, after inspection thereof, depends 





STATISTICS! 
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505 Colorado Building 





VERY ESSENTIAL EVIDENCE IN TESTING 
THE ‘“RFASONABLENESS” OF RATES ! 


Yet in a great many unsuccessful cases, we hear the Interstate Commerce Commis- 
sion utter, to someone, such ominous words as: 


“The Rates Complained Of Are Not Shown To Be Un- 
reasonable,’”’ or ““Defendants Have Failed to Justify,”’ etc. 


thus sounding the death-knell to many hard-fought, yet perhaps meritorious, cases. 


Carrier! Traffic Manager! Commerce Attorney! Do Not Omit This All- 
Important Feature From Your Rate Cases, simply because you do not have the means 
at hand. Ask the T. S. C. for Up-To-The-Minute Figures. You will be supplied on short 
order. Telegraphic orders given preferred attention. 
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Wire us NOW, and perhaps save the day. 
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FREIGHT CAR REPAIR WORK 


We are equipped with the shop 
facilities and experienced labor 
to repair and build Railroad 
Freight Cars in our large new 
plants at Sharon, Pennsylvania, 
and Kansas City, Kansas. 


We can give prompt service in 
the fabrication of underframes, 
center sills, draft arms, and 
similar car construction. 


PENNSYLVANIA CAR COMPARY 
SHARON, PENNSYLVANIA 


St. Louls Kansas City Tulse 
Casper Sean Franolsco Beaumont 





Firm Financial 
Foundation 


In selecting your freight forwarder it is 
particularly necessary for you to demand the 
strongest financial standing in your choice. 
Can you afford to entrust your goods to any 
but the most reliable? 


The House of Andrews, established in 
1884, enjoysa financial prestige second to none. 


Established 1884 
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27-29 Water Street, New York 
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Philadelphia Office 
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Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
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upon the terms of the contract. If the consignee did not have 
this right, the loss caused to the seller, including the difference 
in freight charges resulting from the loss of the reconsigning 
privilege, may, in our opinion, be recovered by an appropriate 
action at law. 

A railroad company has no alternative but to accept instruc- 
tions from a consignee as to the disposition of a car, even 
though to all intents and purposes there has been a delivery of 
the car, but holds the car under such circumstances, as we see 
it, at the instance of the consignee and not the consignor and 
must look to the consignee for charges which accrue on the 
shipment, after its acceptance by that party, which charges like- 
wise may be reovered by the consignee from the shipper, in the 
event that the consignee has the right, under the contract of 
sale, to refuse the goods and advises the shipper. promptly of 
its having done so. : : 
Reparation—None Recoverable Where..No Finding Made as to 

Past Shipments ' 

Washington.—Question: Kindly advise as to the proper 
mode of procedure in obtaining reparations for overcharges to 
the recent decision of the Anson, Gilkey & Hurd case. 

Answer: In the case to which you refer the Interstate 
Commerce Commission made no finding as to the reasonableness 
of the rates under attack so far as past shipments are concerned, 
its finding being that the rates are and for the future will be 
unreasonable and unduly prejudicial to the extent that they ex- 
ceed certain rates 

No reparation as to past shipments can, therefore, be recov- 
ered under the opinion, as it stands. 

Placement of Cars on Public Team Tracks—Expenses Resulting 
from Carrier’s Delay Not Chargeable to Carrier 

Massachusetts.—Question: A car of cement consigned to us 
arrived at destination on October 5, 1922. Consequently the 
following morning we sent our trucks to the station at which the 
car arrived to take delivery of the material, but due to the fact 
that the car was being switched around at the time our trucks 
arrived for the convenience of the railroad, it was necessary for 
our trucks to remain idle for several hours until the car was 
actually set for delivery. 

Our contention is that, due to the fact that we were ad- 
vised by the agent that the car was placed for delivery on 
October 5, the railroad should stand any additional expense 
which was incurred by us. The railroad claims that the freight 
switch is due at that particular station at about 9 a. m. and that 
the “tracks are switched by that train,” consequently they do 


not feel at all responsible for any expense which arises due to 
that fact. 


Answer: Section A of rule 4 of the Uniform Demurrage 
Rules provides that in case a car subject to rule 3, section C, is 
not placed on public delivery track within twenty-four hours 
after notice of arrival has been sent or given, notice of place- 
ment shall be sent or given to consignee. 

However, there is no holding out, under the tariffs, on the 
part of a carrier that a car will be placed by 7 a. m. of the day 
following the notice of arrival given by the carrier to the con- 
signee. 

We, therefore, do not believe that you have any right of 
recovery against the carrier for the expense incurred by reason 
of your trucks having to wait for the placing of the car. 


Suits—Time Within Which Must Be Filed, as to Shipments 
Moving During Federal Control 


Minnesota.—Question: Shipment arriving at destination in 
October, 1920, the claim was filed about two months later by 
the consignee, with the delivering line. They, approximately six 
or eight months later, declined the claim to the consignee, on 
account of a clear seal record on this shortage. The consignee, 
in turn, approximately two months later, filed claim with the 
shipper, who, in turn, filed claim with the originating carrier. 

We have been advised, from time to time, that this claim 
was being actively handled and hoped to dispose of it at an early 
date, until just recently, we have been advised by the originating 
carrier that the delivering carrier has declined the claim to them 
on account of it being outlawed, as suit was not started within 
two years and one day from date of delivery, or within a rea- 
sonable time thereafter. 


The question at large now is whether or not the bill of 
lading in effect in 1920 governs the adjustment of this claim, or 
does the change wherein the bill of lading reads that suit may 
be filed within two years and one day from declination of the 
claim to the claimant. We have taken the stand that this is a 
parallel case, the same as the overcharge portion of a claim 
where the laws change the period of time from six to three 
years. Any time after three years an undercharge could not 
‘be collected, although it may not have been six years from 
the date of the undercharge claim. We contend that this is a 
parallel case and that the two years and one day is from the 
date of declination and not from two years and one day from 
date of delivery. 

Answer: Prior to the order of the Interstate Commerce 
Commission in what is known as the Decker case, 55 I. C. C. 
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453, the uniform bill of lading contained the following clauge 
with respect to filing suits for loss, damage or delay: “ 
suits for loss, damage or delay shali be instituted only within 
two years and one day after delivery of the property, or, ip 
case of failure fo make delivery, then Within two years and one 
day after a reasonable time for delivery has elapsed.” 

The Commission, in its opinion in the above ‘referred to 
case, decided December 2, 1919, found the above quoted pro. 
visions of the bill of lading to be unreasonable, unjustly dis. 
criminatory, and unduly prejudicial and that reasonable ang 
non-discriminatory and non-prejudicial provisions to be applieg 
for the future would be as follows: “Suits for loss, damage, 
or delay shall be instituted only within two years and one day 
after delivery of the property, or, in case of failure to make de. 
livery, then within two years and ‘one day after a reasonable 
time for delivery has elapsed; provided, however; that where 
claims for loss, damage, or delay have been duly filed with the 
carrier and such claims have not been definitely declined ip 
writing by the carrier before the beginning of the last six 
months of the two-year-and-one-day period, then suit thereon 
may be filed within six months from the date the claims are 
definitely declined in writing by the carrier, but not after, 
Where claims for loss, damage or delay. are not filed, or suits 
are not instituted thereon, in accordance with the foregoing 
provisions, the carrier will not be liable and such claims will 
not be paid.” The carrier bills of lading were accordingly 
modified, effective February 29, 1920, in Supplement No. 2 to 
Consolidated Freight Classification No. 1. 

Paragraph 11 of Section 20 of the Interstate Commerce 
Act was modified by Section 438 of the Transportation Act 
1920 to read in part as follows:—“And for the institution of 
suits, within two years, such period for institution of suits 
to be computed from the day when notice in writing is given by 
the carrier. to the claimant that the carrier has _ disallowed the 
claim, or any part or parts thereof specified in the notice.” 

The carriers. accordingly, effective Oct. 20, 1920, in Supple- 
ment No. 9 to Consolidated Freight Classification No. 1, modified 
the provisions of the bill of lading to read as follows:—Suits 
for loss, damage or delay shall be instituted not later than 
two years and one day after the date on which notice in writ- 
ing is given by the carrier to the claimant that the carrier has 
disallowed the claim, or any part or parts thereof specified 
in the notice. Where claims for loss, damage, or delay are 
not filed, or suits are not instituted thereon, in accordance with 
the foregoing provisions, the carrier will not be liable and such 
claims will not be paid.” 

In the Ellis Case, 274 Fed. 443, as we stated in our answer 
on page 958 of the April 29th, 1922, issue of the Traffic World, 
the District Federal Court and in 276 Fed. 400 the Federal 
Circuit Court of Appeals held that so.to a shipment which 
moved prior to the modification of the bill of lading in accord- 
ance with the Commission’s opinion in the Decker Case re- 
ferred to above, the provisions of the bill of lading as it then 
read governed the time within which a suit for loss, damage 
or delay might be filed. In other words, that the modification 
made in the bill of lading in compliance with the Commission’s 
opinion in the Decker case did not apply retroactively and that 
the rights of the parties were to be governed by the bill of lad- 
ing contract which was entered into at the time the shipment 
moved. 

The Supreme Court in Case No. 246 decided Jan. 29, 1923, 
affirmed the decision of the Circuit Court of Appeals. 

In this connection see page 234 of the Traffic World of Feb. 
3, 1923, under the caption “Leigh Ellis Decision Affirmed”; 
page 354 of the Feb. 17, 1923 issue, under the caption “Claims 
under the Leight Ellis Case”; page 448 of the Feb. 24, 1923, 
issue, under caption “Urges Settlement of Claims” and the cor 
rection in the Feb. 24th, 1923, issue on page 450, of the Feb. 
17th, 1923, issue as to the attitude of the Railroad Administra 
tion with respect to such claims. 


Payment for Coal Which Is Unloaded from Car Because of 
Weight Limit of Bridge 


Wisconsin.—Question: Coal bought by us and loaded at the 
mines in Kentucky at which the Railroad does not provide scale 
for the weighing of same, is accepted by the Railroad and taken 
to the nearest scale en route and weighed there, bill of lading 
being issued and accepted by the railroad company on such 
weight. The railroad finds, however, that such weight is in 
excess of the Chesapeake & Ohio bridge limit at Cincinnati, and 
the excess weight is removed by them and the car then allow 
to go to its billed destination. .We charged the railroad for 
the excess weight unloaded at our actual cost to us at the 
mines. The railroad. refuses to pay us on this basis for << 
thus unloaded, an amount in excess of what the coal is wort 
to them for fuel purposes, which in this instanee is Way e 
low our cost at the mines. Please advise the liability of te 
railroad in this instance and if we are not entitled to the 
cost of such coal. . ; 

Answer: While we do not locate decisions on this = 
tion it is our opinion that where a carrier maintains pridge 
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Statistics Show That 


You Have Been Overcharged 


In your Freight Disbursements 






Over $200,000,000 is paid annually to the railroads 
in the form of freight overcharges. This is approxi- 
mately 5% of the total freight revenue. 


Shippers, large and small, this is something for you 
to think about. These overcharges are a constant drain 
on your liquid capital. 


To locate and obtain refund for these overcharges 
requires the services of traffic specialists. 


We Are Traffic Specialists 


Do not hesitate to send your paid freight bills to us, 
no matter whether the amount of freight you pay is 
large or small. Frequently we find as many errors in 
fifty bills as in a thousand. 


You need this service. Ship them to us promptly. 


Our terms are 50% of the amounts of refund col- 
lected. You can readily see that we are dependent, 
entirely, for our compensation upon the results we 
produce. We attend to all details of collection. 


TRAFFIC SERVICE BUREAU 


‘ 222 Market St., Harrisburg, Pa. 


Rate Specialists, Steamship Agents, Brokers and 
Freight Forwarders. 


Reference Commonwealth Trust Company, 
Harrisburg, Pa. 







A WAREHOUSE STOCK within the territory served, saves one 
to six days in deliveries to SOUTHWESTERN TERRITORY 


lan MERCHANDISE STORAGE AND FORWARDING 
nas SPECIALIZING ON POOL CARS 


“« | ADAMS TRANSFER & STORAGE CO. 


228-36 WEST FOURTH STREET 






a (pACIFIC 
re § sags Fh NE ) 
U 


ae LF LI 
DIRECT SERVICE 










































rent BETWEEN 

923, NEW ORLEANS ae ae : 

“ = 2] “Ship by Water” 

aims 

8, | San Diego, Los Angeles Harbor, San Francisco, nee ane coe 

se Portland, Tacoma, Seattle and other Pacific WILLIAMS LINE 

| Coast Ports via Panama Canal TO : 

+ S AILINGS FROM Los Yr Har bor, San Francisco, 

tthe , | een, Seattle and Tacoma 

« 1} MOBILE a4 NEW ORLEANS 7 FROM 

— EVERY TEN DAYS New York, Philadelphia 

ra Through bila of lading i seed, New Orleans to Australie, New Zeeland, and Baltimore 

Te | meets | THs ning tod pit Pa 
co’ § | THE STEELE STEAMSHIP LINE, Incorporated or sanany Grae et erfiing end, ethan tatematinnenyty ee 

be GENERAL GULF AGENTS WILLIAMS STEAMSHIP CO., Inc. 

: po 424 Whitney Central Building, New Orleans, La. — and Water Streets, New York Telephone Bowling Green 7394 
| SS ed ee 





1278 THE TRAFFIC WORLD 


along its line which have a weight limit, it should either pro- 

vide scales for the weighing of coal shipments at the mines or 

pay a shipper at least the cost of the coal at his mines, in the 

event that the coal in excess of the weight limit of the bridge 

is appropriated by the carrier to its use. 

(1) Freight Charges—Liability of Consignee for (2) Application 
of Section 16 of Act to Overcharge Claims 

West Virginia—Question: (1) A carload of watermelons 
moved from a point in Georgia to a point in West Virginia 
carrying notation on the bill of lading “Charges guaranteed by 
shipper.” The freight is paid by a broker by whom it is sold 
for his customer’s account, for the correct charge was not 
assessed. After the transaction is closed and the broker is un- 
able to reach his customer, a bill of undercharge is presented. 
In view of the notation on the bill of lading can the charges 
be collected from the broker at destination?? 

(2) Under Section 16, paragraph 3 of the Interstate Com- 
merce Act does the Statute of Limitation end upon filing claim 
for overcharge with the carrier within the two year limit, or 
must the claim be investigated and paid within two years? 
Would filing claim with the Interstate Commerce Commission 
for record end the limitation, the claim to be paid later on, 
after the two year period, by the carrier? 

Answer: (1) In view of the decision of the Supreme Court 
in the York & Whitney Co. case, 256 U. S. 406, we are of the 
opinion that the undercharge can be collected from the broker 
at destination, and this notwithstanding the notation on the bill 
of lading. 

(2) The period of limitation provided for in Section 16 of 
the Act relates to complaints before the Interstate Commerce 
Commission, although the Supreme Court of the United States 
in the Wolfe Case has recently held that this same limitation 
applies to actions in court for the recovery of an overcharge. 
The filing of a complaint before the Interstate Commerce Com- 
mission in respect of an overcharge stops the running of the 
statute, and the claim may, if an order is not issued prior there- 
to, be paid after the two year period by a carrier. 

Reconsignment vs. Reshipment 

Virginia—Question: Referring to your answer to “Ala- 
bama”in The Traffic World of April 28, 1923, page 1020, sub- 
ject, “Interstate vs. Interstate Rates.” 

We are concerned with the opinion expressed by you in 
connection with the reconsignment feature involved in this 
case. The shipment in question consisted of a car of canned 


foods shipped from Birmingham, Ala. to Jacksonville, Fla., par- - 


BROADCASTING 


Station “TSC” 


Tel-letter-grams to shippers and traffic 
men. Daily fast service information on 
I. C. C. rulings and other government news 


It’s not exactly in the air, but the service goes 
out of our station by telegram, phone or letter— 
as you like. 


If you will contract for our watching service, 
make your office the receiving station and tune in, 
everything that is on your wave length in a 
traffic way can be picked up by you. 


This service is being broadcasted during all hours 
of the day to our clients all over the United 
States. 

Ask about it 


The Traffic Service Corporation 
“At Your Service’’ 


Special Service Department, Colorado Bldg., Washington, D.C. 
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tially unloaded, there reshipped to Tampa, Fla., in connectiog 
with which the carriers applied their interstate rates to and 
from Jacksonville, plus a reconsigning charge. 

The opinion expressed by you in connection with the re. 
consignment charge made, that “It is certain, however, that 
inasmuch as shipment broke bulk at point of reshipment it cap. 
not under the reconsignment tariffs be regarded as a recop. 
signment. Acme Cement Co. vs. C. & A., 17 I. C. C. 220,” is 
in accord with our own. 

However, we recently had a similar case in connection with 
which one of the Southern lines advised that before car ceased 
to come under Rule 12 of the Reconsigning Rules, car mugj 
be completely unloaded, and that this question has been before 
the Commission in the two general reconsignment cases, I. & §, 
1050, and Docket 10173, and that the Commission has approved 
the assessment of the reconsigning charge even though the full 
tariff rate to and from the reconsigning point is assessed, unless 
the consignee at the original destination take actual possession 
of the shipments, which means completely unloading the car. 
They take the position that if partially unloaded constituted 
“possession,” the reconsigning charge would be defeated at all 
rate breaking points by simply breaking the seals and re. 
moving a small quantity of the lading. 

It is not our understanding that this particular feature, 
that is where cars had broken bulk, was considered by the 
Commission in the cases cited, and we do not believe 
that the carriers’ interpretation can hold in view of the fact 
that one of the first requirements mentioned in their recon- 
signment tariffs before the reconsignment rules apply, is that 
cars must not have broken bulk. 

Would like an expression from you as to the interpreta- 
tion placed by the carriers on what constitutes “possession” 
in such cases. 

Answer: With respect to this question see our answer on 
page 823 of the April 16, 1921, issue of The Traffic World, and 
page 138 of the July 16th, 1921, Traffic World under the above 
caption. 

While we know of no opinion of the Commission which 
specifically defines what constitutes the taking of possession 
by a consignee and the reshipment of the car as a new shipment 
and whether in so doing it is necessary to completely unload 
the car, we are of the opinion that this is not necessary, not- 
withstanding the fact that, as the carriers contend, unless this 
is done the reconsigning charge may be defeated at rate break- 
ing points by partial unloading. 


A CORRECTION 


In the Questions and Answers column of The Traffic World, 
May 19, page 1192, the last sentence of the answer to “District 
of Columbia” was disturbed in sense by the ommission by the 
printer of the word “not.” The sentence should have read: 
“We do not locate a case in point, passed upon by the Com- 
mission.” 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of New York will hold its regular monthly 
meeting on the evening of May 29 at the Waldorf Astoria. 
Frederick A. Wallis will address the club on “Immigration an 
Economic Problem.” The success of the club’s “Movie Night” 
has led to the presentation of another program on May 22. An 
educational film on the terra cotta industry, a golf film, 4 
feature picture and a comedy were shown. The club is ar 
ranging for photographic albums of its members. 





The Transportation Club of Louisville has arranged a Louis 
ville & Nashville Terminal excursion which will make a tour 
of the industries served on May 29. The club will have mem 
bers of the Louisville Board of Trade and the New Albany and 
Jeffersonville Chambers of Commerce as its guests. Lunch wif 
be served by the L. & N. at its shops. The club has planne 
an outing at West Baden for June 9. m fee 





The Transportation Club of Evansville held their May 17 
meeting in the dining room of the Chamber of Commerce, where 
it was addressed on “Americanism” by Walton M. Wheeler, and 
on “The Evils of Government Ownership,” by S. G. McLeish, gel 
eral agent for the C. C. C. & St. L. 





The Traffic Club of St. Louis was addressed by Ralf T. 
Toensfeldt, electrical engineer, at its May 21 noon meeting. 





The Milwaukee Traffic Club will hold a “Ladies’ Night” @ 
the Hotel Pfister, May 28. In addition to dinner, dancing and 
cards special entertainment is to be provided. 





The El Paso Traffic Club was awarded a cup at the El Paso 
Jubilee for their part in a historical pageant where the club 
depicted the advance of transportation from the pony express 
and the burro to the modern railroad and motor truck. The 
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ROUTE YOUR CARGO VIA 


Mobile Gulfpori=Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 
Hamburg and Bremen 


We Solicit General Carge 


LIVERPOOL AND MANCHESTER 
Sailing from Gulfport June 7 
U.8.S.B. 8.8. AFOUNDRIA........ } Salling from Pensacola June 10 
Sailing from Mobile June 20 
LIVERPOOL 


Sailing from Pensacola June 20 
U.8.8.B. 8.8. WESTLAND......... 1 Setttes Soe Teen Don 


LIVERPOOL AND MANCHESTER 


Sailing from Mobile July 12 
U.8.8.B. 8.8. COAHOMA COUNTY { Seinen ot tian ne 


LONDON AND PLYMOUTH 


Sailing from Gulfport June 13 
U.S.8.B. 8.8. BRADDOCK......... Sailing from Mobile June 25 


Sailing from Pensacola June 28 


LONDON AND NEWCASTLE 


3 § Sailing from Mobile July 9 
U.8.8.B. 8,8. MAIDEN CREEK.... | Sailing from Pensacola July 12 


HAMBURG AND BREMEN 


Sailing from Pensacola June 20 
U.8.8.B. 8.8. CLAVARACK........ i am Speen ae 


Waterman Steamship Corporation 
“Operating United States Government Ships” 
MOBILE, ALABAMA 
Our Service Bached by 18 Years’ Experience 





We hope to have them, but— 


_United States to function properly. 






has been reduced by one-half. 


In this program the Santa Fe is— 


Providing new engines and cars; enlarging its shops; 
building second track wherever congestion is liable; and 
enlarging its yards and other facilities. In addition it is 
making every effort to reduce its ‘“‘bad order’’ cars and 
locomotives to less than the normal number, to get the 
greatest number of miles per day out of its cars, and 
to get as heavy loading per car as possible. If what we 
have set out to do can be accomplished all over the 
country, the question of the car supply is solved, but to 
reach that goal the shippers must Cae. 











THE TRAFFIC WORLD 


The Santa Fe and the 
Car Supply #1923 


Everyone in Santa Fe territory is asking if we are going to have cars 
enough when the usual heavy business comes this year. 


Our ability to furnish cars depends not only on our own efforts, but on the ability of all the roads in the 


For three years the railroads have been struggling slowly forward. They 
are beginning to see daylight. Since January Ist, nearly 10% more cars of commercial freight have been 
handled than in the corresponding months of 1920, the record year. 


These figures mean constructive effort by both shippers and carriers. 


W. B. STOREY, President, The Atchison, Topeka and Santa Fe Railway System. 
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People who use 
Leonard’s Shipping Guide 
are people who know 


READ! 


“This book has been of great value to us, and we have more 
than saved the price of same in the few weeks we have had it.” 


—JAMES A. BELL CO., 
Elkhart, Indiana, April 9, 1923. 


“It is by far the biggest time-saver that we have in the Shipping 
Department, and it is certainly the most compact and complete 
reference book we have ever seen.” 


—McCRAY REFRIGERATOR CoO., 
Kendallville, Indiana, April 20, 1923. 


“It has proved to be a great time-saver. We believe this Guide 
is indispensable for any firm that ships to any extent via express 


and parcel post.” 
—THE HOLT MANUFACTURING CO., 
Peoria, April 13, 1923. 





Ask us for full. particulars 


G. R. LEONARD & CO. 


155 N. Clark St., Chicago. 226 East 23rd St., New York 





In the same months the car shortage 


We therefore ask all Shippers to— 


Load promptly and to capacity of the car whenever 
practicable; 

Unload without delay; 

Ship early in the season for road and building con- 
struction and for coal storage and like purposes; 

Increase storage facilities; 

Order only the number of cars that can be loaded 
daily; an 

Avoid shipping under ‘‘to order bills of lading’’ and 
reconsignments as far as possible. 
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club was addressed at its noon meeting, May 16, by Charles 
Dillon, assistant to the chairman of the Western Railway Presi- 


dents’ Association, who outlined the railroads’ part in develop- 
ing the west. 





The Jackson, Mich., Transportation Club, at its annual 
meeting, held May 17, elected the following officers: President, 
J. J. Lynch, traffic manager, Hayes Wheel Co.; vice-president, 
W. P. Hobart, agent, American Railway Express Co.; secretary, 
J. C. Holzworth, traffic manager, American Oil Corporation; 
treasurer, W. R. Kline, chief clerk, Michigan Central. Direc- 
tors: John C. Graham, manager, Jackson Traffic Bureau; Frank 
T. Riley, freight agent, Michigan Central; H. A. Griggs, traffic 
manager, Earl Motors, Inc.; M. S. Hatch, passenger agent, 
Michigan Central; E. H. Leimbach, freight agent, New York 
Central. 





The Traffic Club of Kansas City will hold a smoker and 
buffet lunch Saturday evening, May 26, at the City Club rooms. 





The Tulsa Transportation Club will hold its annual picnic 
at Yonkapin Lake on June 27. 
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Personal Notes 





B®. S. Locke has been elected treasurer of the Louisville 
& Nashville to succeed J. H. Ellis, who died. J. C. Michael has 
been elected secretary, which post Mr. Locke formerly held. 

H. S. Fry has been appointed general agent for the Trans- 
marine Lines with offices at Dallas, effective April 1. 

B. H. Taylor has been announced as commercial agent for 
the Atlantic Coast Lines, at Ocala, Fla., and G. F. Murphy has 
been made traveling freight agent, from Rochester, N. Y. 

Willard L. Smith has been appointed soliciting freight agent 
for the Merchants’ and Miners’ Transportation Company, effec- 
tive May 16, and will have his headquarters at Baltimore. 

R. E. Norris was erroneously reported, in the May 19 issue 
of Traffic World, as having been appointed general freight agent 
for the Nickel Plate. Mr. Norris has been appointed assistant 
general freight agent for the N. Y. C. & St. L., the L. BD. & W. 
and the F. W. C. & L. at Cleveland. 

J. A. McKinnon has been appointed commercial agent for 
the Norfolk and Southern, effective May 1, with offices at Pitts- 
burgh. 

The Lehigh Valley has announced as their European agent 
the appointment of The Baldwin-Universal Company, Inc., at 
110 Fenchurch Street, E. C. 3, London, England. 

W. D. Hurlbut, traffic manager for the Wisconsin Traffic 
Association and traffic manager for the Wisconsin Paper Mills; 
died on May 21.- Mr. Hurlbut began work with the Illinois Cen- 
tral at the age of thirteen, leaving as general freight after 
after thirty years of service to engage in commercial traffic 
work. During the war he served as a member of the Western 
Trunk Line Committee and was widely known for his general 
knowledge of freight rates and traffic. 

Birk S. Stathers of Weston, W. Va., has been appointed as 
a member of the West Virginia public service commission to 
succeed Edgar G. Rider, whose term has expired. 

J. H. Donnell has been appointed traffic counselor for the 
La Salle Extension University. He was formerly traffic manager 
for the Stein-Hall Manufacturing Company of Chicago and was 
in charge of the rate department for the quartermaster’s depart- 
ment during the war and has also been in charge of the rate 
department of the Interstate Commerce Commission. 

T. L. Bothwell has been appointed assistant general freight 
agent for the Gulf, Colorado & Santa Fe at Galveston, to’suc- 
ceed C. D. Speer, who has been transferred to Topeka ag-assist- 
ant general freight agent for the Atchison, Topeka & Santa-Fe. 


TRAFFIC CLUBS 


— e following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 

Akron Traffic Association. C. B. Sipes, Pres.; H. L. Sova- 
cool, Secy. 

Atlanta—Traffic Club of Atlanta. 
T. B. Curtis, Secy.-Treas. 

Augusta (Ga.) Traffic Club. E. W. Matthews, Pres.; R. B. 
Arthur, Secy. 

Baltimore—tTraffic Club of Baltimore. G. S. Harlan, Pres.; 
C. C. Kailer, Secy. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Birmingham (Ala.) Traffic and Transportation Club. A. S. 
Lucas, Pres. 


Boston, Mass.—The Association of Railway and Steamboat 


G. E. Boulineau, Pres.; 


Agents of Boston. G. W. Hammond, PFeE:; > W. M. Macomber, 
Secy.-Treas. 

Brooklyn—Traffic Managers’ chib: of Brooklyn.’ P. L. Ger. 
hardt, Pres.; F. E. Grace, Secy.-Treas. 

Buffalo—Industrial Traffic Club of the Niagara Frontien 
W. J. McKibbin, Pres.; H. J. Bryant, Secy. 

Buffalo Transportation Club. Godtrey Morgan, Pres.; J. P. 
DeVaughn, Secy. and Treas. 

Canton, O.—Stark County, Ohio, Traffic Club. A J. Burns, 
Pres.; M. L. Underwood, Secy. 

Chicago Traffic Club. E. K. Fleming, Pres.; 
master, Secy. 


Cincinnati—Traffic Club of ‘the Chamber of Commerce, E 
C. Rentz, Chairman; C. G. Fredericks, Secy. 
. Cleveland Traffic Club. H. N. Sibbald, Pres.; °F. A. Gideon, 
ecy. 

Cortland, N. Y.—Industrial Traffic Club of Courtland. H. B, 
Darling, Chairman; P. F. McManus, Secy. 

Dayton, O.—Miami Valley Traffic Club. R. B. Mann, Pres.; 
M. T. Otto, Secy.-Treas. 

Dallas Traffic Club. A. C. Valentine, Pres.; A. J. Stone, 
Secy.-Treas. 

Decatur (Ill.) Transportation Club. T. C. Burwell, Pres.; 
8. F. Coay, Secy. 
. Des Moines Traffic Club. S. W. Leigh, Pres.; C. A. Moore, 
ecy. 

Denver Traffic Club. J. C. North, Pres.; C. B. Rader, Secy. 
and Treas. 

Denver Commercial Traffic Club. A. W. Kirkpatrick, Pres.; 
C. J. Hotchkiss, Secy.-Treas. 

Detroit Transportation Club. 
Musson, Secy. 

Elmira (N. Y.) Traffic Club. A. W. Stebbings, Pres.; J. C. 
Field, Secy. 

El Paso Traffic Club. C. B. Jonz, Pres.; C. W. -Waterman, 
Secy.-Treas. 

Erie Traffic Club. P. W. Herrick, Pres. ; 
Secy. 

Evansville (Ind.) Transportation Club. J. C. Keller, Pres.; 
W. H. Orr, Secy.-Treas. 


E S. Buck 


W. S. Roger, Pres.; G. W. 


M. W.: Eismann, 


Flint Mich., Transportation Club. 3B. F. Bilo, Pres.; J. E, 


Clark, Secy. 

Fort Wayne, Ind.—Traffic Transportation and Waterways 
Bureau of the Chamber of Commerce. V. W. Davies, Chairman; 
E. C. Miller, Vice-Chairman. 

‘ Fort Worth Traffic Club. A. B. Waldron, Pres.; C. F. Laue, 
ecy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. L. G. Brown, 
Pres.; J. D. Quinn, Secy. 

Freeport, Ill—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. M. G. Koon, Pres. ; W. H. Cow: 
din, Secy. 

Hartford Traffic Asso. of Hartford (Conn.) and Vicinity. 
W. P. Price, Pres.; O. R. Peterson, Secretary and Treasurer. 
‘ Houston Traffic Club. S. G. Reed, Pres.; A. R. Canfield, 

ecy. 
Indianapolis.—The Traffic Club of Indianapolis. J. G. 
Thomas, Pres.; G. N. Baker, Secy. 

Jackson (Mich.) Transportation Club. J. J. Lynch, Pres.; 
J. C. Holzworth, Secy. 

i Jacksonville Traffic Club. J. L. Wilkes,. Pres.; A. Rice King, 
ecy. 

Jamestown, N. Y.—Traffic Club of the Jamestown Chamber 
of Commerce. H. R. Miller, Pres.; G. L. Hilliard, Secy. 

Jersey City Traffic Club. Warren Gordon, Pres.;.J.. J. Cul 
lington, Secy. 

Kalamazoo Traffic Club. C. B. Reed, Pres.; C. HH. Wins: 
low, Secy. 

Kansas City Traffic Club. John :‘D. Yates, Pres.; Peter z 
Rose, Sécy.-Treas. 

Lansing (Mich.) Traffic Club. H..H. Hardy, Pres.; J. 1 
Ross, Secy.-Treas. 

Los Angeles Transportation Club. ~f. Me Ford; Pres:; L. G, 
Wilson, Secy.-Treas. 

Louisville Transportation Club.. J. Dy Marney, Pres.; W. Ti 
Vandenburg, Secy. 

Macon, Ga.—Industrial Traffic Managers’ Association. Ben 
Gilman, Pres.;.T. J. Abrams, Secy. 

Mansfield,-O., Traffic Managers’ Division of the Manufactur: 
ers’ Club. W.H. Gugler, Chairman; W. T. Leonard, Secy. 

Marion (Ohio) Traffic Club. _ D. R. Biggert, Pres.; w. & 
Aukland, Secy. 

Fs Memphis Traffic Club. W. 8B. Ryan, Pres.; L, E. McKnight, 
ecy. ‘ 

Milwaukee Traffic Club. F. C. Bryan, Pres.; A. C. Uecke 
Secy. and Treas. 

‘Minneapolis Traffic Club: W. H. Perry, Pres.; W. W. Gib 
son, Secy. 


Newark Traffic Club. F..W. Volk, Pres.; R...W..Tims, Secy: 
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WETZEL DROP FRONT TARIFF FILES 


z (PATENTED) . 


You would not ask a bookkeeper or a 
stenographer to work without the neces- 
sary equipment. Neither would you 
ask a mechanic to work without tools. 


How about the man who handles your 
traffic matters? Can he do his work 
without the right kind of a tariff file? 
Is it not expensive for you to have him 
try to do his work without such a tariff 
file? Talk it over with him. 


We like to answer questions and give 
information. 


P. A. Wetzel Company 


Manufacturers 


A Stack of Wetzel Drop Front Tariff File Sections SPRINGFIELD, ILLINOIS 


(Measuring outside 45 inches wide, 5734 inches high and 13 inches deep) 
This outfit can be obtained with the same sized drawers throughout 


Start with any number of sections and build up as your requirements grow. 


MEMPHIS, TENN. 2.27sictsicec? 
nS 9 * Located Distributing Point 
Offers for your acceptance Unexcelled Storage and Reshipping 


Facilities at Reasonable Storage Rates and Lowest Insurance 
| THROUGH 


THE MEMPHIS TERMINAL CORPORATION WAREHOUSES 
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New England Traffic Club, Boston. 
P. L. Stuart, Secy. 
‘ New York Traffic Club. F. W. Smith, Pres.; C. A. Swope, 
ecy. 

New York, N. Y. Traffic Club of the Queensboro’ Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York University Traffic Club. Charles Israel, Pres.; 
Louis Harber, Secy. ‘ 

Oklahoma City Traffic Club. R. E. Nixon, Pres.; C. P. Brad- 
ley, Secy.-Treas. 

Omaha—tTraffiic Managers’ Committee, Omaha Chamber of 
Commerce. C. E. Childe, Chairman; E. A. Stringer, Secy. 

Oshkosh, Wis., Traffic Club. C. M. Starks, Pres.; R. J. 
Hodson, Secy.-Treas. 

Pensacola (Fla.) Traffic Club. R. K. Wallace, Pres.; P. W. 
Reed, Secy. 

Peoria Transportation Club. H. M. Love, Pres.; O. B. Eddy, 
Secy.-Treas. 

Philadelphia Traffic Club. Lewis Eckel, Pres.; W. H. Mont- 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia. 
E. H. Porter, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. J. C. Moffett, 
Pres.; C. J. Rasbold, Secy. 

Pittsburgh Traffic Club. 
Hynes, Secy. 

Pittsburgh Traffic and Transportation Association. 
Heil, Pres. 

Port Huron, Mich.—St. Clair River District Transportation 
Club. E. C. Miller, Pres.; A. C. Thernstrom, Secy. 

Portland (Ore.) Industrial Traffic Club. T. I. Deck, Pres.; 
N. W. Lewis, Secy. 

Portland (Ore.) Transportation Club. C. T. Spooner, Pres.; 
V. Kistler, Secy. 

Providence, R. I.—Traffic Club of the Providence Chamber 
of Commerce. J. J. Duggan, Chairman; E. C. Southwick, Secy. 

Rochester, N. Y.—Traffic Council of the Rochester Chamber 
of Commerce. B. C. Wedd, Chairman; F. W. Burton, Secy. 
St. Louis Traffic Club. H. S. Snow, Pres.; S. E. Wilson, 

ecy. 

St. Paul Transportation Club. P. R. Flanagan, Pres.; C. A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. Wallace Carnahan, Jr., 
Pres.; R. L. Gohmert, Secy.-Treas. 

San Francisco Transportation Club. W. B. Hinchman, Pres.; 
E. A. Senneff, Secy. 

San Francisco.—Pacific Traffic Association. W. L. Garver, 
Pres.; G. A. Culbert, Secy. 

Seattle Transportation Club. Alpheus Byers, Pres.; R. A. 
Nichols, Secy.-Treas. 

Sioux City Traffic Club. W. H. Marriott, Pres.; O. Tron- 
vold, Secy.-Treas. 

Springfield (Mass.) Traffic Club. S. Robert Hart, Pres.; 
B. A. Hapgood, Secy.-Treas. 

Spokane Transportation Club. 
Greene, Secy.-Treas. 

Stark County (Ohio) Traffic Club. A. J. Burns, Pres.; M. L. 
Underwood, Secy. 

Syracuse Traffic Club. M. V. B. Weaver, 
Varah, Secy. 

Tolede Transportation Club. L. G. Macomber, Pres.; W. J. 
Chisholm, Secy. 

Trenton (N. J.) Traffic Club. J. R. Gaddis, Pres.; 
Morgan, Secy. and Treas. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. George T. Rus- 
sel, Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Transportation Club of Tulsa. 
Pres.; R. C. Hughes, Secy. 

Utica (N. Y.) Traffic Club. J. M. Page, Pres.; C. E.. Dar- 
rtigrand, Secy. and Treas. 

Waco Traffic Club. F. L. Booth, Pres.; C. A. Willingham, 
Secy.-Treas. 

Washington Traffic Club. T. J. Stead, Pres.; J. T. M. Du- 
vall, Acting Secy. 

Wheeling (W. Va.) Traffic Club. Douglas Vass, Pres.; P. M. 
Neigh, Secy. 

Wichita Traffic Club. G. R. Graves, Pres.; 


C. B. Baldwin, Pres.; 


C. C. McCarthy, Pres.; E. A. 


R. F. 


A. S. Cobb. Pres.; F. J. 


Pres.; F. M. 


J.. H. 


A. C. Wilson, 


O. I, Gantt, 


Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.; J. 
W. Chatham, Jr., Secy.-Treas. - 

Windsor, Ontario, Can.—Border Cities Transportation Club. 
J. H. Marshall, Pres.; J. H. Becker, Secy.-Treas. 

Worcester (Mass.) Traffic Association. A. D. Fiske, Pres.; 
J. H. Lane, Secy. 

York (Pa.) Traffic Club. J. F. Baird, Pres. 


Our Washington Office is your Washington office 
3 deen a subscriber to THE DAILY TRAFFIC 


THE TRAFFIC WORLD 
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VALUATION CONFERENCE 


Under the guidance of Senator La Follette, governors, sep- 
ators, representatives and members of the “progressive bloc” 
of Congress assembled in Chicago, May 25, for what the senator 
from Wisconsin characterized as the beginning of a fight to a 
finish and what the Hearst papers acclaim as the people’s battle 
on railroad valuation. : 

With an attendance of most of the notables which have been 
announced as having been invited, the initial meeting was ad- 
dressed by Mayor Hylan, of New York, who administered q 
thorough lambasting to the carriers and the traction interests 
and declared that government ownership was the only way in 
which adequate transportation at reasonable rates could be 
furnished for the people. Mayor Hylan was followed by Goy- 
ernor Sweet, of Colorado, who declared that until he came to 
public office, a few months ago, he had not realized the gravity 
of the situation, but that events were approaching a crisis and 
that, although he did not propose confiscation of the cazriers’ 
properties at unreasonable figures, he did not propose to allow 
the carriers to effect any confiscation of the public’s rights, and 
that the attempts of the railroads to secure valuation on inflated 
and future values amounted to that. 

Disinterested observers, said Mayor Hylan, estimate that 
the railroads’ figure is at least ten billion dollars too high and 
if they succeed in obtaining their figure, it will result in a burden 
of a billion and a half dollars every year in increased costs. He 
attacked some of the valuations of the Commission as having 
returned figures that were in excess of the capitalization of the 
roads, and said that it had given the carriers the opportunity to 
say that there was no “water” in their capitalization and had 
enabled a successful appeal for higher rates. The owners of 
the roads, he said, had converted the streams of water into 
rivers of gold and had sandbagged the public at every turn. 
If the roads succeeded in having their inflated valuation made 
effective, he declared, the public was in for a thorough drubbing. 

He complimented Justice Brandeis for his stand against 
replacement values as just for rate-fixing purposes, and declared 
that we were now buying transportation on an inflated valua- 
tion. He extolled the savings of a million dollars a day and 
service rendered under federal control, declaring that on re 
turn of the roads the government had been asked for damages 
of a billion and a half after spending a billion dollars in im- 
proving the roads, while paying excessive rentals. At present, 
he said, the roads were mortgaging the future in order to get 
money to spend for keeping their poor equipment in order when 
they should be paying such costs out of operating expenses, all 
of which, he said, was part of a scheme of the roads, aided by 
the subsidized press, to make people believe that the valuation 
used for present rates was too low. 

He declared the roads had doubled their rates and were 
collecting swollen profits for the New York bankers, and in- 
tended, if federal confiscation came, to sell the people a lot of 
flat-wheeled junk at highly inflated values. He declared that 
the roads were spending millions in thwarting just legislation 
and in securing the kind of figures they wanted, and recited how 
the traction interests had maligned and persecuted him for his 
efforts to secure reasonable transportation rates in New York. 
The carriers, he said, could show good profits to the bankers 
when they wanted to borrow and could show huge losses to the 
public when it came to fixing rates and values. The situation, 
he thought, was rapidly approaching a crisis and believed the 
transportation difficulties would wreck the coming business boom. 
The roads, he declared, do not belong to the New York bankers 
who are exploiting them, but to the public, and the people who 
own the securities and are entitled to a fair return on their 
investment and to reasonable rates and good transportation. 
Loyal service, he said, could not be rendered by employes to 
men with their eyes only on the stock ticker. He closed by 
declaring that the operations under private control smelled to 
high heaven. 


Governor Sweet, who followed Mayor Hylan, declared that 
newspaper editors who were laughing at the conference were 
trying to divert public attention from the real issue and that 
he was proud to be called a radical and a member of the pro- 
gressive bloc, because people had begun to approve the kind 
of legislation that they were putting through. The bloc, he said, 
has come to be recognized as people who put loyalty to the 
public above loyalty to their party. After recalling the history 
of railroad and public utility legislation, he declared the trams 
portation act of 1920 to be a long forward step, but said that 
the public utilities commissions of the states had been left alone 
to fight the people’s battle against the grasping carriers. 

The case of the valuation of the Kansas City Southern was 
cited to show how the carriers were seeking to have the valua 
tions capitalize gifts and speculative values for all time in the 
future, and said that a valuation so fixed could probably never 
be reduced and would result in. the fixing of rates that would 
be enormous. 

He said that he believed in paying on a basis of what the 
railroads were really worth, and did not believe in confiscation 
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at unjust values, but that the interests of the people were as 
vital as the interest of the railroad and that inflated values would 
mean confiscation of public money and interest by the carriers. 

He had come into public life, he said, direct from business 
where he did not realize the importance of the question, because 
he had not understood the situation. His business bridges, he 
said, had been burned behind him and his interest was in pro- 
tecting the people in the coming crisis. 


Business Asks Some Pertinent Questions 


An uneasy situation was produced at the close of the morn- 
ing session, when J. P. Haynes, traffic director of the Chicago 
Association of Commerce, asked leave to submit a statement. 
He was told by Senator La Follette that it could not be received 
until after an executive session was held by the invited mem- 
bers, at the Congress Hotel, during the afternoon, at which an 
organization was to be perfected. 

The statement, delivered in person by the committee, chal- 
lenged the sincerity of the backers of the conference and con- 
sisted of a number of pertinent questions. The final conclusion 
of the petition was that the conference was nothing more than 
a “press agent stunt” to further the aims of the socalled “pro- 
gressive bloc.” In full, it read as follows: 


To Senator Robert M. La Follette and Associates: 

Since this conference, as announced in the press, is a menace 
to all the people, it is important that an unequivocal statement 
of its plans and purposes should be given to the public in order 
that such steps may be taken as circumstances seem to require. 
To elicit such a statement, we representative shippers, more vitally 
concerned in good frailroad service than politicians who pay no 
freight bills, demand categorical answers to these questions: 

1. You have alleged that the public is not represented in 
valuing the railroads. You must know that tentative valua- 
tions are made under direction of the Interstate Commerce Com- 
mission; that they must be submitted to the Commission, to the 
Attorney General of the United States, and the governors and 
public utility commissions of the states concerned for approval or 
protest; that if protested tentative valuations must be revised. 
If these governmental agencies do not represent the people, whom 
do they represent? 

. Do you contend that the public interest would be better 
served in some way other than by these governmental agencies? 

3. You, Senator La Follette, made the assertion in the Senate 
May 31, 1910 (Congressional Record, page 7140), that all the rail- 
roads in the United States could be valued at an expense not 
exceeding $2,400,000; and that such a valuation would save the 
country in transportation charges in twelve months “more than 
one hundred and fifty times the cost of making the valuation of 
the physical property of the railroads.” Valuation has been pro- 
ceeding for ten years, yet not one of the great eastern systems has 
been valued even tentative, while to June 30, 1922, this work 
had cost the government $ 3,058,000 and the railroads $62,885,000, 
a total of $85,943,000. One hundred and fifty times this amount, 
which you said would be saved, would be $12,891,450,000, which 
is much more than twice the aggregate gross earnings of all the 
railroads last year. Will vou kindly explain to the satisfaction 
of your fellow citizens the remarkable discrepancy between your 
promise and its fulfillment? 

4. Since you failed so notably in forecasting the cost and 
benefits of the original valuation act, would the country be justi- 
fled in undergoing the period of agitation, uncertainty and busi- 
ness disturbance which would be an inevitable concomitant of 
the revaluation you propose? 

5. Valuation is a feature of the program of railroad regula- 
tion which includes the limitation of earnings, which is based 
on the hypothesis that railroads are “affected with a public inter- 
est” that is, that they are a public necessity. Food is more 
vitally necessary than transportation; for while mankind existed 
for ages without railroads, no part of the race ever existed with- 
out food. Is not food, therefore, “affected with a public interest,” 
and should not its production, the prices at which it is sold, the 
profits made thereby, and the quantity which may be eaten at a 
meal, also be regulated by law? 


6. Granting that railroad are affected with a public interest 
it is not equally true that they are also affected with a private 
interest? All railroad capital consists of private funds voluntarily 
invested in the hope of earning dividends. Owing to restrictions 
on railroad earnings and the consequent uncertainty of dividends 
it has become so difficult to sell railroad stocks that capital is 
now secured chiefly by borrowing. If further restrictions should 
make it altogether impossible to sell railroad stocks, how. are 
extensions and betterments to be provided? 

Lenders of money on farm mortgages receive 6% per cent 
interest or more. Investments in railroad stocks are limited by 
law to.5% per cent, and they may receive nothing at all. If. this 
discrimination is continued, are owners of capital not likely. to 
invest all their money in other enterprises to the total exclusion 
of railroads? If they do, how are railroads to be financed? 

Assuming that there is no limit to the borrowing capacity 
of railroads nor to the power of Congress to order railroad ex- 
penditures, will the time not come when earning will no longer 
be sufficient to pay interest, a contingency which would throw 
all railroads in the hands of receivers? What have you to propose 
to avert such a contingency? 

. Frequent threats have been made by your coterie to pre- 
cipitate government ownership of railroads. It seems proper, 
therefore, to ask you to explain why Canada’s government rail- 
roads have an annual deficit of a hundred million dollars to be 
made up by taxpayers, while the Canadian Pacific Railway under 
privatesownership, built under far more difficult conditions than 
the government railroads, but out of reach of Congress, has 
never failed to pay an annual dividend and has paid 10 per cent 
for years, while its stocks sell at a higher price on the New 
= Stock Exchange than those of any railroad in the United 

ates. 

10. You and your associates have asserted that freight rates 
are so high that they amount to an embargo on the free move- 
ment of agricultural products; that the economic life of the nation 
is stifled by exorbitant freight rates. Nevertheless these rates 
are low enough to enable farms on the Pacific and Gulf coasts 
to market their products along the North-Eastern Atlantic coast 
and in all the country intervening. The process must be profit- 
able because, according to Agricultural Department statistics, the 
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value of farm property increased nearly four-fold, from $20,439,- 
901,000 to $77,924,100,000, in the twenty years from 1900 to 1920, 
while the value of farm products—the value on the farm, not at 
terminal market—increased correspondingly in the same period, 
from $5,009,595,000 to $18,263,500,000, although rural population 
increased less than 14 per cent in that period. Can there be 
anything very seriously wrong with a transportation system which 
has made possible so great an increase in rural wealth? 

Assuming that railroad valuation is too great by seven 
billion dollars, as Senator Brookhart alleges, rates based on a 
valuation reduced seven billion dollars would save the public less 
than 6 per cent in freight and passenger rates on the basis of 
present actual earnings, expenses and taxes, or an average of 
$3.50 per capita per annum, as any one can ascertain for himself. 
This fact being indisputable it is pertinent to ask if this con- 
ference is not in reality a “press agent stunt” staged to prejudice 
the people against the railroads and thus promote the political 
advantage of the so-called “progressive” bloc. 


The members of the business. men’s committee in charge 
of the presentation of the petition were as follows: J. T. Pirie, 
Carson, Pirie, Scott & Co.; J. Chas. Maddison, vice-president 
Montgomery Ward & Co.; A. A. Sprague, chairman board of di- 
rectors, Sprague, Warner & Co.; F. W. Ellis, vice-president Ar. 
mour & Company; J. Harry Selz, president Selz, Schwab & Co.; 
J. J. Wait, executive Hibbard, Spencer, Bartlett & Co., and J. P. 
Haynes, traffic director Chicago Association of Commerce. 

It was announced that W. J. Bryan would address the con- 
ference at the morning session, May 26. 
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A list of those “who have signified that they will either be 


_present or send a personal or official representative” at the rail- 


road valuation conference in Chicago, May 25 and 26, called by 
Senator LaFollette and the “progressive” group in Congress to 
protect the “public interest” in the valuation of the railroads, was 
made public by Senator LaFollette, May 22. Only three mem- 
bers of the Senate in addition to Mr. LaFollette were listed. 
They were Capper of Kansas; Copeland of New York, and Frazier 
of North Dakota. 

Twenty-five members of the House, of which eight are from 
Wisconsin, were listed. The Wisconsin members are Beck, 
Browne, Cooper, Lampert, Nelson, Peavey, Schafer and Schneider. 
The others are: Howard of Nebraska; Kvale and Schall of Min- 
nesota; Crosser and Knight of Ohio; Jacobstein, La Guardia and 
Mead of New York; Huddleston of Alabama; King and Reid of 
Illinois; Mansfield of Texas; Sinclair of North Dakota; Thomas 
of Oklahoma; Woodruff of Michigan; Logan of South Carolina; 
and Ward of North Carolina. 

Governors in the list are as follows: Davis, Kansas; Dixon, 
Montana; Hunt, Arizona; Kendall, Iowa; Ritchie, Maryland; 
Ross, Wyoming; Sweet, Colorado, and Walton, Oklahoma. 


Mayors Dever of Chicago; Hylan of New York and Nelson of 
St. Paul were listed. 


The following list, issued by Senator LaFollette, contains 
the names of practically all the railroad labor leaders, some 
state commissioners, and of A. O. Wharton, member of the labor 
group on the Railroad Labor Board: 


Samuel Adams, president, Association of Agricultural Editors; 
Col. George W. Armstrong, Fort Worth, Texas; Hon. Herbert F. 
Baker, president, Farmers’ National Council; Rev. Samuel_Z. Batten, 
chairman, Social Service Committee, Northern Bantist Convention; 
Dr. Edward W. Bemis, public utility expert, Chicago, Illinois; John 
H. Bernhard, public utility expert, New Orleans, La.; Hon. Amos A. 
Betts, chairman, Arizona Corporation Commission; Hon. Joseph L. 
Bristow, Fairfax, Va.; Hon. William Jennings Bryan, Miami, Fla.; 
Gen. H. W. Byers, Des Moines, Ia.; William F. Cochran, Baltimore, 
Md.; T. C. Cashen, international president, Switchmen’s Union of 
North America; Prof. John R. Commons, public utility expert, Uni- 
versity of Wisconsin; Mrs. Minnie Fisher Cunningham, executive sec- 
retary, National igoqne of Women Voters; Most Rev. Michael J. 
Curley, Baltimore, Md.; W. N. Doak, vice-president, Brotherhood of 
Railroad Trainmen; Hon. Edward F. Dunne, Chicago, Ill.; Hon. Her- 
man Bkern,’attorney-general of Wisconsin; E. H. Fitzgerald, grand 
president, Brotherhood of Railway and Steamship Clerks, etc.; F. H. 
Fijozdal, grand ey United Brotherhood of Maintenance of 

ay Employes; J. A. Franklin, international president, International 
Brotherhood of Boiler Makers; Gilson Gardner, Washington, D. C.; 
Prof. Martin G. Glaeser, University of Wisconsin; Frank A. Harrison, 
Alhambra, Cal.; Timothy Healy, international president, International 
Brotherhood of Firemen and Oilers; D. W. Helt, grand president, 
Brotherhood of Railroad Signalmen of America; L. S. Herron, editor, 
Nebraska Union Farmer, Omaha, Neb.; Charles W. Holman, secre- 
tary, Milk Producers’ National Federation; John J. Hynes, president, 
Amalgamated Sheet Metal Workers’ International Alliance; O. P. B. 
Jacobson, chairman, Minnesota Railroad and Warehouse Commis’ 
sion; B. M. Jewell, president, Railway Employes’ Department, Amer- 
ican Federation of Labor; William H. Johnston, president, Interna- 
tional Association of Machinists; Hon. Edward Keating, manager, 
Labor, Washington, D. C.; Hon. William Kent, Kentfield, Cal.; 
Charles H. Kerr, Chicago, Ill.; Julius Kespohl, Quincy, Ill.; James 
W. Kline, general president, International Brotherhood of Black- 
smiths, etc.; 3 nsdon, national lecturer, Farmers’ Union, 
Salina, Kan.; Ed.*C. Lasater, National Live Stock Association, Fal- 
furrias, Vex.; W. G. Lee, president, Brotherhocd of Railroad Train- 
men; George B. Leonard, Minneapolis, Minn.; Hon. Solomon Levitan, 
state treasurer, Madison, Wis.; Hon. Dwight N. Lewis, Board of Rail- 
road Commissioners, Des Moines, Ia.; Hon. Charles A. Lindbergh, 
Little Falls, Minn.; Robert Morse Lovett, The New Republic, New 
York City; J. G. Luhrsen, president, American Train Dispatchers 
Association; A. R. McDonald, Wisconsin Railroad Commission, Mad- 
ison, Wis.; Grenville S. MacFarland, Boston, Massachusetts; James 
H. ill, president, McGill Manufacturing Company, Valpera= 
Ind.; Rev. R. A. McGowan, National Catholic Welfare Council, Was : 
mean, D. C.; Carlton F. McNally, corporation counsel, St. Pau, 

nn.; E. J. Manion, president, Order of Railroad Telegraphers: 
Benjamin Marsh, secretary, Farmers’ National Council, Washington, 
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EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; San Juan, Porto 
Rico; Guadeloupe; Martinique; Barbados and Trinidad. Also North Coast of South America 
and Curacao as sufficient cargo offers. 








ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFICE: 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager GEO. C. McLAUGHLIN, 
KANSAS CITY OFFICE: 1039 New York Life Building 
A. J. FORD, Manager 
NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 


CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
112 West Adams Street 
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D. C.; Harley F. Nickerson, Milwaukee, Wis.; J. P. Noonan, inter- 
national president, International Brotherhood of Electrical Workers; 
Hon. R. F. Pettigrew, Sioux Falls, S. D.; Mrs,. Glenn E. Plumb, 
Washington, D. C.; W. T. Rawleigh, Freeport, Ill.; Donald R. Rich- 
berg, Chicago, Ill.; D. B. Robertson, sident, Brotherhood of Loco- 
motive Firemen and Enginemen; ond Robins, Chicago, 
lll.; Martin F f 

America; L. E. Sheppard, president, Order»of Railway Conductors 
of America; John A. Simpson, vice-president, National Farmers’ 
Union, Oklahoma City, Okla.; arren §. Stone, grand chief, Brother- 
hood of Locomotive Engineers; Carl D. Thompson, Chicago, II1.; 
George D. Todd, president, The National Hame & Chain Co., New 
Albany, Ind.; E. P. E, Troy, San Francisco, Cai.; Joseph Valentine, 
second vice-president, American Federation of Labor; Hon. Carl 
Vrooman, Bloomington, Ill.; Frank J. Warne, Washington, D. C.; 
Hon. A. O. Wharton, United States Railroad Labor Board; 
Dr. Delos F. Wilcox, public utility expert, Elmhurst, Long Island, 
New York; Hon. Peter Witt, publig utility expert, Cleveland, O.; 
Hon. George U. Young, Phoenix, Ariz., and Hon. Fred R. Zimmer- 
man, secretary of state, Madison, Wis. 


In addition, a considerable number of farm and labor organi- 
zations have signified that they will send representatives. 
Senator LaFollette authorized the following statement: 


Through the courtesy of the mayor of Chicago, the Conference 
on Valuation of American Railroads, to be held in Chicago Friday 
and Saturday of this week, will meet in the council chamber of the 
ee Headquarters of the conference will be at the Congress 

otel. 

The opening session of the conference on Friday morning will 
be addressed by Mayor William E. Dever, of Chicago, who will speak 
on “The Interest of the Cities in Railroad Valuation.’’ Gov. William 
EE. Sweet, of Colorado, will — on ‘“‘The Interest of the States.”’ 

On Saturday, Hon. William Jennings Bryan will address the 
conference on ‘Public Interest in Railroad Valuation.” 

Replies that have been received from those who have been in- 
vited to attend the conference assure the presence of representative 
citizens from all sections of the country. 


BYRAM DISCUSSES VALUATION 


The real purposes of the attacks on the valuation work 
of the Interstate Commerce Commisison is to force the car- 
riers into government ownership according to an address de- 
livered by H. C. Byram, president of the Chicago, Milwaukee and 
St. Paul, delivered before the Chamber of Commerce, Rotary 
and Kiwanis Clubs of Miles City, Mont., May 24. 

The underlying motive of the most violent critics shows 
no desire to be fair, declared Mr. Byram. The attack comes 
from two angles, a reduction of rates so that the industry can 


not be self-sustaining, and an attack on what the Commission 
is fixing as a fair valuation of the properties. 


“They have no desire to have the transportation industry 
placed on a profitable basis,” he said, “because they are mainly 
interested in bringing about government ownership and the 
financial embarrasment of the railroads seems to them the most 
promising manner in which this may be effected. 

“All the proposals of our critics have to do with increased 
expenses or decreased revenue. Their purpose is so transparent 


that it seems remarkable that anyone should be missed by 
them.” 


Referring to attacks upon the Interstate Commerce Commis- 
sion’s valuation of the railways based upon the ground that it 


exceeds the market price of railway securities, Mr. Byram 
said: 


“These men are now. seeking to prove their unfounded charges 
of inflated valuation by bringing forth as a basis the same securi- 
ties that they ten years ago so flippantly discredited. 

Of course, the reason for their change of heart is evident, for 
government operation has resulted in the depreciation of the market 
value of these securities so that they are now considerably lower 
than the actual value on the basis_of pre-war wages and prices. 

That these criticisms are not made in good faith is evident from 
the fact that nothing of a constructive nature is ever offered by 
these men. Nothing that would tend to put the carriers on a better 
basis or to improve their credit so that they might be able to pro- 
vide those facilities needed to meet traffic demands is put forth 
by them, and nothing is ever said to strenghten the confidence of 
the public in the officers of the carriers who are charged with the 
responsibility of performing a greater measure of service im- spite 
of various handicaps. No practical suggestions are ever offered 
by ene critics that would help lower the cost of operation of the 
carriers. < : 2 

‘Regardless of the various obstacles and the lack of profits from 
railroad operation in the last few years the carriers have been 
taxing their resources to provide cars and locomotives and other 
facilities to meet traffic demands and the result of such action is re- 
flected in figures for the 37 weeks ended March 17, 1923, which 
show that in that period they had loaded 1,600,000 more cars than 
in the same period beginning in 1920, which was the previous peak 
year. 

Bear in mind that this great traffic movement was accom- 
plished in .the period after the shopmen’s and miners’ strikes 
when conditions were very unfavorable for such a showing. 

In the 14 months from January 1, 1922, to March 15, 1923, 
the carriers had purchased a total of 223,616 new freight cars of 
which_117,280 had been placed in service at the latter date. They 
had also purchased 4,219 new locomotives of which 2,106 had been 
placed in service as of March 15. In addition to this equipment, 
which some roads found it necessary, like the Milwaukee, to pur- 
chase on the installment plan, the roads actually expended in 1922 
for trackage and other facilities, which are just as important for 
the prompt movement of business as equipment, 195 millions of 
dollars and they have authorized for the year 1923, 425 millions of 
dollars for such facilities, excluding equipment. 

The money for this enormous expenditure was largely borrowed 
by the roads with faith in the fairness of the American people 
and reliance on the continuance of the policy announced in the 
Transportation Act of 1920 as a measure of reasonable protection 
to investment in railroad property. 


. Raym ful influence of the “‘scandal-mongers” who dec 
Ryan, president, Brotherhood. of Railway Carmen of» ite 
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We think this performance under such circumstances indicates 
unmistagably the willingness of the railroad officers to hear their 
share of the burden of readjustment and we feel that“it is not ask- 
ing too much to suggest that responsible men in Other lines of 
business take advantage of every opportunity \ Fe offset the bane- 


are not work- 
ing in your interests in their efforts to discredit the “transportation 


system upon which the commerce of the nation depends.” 


ROCK ISLAND VALUATION 


The Trafic World Washington Bureay 


Arguments have been made in valuation docket No. 152, 
relating ~to the valuation of the property of the Rock Island, 
which, in the estimation of men engaged in that work, cover 
one of the most important questions that have recently arisen, 
The question was as to whether testimony should be admitted, 
the purpose of which was to show, by comparisons, that there 
should be included in the valuation of railroads various sums 
to represent what have been called deferred construction costs— 
that is, costs which should have been incurred when the rail- 
road was constructed, but which were not, as a matter of fact, 
incurred until later, generally during the first six years follow- 
ing the beginning of operations, and then in connection with 
maintenance and other work, and not charged to the construc- 
tion account. 

The arguments were caused by a ruling of Examiner Paul 
J. Kelley that the testimony, as tendered by the Rock Island, 
was not admissible because it did not purport to be facts taken 
from the records of the Rock Island, but conclusions based on 
facts taken from the records of twenty-nine other railroads, the 
conditions on which were assumed to be similar to those which 
prevailed on the Rock Island immediately after it began opera- 
tions. 

According to the opinion of W. J. Peters and Leslie Craven, 
attorneys for the railroads, the examiner should have accepted 
the testimony. According to Hadleigh H. Hartman and Philip 
J. Doherty, attorneys for the Commission, the examiner did 
right in ruling out the testimony. The item claimed by the 
Rock Island on account of such deferred construction costs 
amounted to $8,068,545. The Rock Island presented several 
exhibits, without, however, producing the underlying data on 
which they were based. The valuation bureau of the Commis- 
sion insisted that the underlying data had to be brought for- 
ward and produced so as to show the relevancy of the material 
on which the claim was founded and to show that the conditions 
on the roads from which such data were obtained, were com- 
parable to the conditions on the Rock Island. 

As interpreted by the valuation men of the Commission, 
the position of the railroads was that because the exhibits were 
based on the book figures of carriers subject to the act, the 
Commission could and should waive the production of the un- 
derlying data on account of their bulk and the cost of producing 
the material. 

Examiner Kelley took the position that the Commission had 
to receive facts tendered by the Rock Island or any other car- 
rier, but that it should not receive as facts conclusions drawn 
from book entries which had not been brought into the case. 
Doherty and Hartman took the position that there was no offer 
to prove value; that the offer went solely to costs and book 
entries, and an opinion as to costs for which the Commission 
had expressly declined to make a separate allowance. They 
made the point that there was no proof of the book entries 
purported to be shown, and neither the person making the field 
notes nor the photographs had been placed upon the stand in 
support of the exhibits embodying the results of the studies 
made of maintenance costs, and a study of the track laying and 
surfacing costs on 694 miles of line, part of which was the 
property of the Rock Island. 


SHIPPING AND PORT NOTES 


* (Ffom reports received by Department of Commerce) 


The Compania Translantica announces the extension of its 
service, hitherto to Colon and Caribbean ports only, through the 
Panama Canal and as far south as Valparaiso. Stops will be 
made at Guayaquil, Callao, Mollendo, Iquique and Antofagasta, 
says Vice Consul R. W. Baker, in a report to the Department of 
Commerce. The only change in the return route is that ships 
will not touch at Habana, but, after calling at Porto Rico, will 
return to their home ports via the Canary Islands. j 

Certain German steamship companies engaged in trade with 
South Africa have decided to employ several of their vessels i 
carrying coal from Port Natal (Durban) to Haniburg, accordiné 
to the Industrie und Handels Zeitung of April 6. 

The Hamburg American Line and the Argo Steamship Com 
pany of Bremen will inaugurate a service to the Levant in the 
near future, according to reeent reports from Hamburg and 
Bremen. Considerable significance is attached to this co-oper 
tion of the two lines, as it brings into closer relationship the 
Norddeutscher Lloyd of Bremen and the Hamburg Americal 
Line. As the Roland Line of Bremen, which is connected with 
the North German Lloyd, fused with the Argo Line during thé 
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“Your consuming Markets 


WE BRIDGE THE GAP * 


‘ M R. TRAFFIC MAN, LOOK AT THE MAP. The circled cities B WHOLESALERS 
are strategic traffic pivots, linked by the rails of the Penn- : ¢ iWepe 
sylvania System. ANO RETAILERS 


ELLER PRE LEO LEE 


MANUFACTURERS 
NB IMPORT ERS 


OCONEE ERR IES ENR HS 


You will recognize these cities with their dependent territories yma 
as being logical centers in which to carry spot stocks, to be sent “hs 
ONE 


ed 


there at carload rates and be readily accessible to your local cus- 
tomers when they want your product, or available for prompt less- tA 
carload reshipment to your clientele in adjacent towns. 


ORONO ROR RAR OS A MONARO 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discrimina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 








\ 


ST, LOUIS WAREHOUSE 
CANSYLVAA,, 
SYSTEM 
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past year, it is intimated that there is a still greater interlocking 
sarees ey Apes cs se 
mercial Attache, Berlin, reports. 

The United Steamship Company is 
direct freight service between Antwerp and Cope 
two vessels, the Vena, 12,000 d. w. t., and Sagi 
The boats can accommodate a small number of passengers. F 
other vessels of the line of from 2,600 to 3,000 d. w. t. are oper- 
ating in the freight trade between Antwerp and Amus, Aalborg, 
Middelfart, Odense, Randers and thence to Riga and Reval and 
back to Antwerp via the Kiel Canal. The vessels will also touch 
at Libau and Windau when freight is offered to or from those 
ports, says Consul General Marion Letcher, Copenhagen, in a 
report to the Department of Commerce. 

The Hanseatische Dampfschiffahrts Gesellschaft (Hanseatic 
Steamship Company) of Lubeck plans to establish a regular 
service between Lubeck and Danzig, in addition to its present 
service to Reval.and Petrograd. Sailings will be at intervals of 


about 10 days at the outset. Both passengers and freight will! 
be carried. 


LUMBER SHIPMENTS 


Lumber shipments from the mills during the past week 
showed a further decline, says the weekly lumber movement 
review of the National Lumber Manufacturers’ Association. For 
the week ending May 19, shipments reported from 385 mills were 
237,000,000 feet, as compared with 255,000,000 feet last week 
from 415 mills. The volume of new business accepted has been 
declining for some time, being 208,000,000 for 385 mills as com- 
pared to 224,000,000 last week for 415 mills—less than last year 
at the same time. Production, however, continues larger than 
last year by 21,000,000 feet. However, for the year to date ship- 
ments, orders and production are well ahead of last year, which 
was itself an exceptionally active year. 


The Southern Pine Association wired from New Orleans: 


Shipments decreased 3.3 per cent, orders enereanes about 17 
per cent. Out of 85 mills reporting running t ime were closed 
and 64 operated full time. Orders on hand fell off 15, 592, 332 feet or 
4.23 per cent. The total of unfilled cars for 138 mills is 16,564; 


fee the average of unfilled orders per mill stands at 2,556, 737 
ee 


The West Coast Lumbermen’s Association telegraphed from 
Seattle: 


The production for reporting mills last week was 18 per cent 
above normal and new business 6 per cent below production; ship- 
ments were 1 per cent above new business. Of all business taken 
during the week, 39 per cent was for future water delivery. This 
amounted to 37 935, 573 feet, of which 26,152,323 was for domestic 
cargo delivery and 11,783, 250 export. New business for delivery 
by rail amounted to 1,836 cars. Thirty per cent of the week’s 
shipments moved by. water; this amounted to 29,823,734 feet, of 
which 20,535,810 moved coastwise and intercoastal, and 9,287,924 
overseas. Rail shipments totaled 2.143 cars. Unfilled domestic 
cargo orders are 169,276,948 feet. Unfilled export orders are 84,310,- 
431 feet. Unfilled rail trade orders are 8,232 cars. 


In conclusion the statement said: 


The following table records the lumber movement of reporting 
mills for last week, the corresponding week of 1922 and the 
preceding week of 1923: 


Corresponding Preceding Week 


Past Week Week, 1922 1923 (Revised) 
RE ate crctagie es shave 385 387 415 
Lo ee 255,036,065 234,080,986 260,823,871 
Shipments ......... 237,009,265 253,117,192 255,539,517 
CID gE nb5. 0 0 iigieie tha 208,156,459 294,690,237 224,733,813 


For last week all the reporting mills ‘had a volume of ship- 
ments equal to 93 per cent of production, while orders were 82 
per cent of production. The same percentages for Southern Pine 
mills were 104 and 84, and for West Coast mills 95 and 94. The 
359 mills having a normal production figure for the week showed 
production 106 per cent of normal; shipments 100 per cent and 
orders 89 per cent of normal. 

The following figures compare the lumber movement of mills 
reporting to the National Lumber Manufacturers’ Association, 
for 1923 so far and for the corresponding period of last year: 


Production Shipments Orders 
Feet Feet Feet 
yA erp ae 4,653,012,593 5,143,143,654 5,315,897,495 
1922 3,907,573,932 


RR AEF 3,819,237,294 


4,321,174,304 
1923 Increase .... 


833,775,299 994,623,191 


"1,235,569,722 


REFUSES-LOAN TO M. D. & G. 


The Commission has denied an application of Martin Walsh, 
receiver of the Memphis, Dallas & Gulf Railroad Company, for 
a loan of $246,782.02 for improvement and rehabilitation of the 
property held by the receiver. The reason for the denial was 
that the Graysonia, Nashville & Ashdown Railway Company 
acquired the property and has operated the railroad since Sep- 
tember 1, 1922. The Commission said the receiver had had no 
connection with the management or operation of the railroad 
since the time of the sale. It said no loan could be made to 
the receiver because he was no longer a carrier; that the Gray- 
sonia company was not in existence during the statutory period 
for filing applications, had never filed a concurrence in the 
application of the receiver, and that therefore no loan could 
be made to it. The original application for the loan was filed 
February 27, 1922, and amended December 8, 1922. 
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TRAFFIC NEWS SERVICE 


is yours, if you subscribe for the 





It contains not only the latest, 
most complete and most 
authoritative traffic news ac- 
counts available, but it pub- 
lishes promptly— 


Rate Committee Dockets 
Tariff Abstracts 
Embarg 


o Notices 
Sixth Section Orders 


and other information the 
value of which is largely de- 
pendent on speed in dissemi- 
nation. And it is sent by 
first class mail. 


















And when you subscribe for 


The Daily Traffic World 
and Traffic Bulletin 


you practically open a Traffic 
Department in Washington; for, 
in connection with your sub- 
scription the Special Service 
Department renders a personal 
service that in itself is worth 
many times the _ subscription 
price. 
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ee alle 


Me 





| May 26, 1923 THE TRAFFIC WORLD 1289 


fastest steamers 
between San Francis 
and the Orient 






— 


75 Nears of UNEXCELLED 
FREIGHT SERVICE 


Highest Marine NEXT SAILINGS 


Classification Passengers and Express-Freight 
Laweg lnrarance From San Francisco ccisieona aaa oe Kobe, Shanghai, 
Bi naa = S. President Wilson sails......... May 31 
: . S. President Lincoln sails........ June 14 
renghen, oat Dept. S. S. President Taft sails........... June 28 
-_ so" S. S. President Cleveland sails...... July 12 
at Shippers’ Service S. S. President Pierce sails.......... July 26 
Always and every ] 4 days thereafter 





Through Bills of Lading issued to and from all ports beyond port of call 


For rates and other information apply to any railroad agent, or to 


PACIFIC MAIL STEAMSHIP COMPANY 


508 California St., San Francisco, Cal. Central Bldg., Los Angeles, Cal. 10 Hanover Square, New York City 
Also at TRANSCONTINENTAL FREIGHT COMPANY OFFICES 


Woolworth Building Old South Building Drexel Building Union Trust Building 
New York City Boston, Mass. Philadelphia, Pa. Cincinnati, Ohio 
Ellicott Square Building Hippodrome Building 1700 Fifteenth Street 203 South Dearborn Street 
Buffalo, New York Cleveland, Ohio Denver, Colorado Chicago, Illinois 
N Managing Agents 


U. S. SHIPPING BOARD 
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Digest of New Complaints 





No. 14771, Sub. No. 2. Wilson & Co., Inc., et al., Chicago, vs. New 
York Central et al. 

Unjust and unreasonable through rates on fresh meat, packing 
house products and green salted hides from complainants’ plants 
at Kansas City and Nebraska City, Neb., to New York and other 
destinations in New England and Eastern Trunk Line territories, 
also from Albert Lea and Faribault, Minn., Chicago, Ill., to the 
same destinations. Asks cease and desist order, just and reason- 
able rates and reparation. 

No. 14879. Grey Iron Casting Co. et al., Mount Joy, Pa., vs. Alabama 
& Vicksburg et al. 

Alleges that rating applied on cast iron toys from complainants’ 
plants to interstate destinations is unjust and unreasonable to the 
extent that it exceeds the rating contemporeaneously applied on 
hardware or a uniform rating in the three classification territories 
of third class, L. C. L., and 4th class, C. L. Asks just and 
reasonable rating, not exceeding third class in L. C. L. shipments, 
and fourth class, subject to 30,000 pound minimum, in C. L. 
shipments in all classification territories. 

No. 14880. Dallas Chamber of Commerce et al., Dallas, Tex., vs. Aber- 
deen & Rockfish et al. 

Unjust, unreasonable, discriminatory, prejudicial and prefer- 
ential rates in violation of the fourth section. Complaint brings 
into issue all class and commodity rates (except brick and other 
clay products, crushed stone, sand and gravel, cottonseed, cotton- 
seed products, grain, grain products, hay, tropical fruits, including 
bananas and cocoanuts, live stock, fresh meats, packing house 
products, petroleum and petroleum products). The territory in- 
volved is the states of Minnesota, Iowa, Missouri, Kansas, Wiscon- 
sin, Illinois, Michigan, Indiana, Kentucky, Tennessee, Mississippi, 
Alabama, Florida, Georgia, ‘North Carolina, South Carolina, 
Virginia, West Virginia, Ohio, Maryland, Pennsylvania, 
Delaware, New Jersey, New York, Connecticut, Rhode Island, 
Massachusetts, Vermont, New Hampshire and Maine on the one 
hand and Oklahoma, Arkansas, Louisiana and Texas on the other. 
Complainants allege that the rates between the points indicated 
are unjust and unreasonable and excessively high and that the 
rates between Texas and Louisiana, between Texas and Arkansas 
and between Texas and Oklahoma are unreasonable and exces- 
sively high. Asks cease and desist order, just and reasonable 
rates and removal of discrimination against shippers and receivers 
of freight in the northeast Texas group. 


No. 14881. Continental Sugar Company, Toledo, Ohio, vs. New York 
Central et al. 

Unjust, unreasonable, preferential, prejudicial and discrim- 
inatory rates on sugar beets from points in Michigan to Findlay, 
Ohio, and from points in Ohio to Blissfield, Mich. Asks cease and 
desist order and just and reasonable rates. 


No. 14882. Union Smelting and Refining Co., Inc., et al., Newark, 
WN. J... veoc. RoR. of N. Jc et ak 

Unjust, unreasonable, discriminatory and prejudicial rates on 
solder in pigs, slabs or bars, from Newark, N. J., to Buffalo, 
Black Rock and Lockport, N. Y., and related points. Complain- 
ants allege that rates are unreasonable to extent that they yield 
a revenue in excess of ten mills per ton per mile. Asks cease and 
desist order, reasonable rates and reparation. 

No, 14883. West Virginia Pulp and Paper Co., New York, N. Y., vs. 
B. & O. et al. 

Alleges that defendants publish through rates and/or combina- 
tions of intermediate rates applicable to pulp wood and cord wood 
in carloads from points of origin on defendants’ lines in Virginia 
and West Virginia to Williamsburg and Tyrone, Pa., Piedmont, 
W. Va., and Luke, Md., that are unjust and unreasonable. Asks 
just and reasonable rates. 


J. C. Famechone Co., Minneapolis, Minn., vs. Santa Fe 


Unjust and unreasonable rates in violation of section 6 on thir- 
teen carloads of potatoes from Columbia Falls, Kalispell and 
Somers, Mont., to Anthony, Goodland, Hutchinson and Wichita, 
Kans., and Ponca City, Okla. Asks cease and desist order and 
reparation. 


No. 14885. Krauss Bros. Lumber Co., New Orleans, La., vs. Illinois 
Central et al. 

Unjust and unreasonable charges on car of pine lumber from 
Padin, Miss., consigned to Cairo, Ill., but transported to Mounds, 
Ill., and ordered reconsigned to Cleveland, O., because of imposi- 
tion of demurrage and penalty charges. Asks cease and desist 
order and reparation. 

No. Ly ig Black Steel and Wire Co., Kansas City, Mo., vs. Santa Fe 
et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
wire rods, in coils, carloads, from Acme and Peoria, Ill., Harriet, 
N. Y., and Johnstown, Pa., to Kansas City, Mo. Asks cease and 
desist order, just and reasonable rates and reparation. 

No. es, ~ en Coal Co., Kansas City, Mo., vs. Ft. Smith & West- 
ern et al. 

Excessive, unreasonable rates in violation of the long and short 
haul clause of section 4 on slack coal from Bokoshe, Okla., to Fay- 
etteville, Ark. Asks reparation. 

No. 14888. Utility Operating and Supply Co., Chicago, Ill., vs. Director 
General, as agent. 

Unjust and unreasonable rates on 35 carloads of ice from Fox 
Lake, Ill., to East St. Louis, Ill. Asks reparation. 

No. 14889. The Chevrolet Motor Company of California, San Fran- 
cisco, Calif., vs. Director-General as agent. 

Unjust, unreasonable and discriminatory rates on carload ship- 
ments of imitation leather from points in Conn. and N. Y. to Oak- 
land, Calif., because they exceeded the rates contemporaneously 
in effect on real leather. Asks reparation. 

No. 14890. The Hyadite Company et al., Kansas City, Mo., vs. 
Santa Fe et al. 

Unjust, unreasonable, discriminatory, preferential and prejudi- 
cial rates on fuel and crude oil from points in Kansas and Okla- 
homa to Kansas City, Mo.-Kan. Asks cease and desist order, 
just and reasonable rates and reparation. 

No. 14891. Geo. H. McFadden Bros. Agency, Waco, Texas, vs. Direc- 
tor-General, as agent. 

Inapplicable and unlawful rates on cotton, compressed in tran- 
sit, from Blythe, Calif., to Galveston, Texas. Asks reparation. 
No. barged : eens Silica Co., Chicago, Ill., vs. Chicago & Northwest- 

ern et al. 

Unjust and unreasonable and unduly  .? rates on iron 
ore from Negaunee and Ishpeming, Mich., to Tamms, Ill. Asks 
reparation. 
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No. 14893. Standard Oil Company (Kentucky) Louisville, Ky., Vs 
M. K. & T. Ry. of Texas et al. : 
Unjust, unreasonable, disrciminatory and prejudicial rates on 
petroleum gas oils in tank cars from Burkburnett, Henrietta and 
Wichita Falls, Texas, to Louisville, Ky., because in excess of 
rates on petroleum crude and fuel oils. Asks cease and desist 
order, just and reasonable rates and reparation. : 
No. 14894. H. F. Watson Co., Erie, Pa., vs. N. Y. N. H. & H. et al 
Unjust and unreasonable rate on four cars of waste paper from 
the Harlem River (New York) station of the New Haven to 
Erie, Pa. Asks cease and desist order and reparation to the basis 

of subsequently established rate. 
No. 14895. The Lafayette Box Board and Paper Co., Lafayette, Ind, 
vs. A. C. & Y. et al. . 2 

Unjust, unreasonable, discriminatory, preferential and preju- 
dicial rates on strawboard because of application of the rating 
of 90 per cent of sixth class (Official Classification), carload mini- 
mum 36,000 pounds, between points in C. F. A., Canadian and 
Trunk Line territory; says a reasonable rating on strawboard 
would be 80 per cent of sixth class, minimum 36,000 pounds, and 69 
per cent of sixth class, minimum 60,000 Ibs. Asks cease and 
desist order, just and reasonable rates. 

No. — American Strawboard Co., Chicago, Ill., vs. Illinois Centra} 
, eee 

Unjust, unreasonable and unlawful rates on straw from points 
in Illinois to Noblesville, Ind. Asks cease and desist order, that 
defendants be required to establish on straw from points on the 
I. C. in Illinois to points in Illinois and Indiana at which straw- 
board mills are located the scale of rates prescribed by the Com- 
mission in I. and S. 575, plus the advances and less the reduc- 
tions since authorized, and reparation. 

No. 14897. Keystone Roofing Mfg. Co., York, Pa., vs. Director Gen- 
ertal, as agent. 

Unjust and unreasonable rates on eighteen cars of asphalt from 
Franklin, Pa., to York, Pa. Asks reparation. 

No. 14898. Memphis Freight Bureau, Memphis, Tenn., vs. Alabama & 
Great Southern et al. 

Alleges that present rates, C. L. and L. C. L., on furniture and 
household furnishings which are shipped. in carload quantities, 
straight and mixed, and in less-than-carload quantities, from Mem- 
phis, Tenn., to points in Virginia, eastern seaboard and interior 
eastern points, including Buffalo, Pittsburgh territories, Eastern 
Trunk Line and New England points, are unreasonably high ip 
themselves and discriminatory against Memphis and manufactur- 
ers and dealers in furniture in Memphis in preference to manu- 
facturers and dealers at Little Rock, Pine Bluff, Fort Smith, Ark., 
Chattanooga, Tenn., Atlanta, Ga., Charlotte, High Point and other 
points in North Carolina, and other furniture manufacturing points 
in those territories. Asks cease and desist order and just and 
reasonable rates. 

No. 14899. East St. Louis Cotton Oil Co., East St. Louis, IIl., vs. 
B. & O. et al.. 

Alleges that fifth class rate of 63 cents per 100 pounds on twenty- 
two cars of cottonseed hull shavings from East St. Louis, IIl., to 
Hopewell, Va., is unreasonable to the extent that it exceeded a 
subsequently established commodity rate of 33% cents. Asks 
cease and desist order, just and reasonable rates, and reparation. 

No. 14900. Manufacturers’ Assn. of Chicago Heights, on behalf of 
= Manganese Steel Co., Chicago Heights, Ill., vs. B. & 

. et al. 

Unjust, unreasonable, discriminatory and preferential rates on 
coal from fields on the B. & O. and Western Maryland in Penn- 
sylvania and West Virginia to New Castle, Del. Asks cease and 
desist order, just, reasonable and non-discriminatory rates and 
reparation. 

No. 14901. Members of the Waste Merchants’ Assn, of New York, 
New York City, vs. Boston & Albany et al. 

Unjust, unreasonable, prejudicial and discriminatory rates on 
Paper stock because defendants assess to numerous destination 
in the New England states and to certain western points from 
certain piers on Manhattan Island, in Brooklyn and on the Jersey 
Shore and in the Bronx, through rates which are higher than 
those contemporaneously maintained and charged from their pier 
stations located on Manhattan Island, all within the lighterage 
limits of New York Harbor; alleges that defendants unlawfully 
and without justification or excuse maintain separate and dis- 
linct sets of through rates to the points of destination above 
referred to from the points in New York Harbor above referred 
to. Asks reasonable and lawful rates, rules and regulations, and 
reparation. 


No. 14902. Savannah Traffic Bureau, Savannah, Ga., vs. Alabama 
Great Southern et al. 

Alleges that rates on tobacco, unmanufactured, in_hogsheads, 
any quantity, applicable on export traffic from Ohio River cities 
and interior points in central and western Kentucky and central 
and northwestern Tennessee to Savannah, Ga., are unjust, un- 
reasonable, prejudicial to complainants and to Savannah, and 
unduly preferential to the ports of Newport News and Norfolk, 
Va., New Orleans, Mobile, Ala., and Pensacola, Fla., and of com- 
plainant’s competitors there located; also complains of transit 
rules at Nashville, Tenn., as depriving Savannah of competing 
and participating with other ports in the handling of unmanu- 
factured tobacco warehoused in transit at Nashville, Tenn. Asks 
cease and desist order and just and reasonable rates. 

No. i. agree & Fitch et al., Jacksonville, Fla., vs. Atlantic Coast 
ne et al. ‘ 

Unjust, unreasonable and discriminatory! ‘practices of defend- 
ants because they have failed and neglected to establish, observe 
and enforce just and reasonable regulations for the uniform set- 
tlement of loss and damage claims arising out of the handling, 
transportation and non-delivery of property, and are guilty of 
practicing unreasonable and unjust regulations in claim depart- 
ments in violation of section one, article six, of the Interstate 
Commerce Act; also charges that defendants directly and/or 
indirectly by rebate, drawback or other device practice unjust 
discrimination in violation of section two of the act. Asks ceasé 
and desist order, just and reasonable rules and practices. 

No. 14904, The Griess-Pfleger Tanning Co., Waukegan, IIl., vs. Central 
of New Jersey et al. ies +: 

Unjust and unreasonable rates on bichromate ‘of potash from 
Jersey City, N. J., to Waukegan, Ill. Asks just and reasonadt 
rates and reparation. : 

No. 14904, Sub. No. 1. Same vs. B. & O. et al. 3 t 

Same complaint and prayer as to shipments of bichromate 0 
potash from Jersey City, N. J., to Chicago, Ill. 

No. 14905. Rope Paper Sack Bureau, Boston, Mass., vs. Alabama & 
Vicksburg et al. a3 

Alleges that carriers are guilty of violation of Sections 1, 2 be 
of the Interstate Commerce Act in connection with the transpor 
tion of commodities in rope stock paper bags. Asks cease an 
desist order, condemnation or classifications, ratings and eo’ 
whereby carriers in Southern Classification territory impose hig 
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Se OC AER 


America’s Finest Deep Water Anchorage 


A Complete Port— 


SHANNON MUNNAR INN 


ba 


NORFOLK 


On Hampton Roads 


Where every essential of properly co-ordinated 
rail and water transportation is provided. 


Municipal and Railroad terminals 
served by the eight trunk line rail- 
roads entering the port, through a 
real belt line, creating an ideal rail 
and water union terminal situation. 


Splendid privately owned storage 
warehouses and waterfront termi- 
nals. 


Sufficient storage to take care of 
more than 100 per cent increase 
in volume of traffic. 


Extensive railway yard trackage, 
-making terminal congestion prac- 
tically impossible. 


Every modern device required for the 
quick and economical handling of 
shipments between cars and ships. 


America’s greatest coal station and 
one of America’s largest fuel oil 
stations. 


Ship repair plants capable of taking 
care of any vessel afloat. 


A forty foot channel to the sea. 


A large and flexible labor supply— 
freedom from labor troubles. 


A Municipal Grain Elevator and a Municipal Union Terminal, 
modern in every detail of construction and equipment. 


For Information Write 


NORFOLK PORT COMMISSION 


NORFOLK, VIRGINIA 
Route your shipments through the 


“Port of Quick Dispatch‘and Economical Handling”’ 


View of Piers, Norfolk Municipal Union Terminal 
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rates and ratings both as to carload and less-than-carload lots and 
in Western Classification higher less-than-carload rates and rat- 
ings on said commodities when contained ip rope stock paper bags 
complying with said classifications than when contained in cloth 
bags complying with said classifications, and an order requiring 
defendant carriers to maintain the same classifications, ratings 
and rates on said commodities when contained in bulk in rope 
stock paper bags complying with said specifications as when con- 
tained in cloth bags complying with said specifications. 

Ne. 14906. The Parkersburg Rig and Reel Co., Parkersburg, W. Va., 
vs. M. K, & T. et al. 

Unjust, unreasonable and prejudicial rates on rig irons from 
Parkersburg, W. Va., to points in Texas taking common points 
rates and arbitraries higher. Asks cease and desist order, just 
and reasonable rates and reparation. 

No. 14907. The Pittsburgh & Conneaut Dock Co., Conneaut Harbor, 
Ohio, vs. Pennsylvania et al. 

Unjust, unreasonable, preferential or prejudicial rates on coal 

from mines in Leesburg, Pa., to Conneaut Harbor. Asks repara- 


tion. 
No. 14907, Sub. No. 1. Pittsburgh Steamship Co., Conneaut Harbor, 
vs. Pennsylvania et al. 


‘Same compiaint and prayer as to shipments of coal between the 
same points. 








ABANDONMENT OF RUTLAND LINE 


The Rutland Railroad Company and the Addison Railroad 
Company have been authorized by the Commission to abandon 
that portion of the line of the Addison extending from the 
Vermont shore of Lake Champlain, in Addison county, Vermont, 


to Fort Ticonderoga Station, Essex county N. Y., a distance 
of 1.08 miles. 


PROPOSES STOCK ISSUE 
The Poteau & Cavanal Mountain Railroad Company of Okla- 
homa has applied to the Commission for authority to issue 1,000 
shares of common capital stock, par value $100 per share, in 
connection with the acquisition of the Fort Smith, Poteau & 


Western Railroad, and the rehabilitation of the road and equip- 
ment. 


FORT WAYNE UNION LINE 


The Fort Wayne Union Railway Company has been author- 
ized by the Commission to construct a line of railroad in Allen 





Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


May 28—Terre Haute, Ind.—Examiner Carter: 

* 1. and S. No. 1815—Proportional rates on hay from T. St. L. & W. 
R. R. stations to Cairo, Ill., and Evansville, Ind., when destined to 
southeastern and Carolina territories. 

m 25—San Francisco, Calif.—Examiner Keene: 

14729—Standard Oil Co. (California) vs. A. T. & S. F. Ry. et al. 

ge 28—Pittsburgh, Pa.—Examiner Cummings: f 

* Fourth Section Application Ne. 11326, filed by F. V. Davis, asking 
for authority to continue rates on bituminous coal from mines 
in the state of Ohio to points in Indiana as named in his I. C. C. 36. 

May 28—Washington, D. C.—Division 5: 

1 In re adequacy of locomotives and cars owned by common 
carriers used in the transportation of freight. 

ey 28—Pittsburgh, Pa.—Examiner H. G. Cummings: 
ourth Section Applications 66 and 1049 (bituminous coal from 
a in Ohio to points in Illinois, Indiana, Michigan, Missouri, 

ew York, Ohio, Pennsylvania, est Virginia and Wisconsin), 
and numerous other applications or portions thereof not yet passed 
on by the Commission, filed on or before February 17, 1911, con- 
cerning rates on bituminous and anthracite coal, coke, etc. 

yt 28—Washington, D. C.—Examiner Agate: : 

* Finance Docket 2587—In the matter of the application of the Staley 
system of electrified railway for a certificate of public convenience 
and necessity authorizing it to eonstruct a line of railroad. 


Mey 28—Washington, D. C.—Examiner Pattison: 
aluation Decket No, 220—In re tentative valuation of the property 
of Wildwood & Delaware Bay'Short Line R. R. Co. 
M 28—Ogden, Utah—Examiner Gaddess: 
1 oy rreaaaaaa Sugar Company vs. Director General, C. B. & Q. 


14543—H. C. Farrell vs. C. M. & St. P. Ry., Director General, et al. 


May 28—Washington, D. C.—Examiner Hillyer: 
14498—Ragland Coal Company vs. Virginian Railway Co. et al. 


ra A 28—Washington, D. C.—Examiner Marchand: 
' Valuation Docket No. 176—In re tentative valuation of the property 
of Lexingto nm Terminal Railroad Company. 
May 29—Washington, D. C.—Examiner McChord: 
14634—Cotton By-Products Company et al. vs. Sou. Ry. et al. 
May 29—Ogden, Utah—Examiner Gaddess: 


1 ~ me Amalgamated Sugar Co. vs. Director General, 0. S. L. 


14567—The Smelgamates Sugar Co. vs. Director General, D. & R. 


et al. 

Ms a Amalgamated Sugar Co. vs. Director General, Nor. Pac. 
y. e ; 

rn > 4 29—-Washington, D. C.—Examiner Marchand: 

"Va 


jluation Docket No. 178—In re tentative valuation of the property 
of Louisville & Jeffersonville Bridge Company. 
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county, Indiana, commencing at a point of connection with the 
Nickel Plate near Fort Wayne, Ind., and extending to a cop. 
nection with the Pennsylvania, a total distance of approximately 
8,000 feet. The applicant will be controlled by the Nickel Plate 
N. Y. C., Pennsylvania and the Wabash. The proposed : 
will permit industrial development in and around Fort Wayne 


and will be used for interchange of traffic between. the carriers 
controlling it. 


REIMBURSEMENT OF DEFICIT 


The Commission has certified to the Secretary of the Treas. 
ury that $43,188.70 is due the Manufacturers’ Junction Railway 
Company under section 204 of the transportation act. 

The Commission has certified to the Secretary of the Treas. 
ury that $38,774.76 is due the Sligo & Eastern under section 
204 of the transportation act. 

The Commission has certified to the Secretary of the Treas. 
ury that $5,834.11 is due the Garden City Western under section 
204 of the transportation act. 


OREGON SHORT LINE BRANCH 


The Oregon Short Line Railroad Company has applied to 
the Commission for a certificate of public convenience and 
necessity authorizing the construction of a line of railroad from 
a point on the existing branch line of the company at or near 
Rogerson, Idaho, thence in a general southerly direction to 
Wells, Nevada, an estimated length of 97.7 miles. The com. 
pany said the extension was required in order to provide an 
additional outlet to the highly developed irrigated agricultural 
districts in southern Idaho. 





ABANDONMENT APPLICATION 


The Cimarron & Northwestern Railway Company of New 
Mexico has applied to the Commission for authority to abandon 
and take up that part of its line between Ponil Park and South 
Ponil, New Mex., a distance of 14 miles. The line was originally 
built for the purpose of transporting lumber and timber, the 
supply of which has become exhausted. 


May 31—Atlanta, Ga.—Examiner Cassidy: 
* 1. and S. 1817—Restrictions in transit privileges on cotton, cotton 
linters or regins at certain southern points. 
May 31—Denver, Colo.—Examiner Keene: 
a Colorado Fuel and Iron Co. vs. Director General, C. & 


. Ry. 
14615—W. J. Stahlberg, doing business as Winter’s Metallic Paint 
Co., vs. C. M. & St. P. Ry. 
14615 (Sub. No. 1)—Same vs. C. M. & St. P. Ry. et al. 
14615 (Sub. No. 2)—Same vs. Same. 
14615 (Sub. No. 3)—Same vs. Same. 
14615 jeub- No. 4)-——-Same vs. Same. 
14615 (Sub. No. 5)—Same vs. Same. 
14633—Same vs. C. M. & St. P. Ry. 
May 31—Washington, D. C.—Examiner Marchand: 
Valuation Docket No, 185—In re tentative valuation of the property 
of Southern Illinois & Missouri Bridge Company. 
May 31—Argument at Washington, D. C.: 
' 13224—San Francisco-Sacramento R, R. Co. vs. Sacramento North- 


ern R. R. 
13968—National Tune Company vs. Director General, B. & O. R. RB 
June 1—Omaha, Neb.—Examiner Woodrow: 
14689—Harding Cream Co. et al. vs. C. & N. W. Ry. et al. 
June i—Salt Lake City, Utah—Examiner Gaddess: 
Vag74— Utah idaho Sugar Co. vs. Director General, Salt Lake & Utah 


. R. et al. 
14575—Utah-Idaho Sugar Co. vs. Director General. 
14515—Salt Lake Potash-Co. vs. A. C. L. R. R., Director General et al. 

June 2—Argument at’ Washington, D. C.: 

* Finance Docket 2777—In the matter of the application of the South- 
ern Hlinois & Kentucky R. R. Co. and the Chicago, St. Louis & 
New Orleans R. R. Co. for a certificate of public convenience an 
necessity authorizing them to construct a line of railroad in 
Illinois and Kentucky, and authorizing the Mlinois Central R. 8. 
to operate said new line of railroad when completed. - 

* Finance Docket 2783—In the matter of the application of the Illinois 
Central R. R. for authority to assume obligation or liability 2 
ron _ So She Seat mortgage 4% per.cent bonds of the Paduca 

nois . . LO. oe gs: 

* Finance Docket 2817—In the matter of the application of the South: 
ern Illinois & Kentucky R. R. Co. for authority to issue $10,000 0 
common capital stock, 

June 2—Colorado Springs, Colo.—Examiner Keene. 

bay I Colorado Springs Light, Heat and Power Co, vs. Director 
ne a, : Fe 
sues Ly 

June 2—Salt Lake City, Utah—HExaminer Gaddess: - 

14609—Delta Beet Sugar Corporation vs. Director General. 

June 2—Omaha, Neb.—Examiner Woodrow: 

14470—The Fairmont Creamery Co. vs. American Railway Express 


0. 
June 4—New Orleans, La.—Examiner Cassidy: : tion 
1. and S. No. 1802—Cancellation rule for constructing combing a 

rates on lumber between Southern points and Ohio and Missi 
sippi River crossings. for 

* 1. and S. No. 1802 (first supplemental order)—Cancellation rule 
constructing combination rates on lumber between southern p0 
and Ohio and Mississippi River crossings. 


21 


he 
- 
ly 
te, 


he 
TS 


as: 
ay 


as: 
on 


ag. 
ion 


to 
and 
‘om 
ear 
to 
om- 


iral 


New 
don 
uth 
ally 

the 


otton 


C. & 
Paint 


yperty 


Jorth- 
R. BR. 


, Utah 


let al. 


South- 
ouis 
a 
pad In 
R. RB. 
Illinois 
lity in 
aduca 
South- 
),000 of 


yirector 


y 


Express 
yination 
Missis- 


ule for 
: points 

























































































ST. LOUIS DIVISION 
Serves manufacturers in 
Sout. 


: Cincinnati, Ohio 


THE TRAFFIC WORLD 


linois, Missouri 
rkansas. 


The bane of most commercial enter- 
prises is the invisible tax—the wastes 
that are not seen, and worm their way 
in many different directions through 
the business structure destroying po- 
tential profits. Nowhere is this fact 
more clearly exemplified than in the 










The Invisible Tax 


use of shipping containers of incorrect 
design, construction or material. 

The purchase of a box or crate 
that is not designed for the product is 
but the beginning of a series of losses 
that cannot be evaded once the initial 
step is wrongly taken. 


cA Fundamental Consideration 


Consequently, your first consider- 
ation should be the choice of an engi- 
neering service. That is fundamental. 
As part of our regular service, we will 
be gladtosenda competent box engineer 
to co-operate with you in putting your 


shipping on a practical business basis. 

The advice of General Box en- 
gineers costs you nothing — nor does 
it inconvenience you in any way. Your 
acceptance of their recommendations 
does not obligate you to buy from us. 


. An Exceptional Service 


But our resources in raw materials, 
our standardized, modern production 
methods, and our facilities for man- 
ufacturing and shipping any type of 
wooden container from sixteen fac- 
tories, enable us to render an excep- 
tional service—a kind of service that 
has long been needed but has not been 


available prior to the formation of the 
General Box Company. 


Frank H. Holton & Co. exercise un- 
usual care in shipping their band in- 
struments. After thorough considera- 
tion they accepted our recommenda- 
tion—a specially designed Pioneer Box. 

Their experience is that Pioneers 
combine lightness in weight, rigidity 
in construction; insurance against 
theft, economy in.storage space, lower 
assembling costs—and in addition are 
very satisfactory to their customers. 


A copy of General Box Service—a bulletin of information on better 
boxing and crating—will be sent to anyone interested in this subject. 


FACTORIES AT 
Bogalusa, La. 
Brewton, Ala. 


East St. Louis, Ill. 
Brookiyn, N. Y. 


Hattiesburg, Miss. 
Houston, Tex. 
















Illmo, Mo. 
Kansas City, Mo. 
Louisville, Ky. 
Nashville, Tenn. 


New Orleans, La. 
Pearl River, La. 
Sheboygan, Wis. 
Winchendon, Mass. 


NEW ORLEANS DIVISION 
Serves menufacturers in 
practically all the Southern 
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| GENERAL BOX COMPANY | 


506 NORTH DEARBORN STREET—CHICAGO 
Detroit, Mich. ” 








1294 THE TRAFFIC WORLD 


June 4—Chicago, Ill—Examiner Cummings: 

Fourth Section Application 1840 of W. H. Hosmer and numerous 
other applications covering rates on classes and various commodi- 
ties between various points in the United States. 

June 5—El Paso, Tex.—Examiner Keene: 

* 14708—State Corporation Commission of New Mexico vs. A. T. & 
S. F. Ry. et al. 

June 6—Chicago, Ill.—Examiner Cummings: 

Fourth Section Application 12383 et al., filed by R. H. Countiss, 
concerning rates on lumber and other forest products from points 
in Oregon, Washington, Idaho, Montana, and other Pacific coast 
territory to C. F, A. territory, etc. 

June 7—Salt Lake City, Utah—Examiner Gaddess: 

14047—Mutual Creamery Co. vs. American Ry. Express Co. et al. 
June 7—Des Moines, Ia.—Examiner Woodrow: 

1. and S. 1782—Proportional class rates between upper Mississippi 


River crossings and points in Iowa, Minnesota, Missouri and South 
Dakota, 


June 8&—Wausaukee, Wis.—Railroad Commission of Wisconsin: 
* Finance Docket 2811—In the matter of the application of the Chicago, 
Milwaukee & St. Paul Ry. Co. for a certificate of public con- 


venience and necessity authorizing it to abandon a branch line of 
railroad. 


June 11—Chicago, Ill.—Examiner Hillyer: 

* |. and S. No. 1816—Cancellation of carload commodity rates on live 
poultry from and to points in Kentucky, and from Martin, Tenn., 
to Cincinnati, Ohio. 

June 11—New York, N. Y.—Examiner Gerry and Mr. Crosland: 

* 14828—Inquiry into legality of tariffs purporting to embrace or cover 
motor trucks or wagon transfer service in connection with trans- 
portation _by rail or water. b 

June 11—St, Louis, Mo.—Examiner Cummings: 

Fourth section application 1615 and others covering rates on classes 
and commodities between points in western trunk line territory 
and between points in western trunk line territory and points in 
adjacent territories. 

Fourth Section Applications Nos. 671 and 12291, filed by F. A. Leland, 
concerning rates on grain, grain products, hay, straw, etc., be- 
tween points in Oklahoma and Texas. 

* Fourth Section Application No. 104 et al., filed by C. B. & Q. et al., 
concerning rates on commodities between points in Illinois, Iowa, 
Missouri and Wisconsin without observing the long-and-short haul 
provision of the fourth section of the interstate commerce act. 

June 11—Washington, D, C.—Examiner F. W. White: 

Fourth Section Application No. 12373 et al, filed by N. W. 
Hawkes, agent, concerning class and commodity rates from New 
York, N. Y., New York Lighterage points, Albany, N. Y., and 
points north thereof on the D. & H. Co. to Chicago, IIll., Mil- 
waukee, Wis., and other points in C. F. A. territory via rail- 
and-lake or rail-lake-and-rail, in connection with the Rutland- 
Lake Michigan Transit Company. 

June 11—Argument at Washington, D. C. 

12945—In the matter of minimum carload weight on shipments of 
hogs within the state of Iowa. 

14491—Minimum carload weights on hogs in Missouri and other 
states. 

June 11—Washington, D. C.—Examiner Marchand: 

' Valuation Docket No. 260—In re tentative valuation of the ‘ew 
of Pere Marquette R. R. Co., Grand Rapids, Kalkaska & S. E. 
R. R. Co., Huron and Western R. R. Co., and Chicago and West 
Michigan Ry. Co. 

June 12—Argument at Washington, D. C.: 

* 11224—Chicago Coal Merchants’ Assn. vs. Director General, A. T. & 
S. F. Ry. et al. 

June 12—Washington, D. C.—Examiner Wagner: 

14581—White Oil Corporation et al. vs. Director General, A. C. L. 
R. R. et al. ; 

14610—Steuart, Son & Company vs. Director General, B. & O. R. R. 


June 12—Washington, D. C.—Examiner McQuillan: 
11446—Northern West Virginia Coal Operators’ Assn. vs. Pa. R. R., 
Director General, et al. (With respect to (a) facts not heretofore 
disclosed of record concerning the eastern car pool, and (b) facts 
with respect to orders given by mines for cars and mine ratings.) 
June 13—Chicago, Ill._—Examiner Hillyer: 
14771—John Morell and Company et al. vs. N. Y. C. et al. 
14771 (Sub. No. 1)—Swift & Company et al. vs. N. Y. C. et al. 
June 13—Washington, D. C.—Examiner Wagner: 
14772—General Fire Extinguisher Company vs, Director General. 
14773—General Fire Extinguisher Company vs. Director General, 
June 13—Argument at Washington, D. C.: 
13570—Divsions between carriers of rates on bituminous coal to 
destinations in Michigan, Ohio, Indiana, and Wisconsin under 
the report of the Commission in Ex Parte 74. 
ae Milk: Products Company vs. Ahnappe & Western 
Ry. et al. 
June 13—Washington, D. C.—Examiner Hillyer: 
14742—Joseph P. Evans vs. C. & O. Ry. | 
June 13—Kansas City, Mo.—Examiner Gaddess: 


i. and S. No. 1779—Vinegar from Pacific Coast to Middle West terri- 
tory 


l. and S. No. 1779—(first supplemental order)—Vinegar from Pa- 
cific coast to Middle West territory. 
June 14—Cincinnati, O.—Examiner Gerry and Mr. Crosland: 
14828—Inquiry into legality of tariffs purporting to embrace or cover 
motor tracks or wagon transfer service in connection with trans- 
portation by rail or water. 
June 14—Argument at Washington, D. C.: 
14142—Illinois Coal Traffic Bureau vs. C. & N. W. Ry. et al. 
14476—Northwestern Coal Dock Operators Assn. vs. C. & A. R. R. 


et al. 
14477—C. Reiss Coa) Company et al. vs. Ahnapee & Western Ry. 


et le 
14533—Traffic Bureau of the Sioux City Chamber of Commerce et 
al. vs. B. & O. R. R. 


et al. 

' 14622—Board of Railroad Commissioners of the state of South Da- 
kota vs. C. & A. R. R, et al. 

June 15—Ft. Smith, Ark.—Examiner Weaver: 

* |. and S. 1818—Glassware westbound from transcontinental territory. 

June 15—Washington, D. C.—Examiner Pattison: 

Val. Dkt. No. 323—In re tentative valuation of the property of 

California Western Railroad & Navigation Company. ; 

June 15—Buffalo, N. Y.—Examiner. Donnally: 


14777—-The State of New York and Edw. S. Walsh, Supt. of Public 
Works, vs. N. Y. C. R. R. 
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June 15—Roanoke, Va.—Examiner Butler: 
14794—-Virginia Can Company vs. Alabama & Vicksburg Ry. et al, 
June 16—Chicago, \ll.—Examiner Hillyer: 
14233—The Cutler-Hammer Manufacturing Co. vs. Director Genera] 
Grand Trunk Ry. of Canada et al. 
June 16—Washington, D. C.—Examiner Marchand: 
Valuation Docket No. 257—In re tentative valuation of the 
of Cement, Tolenas & Tidewater Railroad Company, 
June 18—Cleveland, O.—Examiner Donnally: 
* 14809—The Valley Camp Coal Co. vs. B. & O. R. R. Co. 
June 18—Washington, D. C.—Examiner Wagner, 
14831—Winding Gulf Colliery Co. vs. C. & O. Ry. et al. 
June 18—Tulsa, Okla.—Examiner Weaver: 
13552—Empire Refineries, Inc., et al. vs. A. T. & S. F. et al, 
13553—-Empire Refineries, Inc., et al. vs. A. T. & S. F. et al. 
June 18—Pittsburgh, Pa.—Examiner Howell: 
ee Engineering & Foundry Company vs. Director Gen- 
eral. 
June 18—Wilmington, Del.—Examiner Mackley: 


14769—Joseph Bancroft & Sons Company vs, Director General, p, 
& R. Ry. et al. 


June 18—Goldsboro, N, C.—Examiner Butler: 
oo Dept., Goldsboro Chamber of Commerce vs, A, (¢, L, 
. R. et al. 

Portions of fourth section application Nos. 703 et al., filed 
by A. C. L. and others, concerning rates on fertilizer from Wil- 
mington, N. C., to points in N. C., S. C., and Va., as described 
in Agent Cottrell’s I. C. C. 418, etc. 

June 18—Pocatello, Idaho—Commissioner Aitchison and Examiner 
Eshelman: 


se ges aan of transportation facilities in the northwest Pacific 
states. 
June 18—Argument at Washington, D. C.: 
13992—Cream of Wheat Company vs. A. T. & S. F. Ry. et al. 
13281—_Smokeless Fuel Company et al. vs. N. & W. Ry. 
June 18—Washington, D. C.—Examiner Marchand: 
‘ Valuation Docket No. 239—In re the tentative valuation of the prop- 
erty of the Sharpsville Railroad Company. 
June 18—Chicago, Ill.—Examiner Hillyer: 
14839—Charles Friend & Co. vs. C. B. & Q. R. R. et al. 
une 19—Oklahoma City, Okla.—Examiner Weaver: 
14843—Alton Mercantile Company et al. vs. A. G. S. R. R. et al. 
= : klahoma Traffic Assn. et al. vs. Abilene & Southern Ry. 
et al. 
June 19—New York, N. Y.—Examiner Mackley: 
14224—-The New Jersey Zinc Company et al. vs, Director General, 
The Texas Mexican Railway et al. 
14462—-Badger Bag & Paper Company vs. M. D. & W. Ry., Director 
General, et al. 
June 19—Pittsburgh, Pa.—Examiner Howell: 
14696—The Empire Lumber Company vs. Director General, Southern 
Pacific et al. 
June 19—Argument at Washington, D. C.: 
13969—Southern Cotton Oil Company vs. Director General. 
14221—Caddo Central Oil and Refining Corporation vs. Director 
General, P. R. R. et al. 
14316—Municipal Electric & Water Depts., City of Anderson, Ind., 
vs. C. IL & W. R. R. et al. 
June 19—Washington, D. C.—Examiner Marchand: 
Valuation Docket No. 234—In re tentative valuation of the property 
of Augusta Belt Railway Company, 
June 20—Detroit, Mich.—Examiner Donnally: 


14658—Dominion Canners, Ltd., vs. Director General, Grand Trunk 
Ry. of Canada et al. 


14658 (Sub. No. 1)—Dominion Canners, Ltd., vs. Director General, 
Grand Trunk Ry. of Canada et al. 


14658 (Sub. Nos. 2, 3 and 4)—Dominion Canners, Ltd., vs. Director 
General, Grand Trunk Ry. of Canada et al. 


14732—Vincent M. Brennan vs. Lehigh Valley R. R. et al. 
June 20—New York, N. Y.—Examiner Mackley: 
14746—Italian Government Commission vs. Director General. 
June 20—Wheeling, W. Va.—Examiner Howell: 
14797—Henry M. Davies, as Mayor of St. Clairsville, O., vs. Western 
Union Telegraph Co. * 
June 20—Chicago, Ill.—Examiner Hillyer: 
14816—Aluminum Goods Mfg. Co. et al. vs. A. & V. Ry. et al. 
June 20—Oklahoma City, Okla.—Examiner Weaver: 
14821—Dawson Produce Co. vs. Amer. Ry. Express Co. 
June 20—Washington, N. C.—Examiner Butler: 
14824—W. A. Flowers and R. H. Stell, trading as Flowers & Stell, vs. 
Norfolk Southern R. R. et al. 
June 20—Argument at Washington, D. C.: 
13802—Texas Farm & Ranch Publishing Company vs. Ahnapee & 
Western Ry. et al. 
Portions of fourth section application No. 700, filed by F. A. 


Leland, relating to rates on printing paper from Cheboygan and 
Kalamazoo, Mich., to Dallas, Texas, etc. 


14151—The Kelly Company vs. A. B. & A. Ry. et al. 
14403—Express Publishing Company vs. G. H. & S. A. Ry. et al. 
June 20—Chicago, Ill._—Examiner Keeler and Commissioner Campbell: 


14785—In the matter of charges for passengers traveling in sleeping 
and parlor cars. 


11567—Order of United Commercial Travelers of America vs. Pull- 
man Company. 
June 20—Washington, D. C.—Examiner Marchand: 
Valuation Docket No. 247—In re tentative valuation of the property 
of Augusta and Summerville R. R. Company. 
June 2i—New York, N. Y.—Examiner Mackley: 


—— Linseed Products Co. vs. Director General, Erie R. R. 
et al. 


June 21—Chicago, Ill.—Examiner Hillyer: 
14820—W. B. Ahern Brokerage Co. et al. vs. A. C. L. et al. 
June 21—Argument at Washington, D. C.: 


13721—International Harvester Company vs. N, Y. C. R. R., Director 
General et al. 


13905—The Iroquois Pulp & Paper Company vs. Greenwich & John- 
sonville Ry. et al. 

June 22—Youngstown, O.—Examiner Howell: 

12420—Carnegie Steel Co. vs. Director General, Pa. R. R. et al. 
June 22—Charleston, S. C.—Examiner Butler: 

14795—Charleston Traffic Bureau vs. A. G. S. R. R. et al. 
June 22—Dallas, Tex.—Examiner Weaver: 

14826—Cullum & Boren Co. et al. vs. C. B. & Q. R. R. et al. 
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Our latest Downtown Merchandise 
Warehouse, in the 


New Burlington Terminal Building 


Canal and Harrison Streets 
IS NOW IN 


FULL OPERATION 


We are receiving consignments of mer- 
chandise and making deliveries locally and 
beyond Chicago in a manner very satis- 
factory to our patrons. 


With an ideal location, modern building, 
class of railroad service, prompt and cour- 
teous attention to details, we hope to develop 
this branch to a point equally successful to 
our already established warehouses. 


THE COMMODITIES STORED. 


Groceries, Dry Goods, Hardware, Automo- 
biles, Farm Implements, Paper, Crockery, 
Medicines, Chemicals, Electrical Appara- 
tus, Plumbing Supplies and almost any 
class of Raw or Manufactured Material or 
Foodstuffs. 


Our Negotiable Receipts are Recognized by 
any Bank as Collateral. 


Inspection Invited 






New Burlington Terminal Building, Latest Unit Added to the 


Crooks Terminal Warehouses 


Burlington Terminal Building Canal and Harrison Streets 
Phone Wabash 8061 





South Side Warehouses and General Offices Brokers Warehouse, 1104 Union Avenue 
5801-5967 West 65th Street Security Warehouse, 1405 St. Louis Avenue 
Phones Prospect 0415-0416 Southwest Warehouse, Campbell and 19th Streets 


CHICAGO, ILL. KANSAS CITY, MO. 
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June 22—Chicago, [ll._—Examiner Hillyer: 

14827—National Assn, of Upholstered Furniture Manufacturers vs. 
Ann Arbor R. R. et al. 

June 22—Argument at Washington, D. C.: 

14534—-Rates, regulations and practices of Peoria & Pekin Union 
Railway Co, and connections at Peoria, Ill., and Nearby points. 

1. and S. No. 1455—Intermediate switching charges at Peoria & 
Pekin, Illinois. 

1. and S. No. 1596—Intermediate getiies charges at Peoria, IIl. 

13110—The Minneapolis & St. Louis R. R. Co. vs. Peoria & Pekin 
Union Ry. Co. 

June 23—Reno, Nev.—Commissioner Aitchison and Examiner Eshel- 
man: 

14022—Rates and divisions of rates of the Indian Valley R. R. on 
ores and concentrates. 
11396—Mason Valley Mines Co. vs. Western Pacific et.al. 

11396 (Sub. No. 1)—G. H. Goodhue et al. vs. Western Pacific et al. 

14325—Mason Valley Mines Co. vs. Werte Pacific et al. 

June 23—St. Louis, Mo.—Examiner Donnally 

12779—National Preservers and Fruit Products Assn. vs. Abilene & 

wre tee Ry. et al. 
2779 (Sub. No. 1)—National Preservers and Fruit Products Assn. 
vs. Director General. 
ihe ~ - d aaaaae Wash.—Commissioner Aitchison and Examiner 
shelman: 

Finance Docket 2172—In the matter of the application of the 
Wenatchee Southern Ry. Co. for a certificate of ~ ublic convenience 
and necessity authorizing it to construct a new line of railroad. 

dune 25—Columbia, S. C.—Examiner Butler: 

* 14734—Fibercraft Chair Company vs. Aberdeen & Rockfish R. R. et al. 
Portions of fourth section application Nos. 703, filed by A. C. L., 
and 1548, filed by Sou. Ry., concerning rates on furniture from 
North Carolina points to destinations in Florida and Georgia, etc. 

June 25—Chicago, Ill.—Examiner Hillyer: 


14514—Shreveport Creosoting Co. vs. La. & Pac. Ry., Director Gen- 
eral et al. 


June 25—St. Louis, Mo.—Examiner Donnally: 

14801—Missouri Portland Cement Co. vs. A. T. & S. F. Ry. et al. 
June 25—Austin, Tex.—Examiner Weaver: 

14807—Alexander Grocery Co. et al. vs. B. S. L. & W. Ry. et al. 
June 25—Akron, O.—Examiner Howell: 

14818—The Goodyear Tire and Rubber Co. vs. A. C. & Y. Ry. et al. 
June 25—Argument at Washington, D. C.: 

11541—Arizona Corporation Commission et al. vs. Arizona Eastern 
R. R. et al. 

June 25—Chicago, Ill.—Examiner Hillyer: 
14837—Burson Knitting Co. vs. B. & O. R. R. et al. 
June 25—Washington, D. C.—Examiner Marchand: 
Valuation Docket No. 251—In re the tentative valuation of the prop- 
erty of Munising, Marquette & Southeastern Railway Company. 
June 25—St. Louis, Mo.—Examiner Donnally: 
* 14911—Lehigh Portland Cement Co. vs. A. T. & S. F. et al. 
June 26—Columbia, S. C.—Examiner Butler: am 
* 14752—South Carolina Cotton Seed Crushers’ Association vs. Aber- 
deen & Rockfish R. R. et al. 
June 26—Dayton, O.—Examiner Howell: 

14692—The New Idea Spreader Co. vs. Director General, Cincinnati 
Northern R. R, et al. 

June 26—Chicago, Ill—Examiner Hillyer: 

14733—A. G. Zulfer & Co. vs. Director General. Portions of fourth 
section application Nos. 704 et al., filed by A. C. L. R. R. et al., 
concerning rates on celery, in straight or mixed carloads, from 
Sanford and other Florida points to Chicago, Ill., etc. 

* 14586—Armour & Co. vs. Director General. 


June 26—New York, N. Y.—Examiner Mackley: 
14813—Strauss & Adler, Inc., vs. Pa. R. R. et al. 


June 26—Argument at Washington, D. C.: 
a Hanging Rock Iron Company vs. N. & W. Ry. 


et a 
14032— & G. Taylor Company, Inc. vs. Director dense, qehigh 
Valley R. R. et al. 


June 27—Boston, Mass.—Asst. Chief Examiner Butler: 


ar” ye Railroad Company et al. vs. Boston & Maine Railroad 
et al. 


June 27—Argument at Washington, D. C.: 
3659—Gorgas-Pierie Manufacturing Company vs. Director General. 
es en ge a Be Oil A aeestnated (New Jersey) vs. Director General, 
13629 (and Subs. f oo, 5, pe. Ce Bw Oil Company (New Jersey) 
vs. Director General, & O. R. R. et al. 
13795—Metal & Thermit gy aE SR vs. Director General. 
13955—Pittsburgh Crucible Steel Company vs. Director General, P. 
R. R.-Western Lines. 
June 27—Washiaugton, D. C.—Examiner Marchand: 
Valuation Docket No. 271—In re tentative valuation of the property 
of Kentucky Midland Railroad Company. 
June 27—New York, N. Y.—Examiner Mackley: 
14836—Union Sulphur Co. vs. Texas & New Orleans R. R. et al. 
June 27—Chicago, Ill.—Examiner Hillyer: 
14730—National Association of Ice Cream Manufacturers vs. Ameri- 
can Railway Express Co. et al. 
June 27—Indianapolis, Ind.—Examiner Howell: 
4865—The Hinde & Dauch Paper Co. vs. C. C. C. & St. L. Ry. et al. 
* 11894—Indiana Rates, Fares and Charges (upon questions raised by 
Commission’s orders of March 5 and May 7). 


June 27—Houston, Tex.—Examiner Weaver: 
14823—Litowich Bros., Inc., vs. A. T. & S. F. Ry. et al. 
June 28-29—Argument at Washington, D. C.: 
13930—Exxpress rates, 1922. 
14349—Ypsilanti Reed Furniture Co. et al. vs. American Railway Ex- 
press Co. 
June 28—Kansas City, Mo.—Examiner Donnally: 
14503—The Larabee Flour Mills Corp. vs. Director General. 
June 28—Washington, D. C.—Examiner Marchand: 
Valuation Docket No. 205—In re tentative valuation of the property 
of Holton Interurban Railway Company. 
June 28—Shreveport, La.—Examiner Weaver: 


ar ayo entral Oil and Refining Corporation vs. Director Gen- 
wim K. S. Ry. et 


al. 
— > “yo, 1) )—Caddo Central Oil and Refining Corporation et al. 


cc & 
vids cote Co. of Louisiana et al. vs. C. R. I. & P. Ry. 
et al. 
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EVERY STEP 


From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 
in 


The Traffic Bulletin 


The Information Regularly Carried in This 
Publication Includes the Following: 


1—Released Rate Orders 

2—Fourth Section Applications 

3—Fourth Section Orders 

4—Sixth Section Orders 

5—Investigation and Suspension Orders 
6—Suspension Orders Vacated 

7—New Tariffs and Supplements Filed with the I. C.C, 
8—Tariffs Rejected by the I. C. C. 

9—-Express Tariffs Filed with the I. C. C. 
10—Shipping Board Tariffs 

11—Central Freight Association Docket 
12—Central Freight Association Hearings 

13—C. F. A., Coal, Coke and Iron Ore Docket 
14—Illinois Freight Association Docket 
15—National Perishable Freight Committee Docket 
16—New England Freight Association Docket 
17—New England Freight Association Hearings 
18—Southern Freight Association Docket 
19—Southern Freight Association Dispositions 
20—Southwestern Freight Bureau Docket 
21—Southwestern Freight Bureau Hearings 
22—Texas Tariff Bureau Docket 
23—Texas Tariff Bureau Hearings 

24—Trunk Line Association Docket 

25—Trunk Line Association Hearings 

26—Trunk Line Coal and Coke Docket 

27—Trunk Line Coal and Coke Hearings 
28—Western Trunk Line Docket 

29—Western Trunk Line Hearings 

30—Western Trunk Line Dispositions 
31—Transcontinental Freight Bureau Docket 
32—Transcontinental Freight Bureau Dispositions 
33—Southern Ports Foreign Freight Docket 
34—Consolidated Classification Docket 
35—National Diversion and Reconsignment Dockets 
36—Embargo Notices, Modifications and Cancellations 
37—Steamship Sailings 

38—Express Classification Docket 

39—Address of Roads Filing First Tariff with I. C. C. 
40—Adoption Notices 


Samples and full information free on request 


The Traffic Service Corporation 


Publishers THE TRAFFIC WORLD 
418 South Market St., Chicago 








June 2, 1923 


TABLE OF CONTENTS 


EDITORIAL 


The valuation conference—Work of the traffic clubs..... be 


CURRENT TOPICS IN WASHINGTON 


hat valuation conference—The pendulum’s swing—Gordian 
"an etec.—Latex from the buds—What is sporadicity? 
Speaking Of VacationS .......ceseeeceeecceesereceereceeeeesers 


DECISIONS OF THE COMMISSION 


Penick & Ford, Ltd., Inc., vs. Director General; case 11379; 
blackstrap molasses (80 I. C. C., 152-156) 

U. S. A. vs. B. & O. et al.; case 12497; also Sub No. 1, Same 
vs. Wharton & Northern et al.; class and commodity (80 
Il .¢C..C., 148-161) 

International Paper Co. vs. 
coal, pulp, etc. (80 I. C._C., 135-137 

Cincinnati Grain and Hay Exchange Co. et al. vs. A. & R. 
et al.; case 13533; grain, etc. (80 I. C. C., 114-116) 

Memphis Freight Bureau, for Abston, Wynne & Co. et al. 
vs. Mo. Pac. et al.; case 12750; also 12750 (Sub.-No. 1), 
Memphis Freight Bureau for F. G. Barton & Company et al. 
v. Director General; 12750 (Sub-No. 2), Memphis Freight 
Bureau for Humphreys O’Sullivan Company et al. vs. Direc- 
itor General; cotton (80 I. C. C., 88-98) 


Barrett Co. vs. Director General, Erie 

mine ties (80 I. C. C., 55-56) 

Hunt, John A., & Co. vs. Fort Worth & Rio Gran 
ease 13558; wrought-iron pipe (80 I. C. C., 101-10 


Henderson Lumber Co. vs. Director General; case 13363; mine 
ties (80 I. C. C., 83-84) 


Armour & Co. vs. Director General; case 13687; molasses 
(80 I. C. C., 108-109) 

Manhattan Oil Co. vs. A. T. & S. F. et al.; case 12953; 
wrought-iron pipe (80 I. C. C., 61-63) 

International Harvester Co. et al. vs. C. B. & Q.; case 12993; 
coal (80 I, C. 


Menasha Printing & Carton Co. vs. Director General and 
C. & N. W.; case 13731; bleaching powder (80 I. C. C., 35-36) 

American Radiator Co. vs. Director General; case 13059; burnt 
foundry sand (80 I. C. C., 77-80) 


Morrill-Higgins Co. vs. Director General; case 13077; furnaces 
(90 I. C. C., TiT-1ie 


Tuffi Bros. Pig Iron & Coke Co. vs. Director General; case 
13165; coke (80 I. C. C., 123-124) 


Matthews, G. B., and sons vs. G. M. & N. et al.; case 13849; 
ear corn (80 I. C. C., 99-101) 


Rudolph, S., and Co. vs. P. R. R. et al.; case 13752; scrap iron 
(80 I. C. C., 129-181) 


Greene Cananea Copper Co, . A. T. & S. F. et al.; case 
13145; coke (80 I. C. C., 121-122) 

Crystal Springs Mfg. Co. vs. Ill. Cent. et al.; case 13960; box 
material (80 I. C. C., 132-134) 


Roper, L. W., vs. Director General; case 13770; beans (80 
I. Cc. C., 125-126) 


Marion Machine Foundry & Supply Co. vs. T. & P 
case 13138; bull wheel arms, etc. (80 I. C. C., 


Sun Co. vs. La. Ry. & Nav. Co. et al.; case 13820; gasoline 
(80 I. C. C., 127-128) 


TENTATIVE REPORTS OF THE COMMISSION 
RAILROAD CONSOLIDATION 
THE VALUATION CONFERENCE 
HEARING ON ADEQUACY OF EQUIPMENT 
PERSONAL NEWS AND NOTES 
LOSS AND DAMAGE DECISIONS 

Cases decided by state and federal courts 


MISCELLANEOUS TRAFFIC DECISIONS 

Cases decided by state and federal courts 
SHIPPING DECISIONS 

Cases decided by state and federal courts 
NEW COMPLAINTS 

Digests of petitions filed with the Commission 
QUESTIONS AND ANSWERS 

Legal and practical questions answered by experts 
THE OPEN FORUM 

Corrections in the Wheeler figures—Fair play 
DOCKET OF THE COMMISSION 


Dates and places of hearings and arguments, 


THE TRAFFIC SERVICE CORPORATION 


WASHINGTON 
COLORADO BUILDING 
Telephone, Main 3840 


CHICAGO 
418-430 S$. MARKET STREET 
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This 
STRONGER TRUSS 
Insures 80% to 70% 
More Protection to 
GoodsShipped in Mid- 
West Shipping Boxes. 


The fallacy of the low priced 
“‘just as good” corrugated 
fibre board Shipping Box 


The argument sometimes advanced by the 
buyer of corrugated fibre board shipping boxes 
that ‘‘the boxes I am using now are satisfac- 
tory and I am paying less than for your box’’ 
is a perfectly good alibi—until there is a 
systematic check-up on performance. 


The showdown will generally indicate that the slight 
difference in cost of the higher priced box will cover 
enough advantages to make the low priced box the 
most expensive in the end. Approximately 70% of 
the cost of a corrugated fibre box is for raw material. 
Naturally, a low priced box cannot show the best 
materials. A further check-up will often show an 


absence of the HIGH TEST LINERS railroad speci- 
fications call for. : 


The Mid-West shipping 
box is built up to a serv- 
Three Distinétive | _ ice rather than down toa 
Mid-West Features | price. Its high, strong, 
resilient truss construc- 
tion and high test liners 
have reduced the shipping 
costs of hundreds of big 
shippers to a simple de- 
pendable formula—30% 
to 70% more protec- 
tion. Please feel free 
to consult us about your 
shipping problems at any 
time. No obligation. « 


1—Waterproof . Container: 


For every occasion requiring 
complete protection against 
moisture or wet conditions. 
2—Triple Tape Corners: 


A strong reinforcement which 
prevents tapes from splitting 
and peeling. 


3—Offset Score: 


Insures a positive tight clos- 
ing contact of end flaps. 


Write for our ‘“‘Perfect Package’”” Data Sheet. Has saved 
thousands of dollars to big shippers. Free upon request. 


MID-WEST Box COMPANY 


GENERAL OFFICES: 16th Floor Conway Bidg., CHICAGO, ILL. 


Corrugated 
Fibre Board 
Prodticts 


Solid 
Fibre Board 


Factoriés: 
Anderson, Ind. 
Kokomo, Ind. 
Chicago, IIl. 
Cleveland, O. 
Fairmont, W.Va. 
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NEW ORLEANS 


(Second Port U. S. A.) 





No Congestion—No Delay 


Open Throughout the Year 


TRANSPORTATION © 


constitutes the measure of a port’s efficiency 
as well as its possibilities for expansion 


THE PORT OF NEW ORLEANS 


is efficiently served by these railroads: 
















Gulf Coast Lines, Missouri Pacific Ry., 
. Illinois Central R. R., N. O. Great Northern R. R., 
Yazoo C& Miss. Valley R. R., Southern Ry. System, 
Louisville © Nashville R. R., Southern Pacific System, 
La. Ry. @ Navigation Co., Texas (@ Pacific Ry., 
Louisiana Southern R. R., New Orleans © Lower Coast R. R. 


A TOTAL OF 48,375 MILES of easy grade, well 
equipped Railroads which, with their connections, 
radiate to all parts of the country, supplying de- 
pendable inland transportation for exports and 
imports 


A publicly owned Belt Railroad serves all Public Docks 


— also — 


Ninety-four Steamship Lines connect New Orleans with 
all World Ports 


For further information address 


BOARD OF COMMISSIONERS OF THE PORT OF NEW ORLEANS 


(An Agency of the State of Louisiana) 





New Orleans, La. 


Jun 


I 
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The San Antonio and Aransas Pass Railway Co. 






J. 8. Peter, ddd by 
Vice-Pres. & Gen. Mgr., Yj 
San Antonio, Tex. 2 
J. C. Mangham, Y Z, Geer Pa] % oie ° Muskogee 
Gen. Frt. Ast | 0 ahoma 
San Antonio, Tex. Amarill3p YY - OklahomaCity 
J. B. Brooks, 7/, Anadarko® O ’ : kK 
-_, G. F. A, ‘ Yy Chicka a 4 McAlester 
San Antonio, Tex. Uy : Little Rock, 
, yy 
H. C. Franks, “lietp 


Gen. Agt. Frt. Dept., 
San Antonio, Tex. 


W. A. Springall, 
Com. Agt., 
San Antonio, Tex. 
A. R. Canfield, 
Agt., 


m. 
Houston, Tex. 
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Galveston 
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AND 
ACCOMMODATING 
17 PERFORMANCE 





Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 


List of Direct Connecting Rail Lines: 

__San Antonio _| Corpus Christi| __Alice__ Aransas Harbor Terminal Railway 
See sos ms Fredericksburg & Northern Ry. 

Gulf Coast Lines 

Gulf Colorado & Santa Fe Ry. 

International & Great Northern Ry. 

Missouri, Kansas & Texas Ry; 


























Southern Pacific Lines 
——_Waco__|__Houston__|__San Antonio_| Corpus Christi | __Alice__|Laredo via Alice San Antonio, Uvalde & Gulf R. R. 
Seas City edvadees 4 days 3% days 34 days 214 Gays ones San Antonio Southern Ry. 
Memphis | “""""""" =" ri « ri « 313 « a St. Louis Southwestern Ry. (Cotton Belt) 
New Orleans 3 days 3% * 3 3 3 3% Sugar Land Ry. 
Proportionate service to above is rendered to all intermediate points. joey! bog gpl 
SSS SSS sss ssn sa ° 
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DUMPS— 


The Spot Stocks of War 


A good general locates dumps where ammunition can reach 
his guns by the shortest, easiest route. At’ each dump he 
puts a man in charge who sends ammunition where needed. 
Then he gives all his attention to winning his battle. 


The goods you make are your ammunition. Warehousemen 
are those in charge of your dumps. The dump itself isnowa 
“Spot Stock.”” Having made this disposition of your supplies, 
your whole attention is concentrated on winning your busi- 
ness battle. 


The striking economies effected will be explained to you by a 
fully informed man. He will call in response to a note. We 
suggest that you dictate it immediately. 


Distribution Service Inc. 


123 W. Madison St. 
Chicago 


100 Broad Street 
New York 





Progressive and Efficient Railroad 


Some of. the reasons why the IIli- 
nois Traction System is known 


among shippers and travelers as 
“The Road of Good Service’’— 


Joint freight rates in all directions. 

Centrally located freight houses. 

Standard M. C. B. equipment. 

Switching arrangements to all industries in St. Louis, 
Mo., Peoria, Ill., and other points. 

Fast “highball’’ freight service. 

High speed limited passenger trains. 

Sleeping car service between Peoria, Springfield and 
St. Louis. 
Parlor car service between Peoria, Springfield and 

St. Louis. Meals served a la carte. 
Block signal protection. 


The Map Tells the Story 


Illinois Traction System 


(McKinley Lines) 


W. H. Wylie 


Peoria, Illinois Traffic Manager 


Warehousing Is 
An Essential Part 
of Distribution 


The following concerns have warehouses 
which are modern,-fully equipped, capa- 
bly managed. Each is at the strategic 
center of a rich, distinct distributive 
area. Used collectively they are the 
back-bone of your national distribution 
system. In groups or singly, they form 
the best possible backing for a sales and 
advertising campaign. 


ATLANTA—Morrow Transfer & Storage Co. 

CHICAGO—Currier-Lee Warehouse Co. 

CLEVELAND—Ninth St. Terminal Ware- 
house Co. 

EL PASO—International Warehouse Co. 

FORT WORTH—Binyon-O’Keefe Fireproof 
Storage Co. 

HOUSTON—Binyon Shipside Warehouse Co. 

KANSAS CITY—Central Storage Co. 

LOS ANGELES—Union Terminal Warehouse 


Co. 
ee Public Warehouse 
NEW ORLEANS—Douglas Public Service 


Corp. 

NEW YORK—Bush Terminal Co. 

OMAHA—Gordon Fireproof Warehouse & 
Van Co. 

PHILADELPHIA—Terminal Warehouse & 
Transfer Co. 

PORTLAND—Oregon Transfer Co. 

SAN FRANCISCO—Sany Francisco Ware- 
house Co. 

ST. LOUIS—S. N. Long Warehouse 

ST. PAUL-MINNEAPOLIS—Central Ware- 


house Co. 
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